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FARRELL FOR COMMISSION 

We congratulate the country, the Commission, the 
President and Mr. Farrell on the appointment by Presi- 
dent Coolidge of P. J. Farrell, chief counsel of the Com- 
mission, to the place on the Commission left vacant by 
the refusal of the Senate to confirm the reappointment 
of Commissioner Esch. Not only is Mr. Farrell well 
equipped for the position, but his appointment serves as 
a precedent for promotion of Commission employes who 
have proved capable and faithful. Mr. Farrell has at 
previous times been suggested for the place and the 
suggestion has been approved in these columns, but we 
are somewhat surprised, as well as pleased, at the out- 
come, nevertheless. We hope the Senate will promptly 
confirm the appointment. 


TRANSPORTATION LEGISLATION 


Our information is that motor vehicle legislation 
will be deferred by Congress, at least until the next 
session. This is a matter of small importance if the 
legislation, when and if enacted, is to be along the lines 
of the bill drafted by the sub-committee of the House 
committee on interstate and foreign commerce, after 
extensive hearings. This bill has no provision for regu- 
lation of trucks and, with reference to busses in inter- 
State commerce, provides merely for surety bonds. 
There is not even a provision for certificates of con- 
Venience and necessity, which, in our opinion, is the 
very minimum of regulation that ought to be prescribed. 
The bill does not meet the wishes even of the bus op- 
trators themselves in this respect and is satisfactory 
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the Commission after due consideration of the public 
interest, without being compelled to conform to any cut 
and dried plan, and we believe that the results of such 
permission would be beneficent. The present law is 
preventing consolidations that might be in the public 
as well as the railroad interest. But the ways of leg- 
islators are past understanding, even from the political 
point of view. Meanwhile, the barge line bill is shoved 
merrily forward, because of its pork barrel character- 
istics. 


TINKLING OF CYMBALS 

As an example of high-sounding phrases, well meant 
and, doubtless, sincere, but without thought as to spe- 
cific application, and as an example of what we have 
sometimes referred to as the inclination to give three 
cheers for the poor without any intention of digging 
into the trousers pockets, we commend the utterance of 
the Chamber of Commerce of the United States, printed 
elsewhere, with respect to government and business. 
The chamber says it is essential that our government 
should “scrupulously refrain from entering any of the 
fields of transportation,” and so on, “when it can be suc- 
cessfully undertaken and conducted in the public inter- 
est by private enterprise.” 

That is fine, and we agree with it. But did it ever 
occur to those prominent in the councils of the chamber 
that the government is now engaged in and planning 
to increase its investment in a transportation enterprise 
known as the Mississippi-Warrior Barge Line? Why 
not make their objections specific instead of general? 

Well, there is more than one reason, perhaps. In 
the first place, those who draft such resolutions are sel- 
dom thinking of specific things. They are~striving for 
high-sounding principles and grandeur of expression—a 
sort of Fourth of July oration, so to speaks It sounds 
good and everybody will agree with it, so ‘let’s say it. 
In the second place, even if those responstble for this 
utterance of principle had thought of doing so, they 
could not have put through a resolution condemning 
specifically the barge line activity as an example of gov- 
ernment participation in the transportation business. 
Why? Because every chamber of commerce in the region 
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Announcing the New 


Illinois Terminal R. R. System 


Comprising the Following Lines: 


Illinois ‘Terminal Company 

Illinois Traction Inc. (Main Division) 
.St. Louis Electric Terminal Railway Co. 
St. Louis, Troy and Eastern Railroad 

St. Louis & Illinois Belt Railway 


A Steam-Electric Railroad of 550 Miles 


Serving the heart of the Nation—the region of its greatest 
traffic density— 


Circling with an outer belt the vast expanse of East St. Louis, 
Granite City, Madison, Venice, Alton, Wood River, Roxana 
Industrial area— 


Entering St. Louis by elevated structure and an independent 
rail bridge— 


Reaching out by main line steam and electrified rails to the 
important railroad centers of Alton, Wood River, Roxana, 
Peoria, Bloomington, Decatur, Danville, Springfield— 


Serving exclusively more than 200 industries and reaching 3000 
others through reciprocal switching arrangements— 


Having access to a score of coal mines in three Illinois districts, 
Belleville, Central Illinois, Danville, with an annual production 
of 5,000,000 tons. 


Agencies in principal cities. 


CLEMENT STUDEBAKER, JR., H. H. FERGUSON, 
Chairman of the Board Vice-President, Steam Lines 


L. E. FISCHER, D. W. SNYDER, JR., 
President Vice-President, Electric Lines . 


H. A. TUOHY, E. E. KESTER, W. H. BLAIR, 
Traffic Manager, Electric Lines Assistant Traffic Manager General Freight Agent 


H. G. POWELL, E. L. BODGE, J. A. GORMAN, 
Traffic Manager, Steam Lines Coal Traffic Manager Chief Tariff Bureau 
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that thinks itself benefited by the barge line would, if 
not already on record in favor of the barge line, have 
objected. So we have the national chamber condemning 
in principle a thing that the local chambers, in the re- 
gion concerned, are favoring in practice. It is ridicu- 
lous, but not at all unusual. 

Of course, it may be said that there is a “catch” in 
the resolution referred to, because it only condemns gov- 
ernment participation in such business as can be suc- 
cessfully conducted in the public interest by private en- 
terprise, and it has not yet been demonstrated that the 
barge line can be conducted by private enterprise—it is 
an experiment in which the government is merely trying 
to show the way. The answer to that is, even admitting 
that it was ever proper for the government to engage 
in such an “experiment,” that it has lasted long enough 
so that private capital may know whether or not the 
field offers opportunity for profit and there is at least 
no warrant for expending further larger sums of money 
on extensions of it, rendering more difficult and post- 
poning to an even later date the possibility of turning 
the project over to private capital. 

If it be said that this is a field in which private cap- 
ital cannot engage successfully in the public interest, 
and that the government, therefore, ought to persist in 
this transportation venture, then we have a different 
question that has not yet been raised, even by the friends 
of the barge line, who still speak of it as an experiment 
and talk of the great day when it shall be turned over to 
private enterprise. But if that be the question, then 
those who favor permanent government operation of 
waterway transportation will haye to justify the govern- 
ment being in transportation as a permanent business— 
not as an experiment. Can they do so? 


RAILROADS AND AIR TRANSPORT 

The newspapers carry stories, which we suppose 
are true (if they are not, they ought to be), of the organ- 
ization of a company in which the Pennsylvania and 
Santa Fe railroads participate with certain air transport 
companies for a combination rail-air transport passenger 
service from New York to Los Angeles, with possible 
extensions. The passenger would take a Pennsylvania 
train at New York in the evening, transferring to an 
airplane at Columbus, Ohio, the next morning, changing 
again to a train at Wichita, Kansas, that night, turning 
once more to air transport the next morning somewhere 
in New Mexico, and arriving in Los Angeles that after- 
noon, completing his transcontinental journey in some- 
what less than forty-eight hours. 

We welcome this announcement as an indication of 
railroad enterprise and adaptation to new and changing 
conditions. The railroads let motor vehicle transport 
get away from them before they realized its importance 
and its competitive possibilities; evidently they do not 
mean to make the same mistake with air transport. The 
express company has already extensively adopted this 
mode of transport. 

There may be little demand for this transcontinental 
combination air-rail transport, but such as there is will 
be accommodated, and it is our guess that there will be 
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more than even the promoters of the new service expect. 
Speed is the present-day demand in this country, where 
there is also money to pay for it. The only thing needed 
to make popular the new mode of travel thus furnished 
is a reasonable assurance of safety and comfort, and this, 
we think, is being accomplished. 

While we are optimistic about the possibilities of 
extensive air travel on land—or, more properly speak- 
ing, over the land—we become increasingly disgusted 
with the stuff we read and hear about plans for trans- 
oceanic travel by air. It, perhaps, is a bold thing to say 
in these days that anything is impossible, but, neverthe- 
less, we venture the prediction that, unless some new 
principle of mechanics now entirely unsuspected is dis- 
covered, ocean travel by airplane will never be anything 
but a “stunt” or, perhaps, on very rare occasions, a 
means of meeting some great emergency. The reason is 
obvious. Nothing has ever been invented or ever will 
be invented that does not occasionally break down or 
get out of order. One riding on a train, on a ship, or in 
his own automobile, is subject to this possibility. But 
when such an accident happens he is safe and can wait 
for repairs. He is even reasonably safe in an airplane 
over land, because a good pilot can bring his airplane to 
ground for repairs, generally. But ovér the ocean, what 
would happen and does happen? Of what good to equip 
passengers with parachutes and life preservers? Who 
wants to be dumped in the Atlantic a thousand miles 
from anywhere even if he alights without breaking his 
neck? What good to talk about landing stations an- 
chored at intervals of several hundred miles or so across 
the ocean? Does anyone wish to swim that distance? 
And what about his baggage while he is doing it? Let 
the stunt flyers keep on collecting medals and banquets, 
but let’s quit talking about commercial possibilities for 
airship travel over the ocean? 

Of course, we realize that twenty years from now 
we may have to eat this editorial. If we have to we 
can do it. 


HOCH AND FREIGHT RATES 

However much we may disagree with Congressman 
Hoch in some things, we find ourselves in hearty agree- 
ment with him in what he says, in a letter to Chairman 
Campbell, of the Interstate Commerce Commission, 
printed elsewhere, with reference to the responsibility 
of the Commission for the delay in reaching some con- 
clusion in the various investigations being conducted 
under the Hoch-Smith resolution. We have expressed 
ourselves on this subject before in terms much the same 
as those used by Mr. Hoch. The investigations are 
becoming a huge joke to which no end is in sight. They 
are illustrative, however, of the methods used by the 
Commission in most cases, its idea, apparently, being 
that it must hear everything that anybody cares to say 
on the subject at issue, and that it has no control over 
the situation in this respect. 

Of course, our reasons for dissatisfaction are not 
the same as those of Mr. Hoch: He wants action in the 
matter in which he is interested. We don’t care two 
straws about that particular matter, for we think it was 
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conceived in ignorance and political “bunk,” but we 
are interested in the waste of time and money that this 
and other investigations of the Commission cause. We 
think there should be rules of practice and methods of 
procedure that will enable the Commission to find out 
what it desires to know through intelligent and efficient 
means without holding town meetings through the 
length and breadth of the land and listening to a lot of 
evidence that is unimportant or, even when important, 
reiterated time and again by flocks of witnesses who 
have no centralization of effort or system in presenting 
their case. 

Mr. Hoch hints that the delay in this particular 
case is partly attributable to the tactics of the railroads, 
playing for delay. We do not know that this is the 
case, but, even so, the Commission cannot evade its 
responsibility. We have no doubt the railroads are not 
doing all they can to bring the case toa close. It would 
be quite understandable if they indulged in a little 
strategy of the kind alleged. The Hoch-Smith resolu- 
tion orders investigations designed to cut their revenue 
on agricultural commodities. They, doubtless, feel that, 
when the investigations are concluded, the results in- 
tended will be achieved, at least in part. They, doubt- 
less, feel, also, that it will be more or less difficult—not 
to say impossible—for them to recoup this loss by in- 
creases on other commodities. Such increases could not 
be obtained except through long and arduous effort, if 
ever. Therefore, it is easy for anyone not in their coun- 
cils to see that their interest is to hold off the conclu- 
sion of the investigations as long as possible. 
day of delay is money, if not put into their pockets, at 
least retained there. 

Mr. Hoch takes issue with. those to whom he is 
replying by saying that it does not necessarily follow 
that, if reductions on farm products are made, as a 
result of the Hoch-Smith resolution, there must be cor- 
responding increases on other commodities because of 
the section of the transportation act requiring the Com- 
mission to make rates so that the railroads, as a whole 
or by groups, may earn adequate revenue. He points 
to the other requirement of the law that rates must be 
just and reasonable—to the shipper, as well as to the 
carrier. That section does exist, of course, and it means 
what it says. What, however, is a reasonable rate, in 
the broad sense? What is a reasonable price for any 
product that is marketed? Any business man will say 
that it is a price that will enable the producer, if his 
methods are efficient, to earn a reasonable profit. No- 
body with any reason objects to paying prices for what 
he uses that will afford a reasonable profit to those with 
whom he deals. Everybody in business tries to get 
such prices, and is justified in so doing. But Mr. Hoch 
and those who agree with him would restrict the profits 
of the railroads on the transportation of agricultural 
commodities to something less than reasonable, because 
of what they say is the depressed condition of agricul- 
ture, and then prevent them from bringing their general 
level of profits to a reasonable basis by denying them 
the right to increase rates on othér commodities, if not 


THE TRAFFIC WORLD 


Every © 





Vol. XLI, No. 29 


to an unreasonable basis, at least to a basis that would 
not otherwise be necessary or even thought of. To put 
rates on other commodities on such a high basis to re- 
coup the losses of the carriers, due to low rates on agri- 
cultural commodities, would, we admit, be a hardship 
on shippers who would have to pay them, but we submit 
that this hardship would be due simply and solely to 
the Hoch-Smith resolution, which, administered prop- 
erly and in connection with other parts of the trans. 
portation act, means rates lower than reasonable on agri- 
cultural commodities and rates higher than they ought 
to be or would otherwise be on some or all other com- 
modities. 

It is for this reason that we have always urged that 
shippers ought to demand repeal of this resolution, not 
only because it embodies a nonsensical theory of making 
rates, but because it is likely to work a hardship on all 
of them not engaged in handling farm products. There 
is no way of making it work smoothly in connection with 
other parts of the transportation act if, in order to enable 
the carriers to earn the adequate revenue provided for 
by the act, the Commission must permit them to charge 
unreasonable rates on some traffic to recoup themselves 
for inadequate rates on agricultural products—for un- 
reasonable rates are contrary to law. So we find our- 
selves involved in an endless chain of reasoning. 

Why not repeal the ridiculous thing and have done 
with the interminable and expensive investigations un- 
der it, the political “bunk” involved in it, and the 
unsound theory of rate making behind it? Not evena 
friend of it can talk about it without hanging himself. 


COAL AND RAILROADS 


The Traffic World Washington Bureau 


Chairman Watson, of the Senate interstate commerce com- 
mittee, said this week he would introduce a bill providing for 
regulation of the bituminous coal industry prepared by counsel 
for the United Mine Workers of America. He said the measure 
would be considered with other proposals for regulation of the 
industry. 

Under the union mine workers’ bill, a bituminous coal com- 
mission would be created. Marketing pools and co-operative 
selling associations would be authorized. The commission 
would have authority to fix maximum prices that might be 
agreed upon or charged through the operation of pools or mar- 
keting associations. Provision would be made for consolida- 
tions of coal companies. In fixing maximum prices, the com- 
mission would have due regard “to fair wages paid for the 
production of coal and a fair return on the capital invested.” 
No corporation not engaged in mining and shipping or in ship- 
ping bituminous coal at the time the act became effective could 
engage in interstate and foreign commerce in bituminous coal 
until it had applied for and obtained a license to do so from 
the commission. The commission would study the problem of 
exporting coal and the bunkering of ships “and shall make such 
reasonable rules and regulations as will promote the export and 
bunkering trade” of licensees. 

The commission would be required to investigate the fuel 
service of the railroads, including the qualities required, the 
tonnage consumed, and the prices paid for such railroad fuel, 
and make reasonable rules and regulations governing such fuel 
service “as will prevent discrimination between coal mines oF 
coal fields.” The bill provides that after the taking effect of 
the act no railroad “shall build any siding or switch, or cut 
its lines for any siding or switch to any bituminous coal mine 
or tipple, until after it has received permission from the Inter 
state Commerce Commission so to do, and such permission 
shall only be granted upon approval of the Bituminous Coal 
Commission.” 

Representatives of the Pennsylvania Railroad appeared be 
fore the Senate interstate commerce committee this week and 
refuted charges made by the mine workers’ union leaders that 
that railroad had conspired to destroy the union. 
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Current Topics 
in Washington 


Public Is Beginning to Understand.—Any fact about the lake 
eargo coal rate decision, in the last two or three weeks, has 
peen regarded as prime news by the newspapers, to be handled 
fast and with a degree of accuracy that has not characterized 
such traffic news in the past. The fact is taken by men who 
have long known about traffic problems as evidence that the 
country is generally awakening to the fact that the carload of 
freight is becoming the unit of measurement of business in 
this land of the free. Quotations, of course, will continue to 
be on bushels of grain, bales of cotton, and board feet of lum- 
ber. They, however, are becoming obsolete units in the large 
business of the country. Only a few nionths ago the oil indus- 
try awoke to the fact that gasoline was being sold by the tank- 
car load and that the price a gallon, in tank wagons, was 
something with which the retailer dealt, but that, in a large 
way of speaking, the tank-car of gasoline was the unit in which 
deals were made. Of course, the stock market, for years, has 
regarded the 100 share lot as the unit of its transactions. 
However, in recent years, the odd-lot house has come into being 
for the accommodation of buyers who wanted to make invest- 
ments. The 100 share unit is still used in the purely specu- 
lative markets, but there are brokerage houses «dealing in 
smaller units, even on a speculative basis. However, it may 
be suggested that the stock market is not the thing that meas- 
ures business activities, except in the case of money hunting 
for employment. Recognition of the fact that the carload is 
the commodity unit, it is believed, has caused the greater atten- 
tion to freight rates shown in the instance of lake cargo coal. 
The coal rates, of course, have the added interest of bringing 
the highest executives into a fight that resembles the old-time 
rate war. It is not so snappy as the old-time rate war because 
the executives, nearly every time, feel the necessity of keeping a 
weather eye on the Commission, lest it give them an unpleasant 
jar. Just now, the Commission might. be suspected of feeling 
cribbed, cabined and confined by the injunction in the lake cargo 
coal case. Yet it has the power of suspension unimpaired to 
hold the coal rate situation static, for a time, at least, especially 
if it should appear that the cut proposed by the northern lines 
was a move toward peace on the basis of a differential of 35 
cents. The point, however, is that, when there is a full realiza- 
tion that the business of the country is done in carloads as 
units of measure, the meaning of the freight rate will become 
clearer, even if the unit of rates is continued, as now seems 
probable, on the 100 pound or ton basis, for an indefinite period. 
The country has become so great in its business totals that 
the individuals composing it, it is believed, do not appreciate 
the importance of a fight over grain rates that vary so little, 
to the man who buys flour by the quarter sack, as one cent 
a hundred pounds. But when it realized that grain houses 
handle perhaps as much as 200 cars a day in the heavy shipping 
season, the meaning of one cent a hundred pounds becomes 
obvious. Twenty cents a ton on coal looks small to a man who 
buys even so much as ten tons at a time, but to me who deal 
in carloads it is a frightful sum. It means $10 a car of the 
ordinary size and more in proportion on the larger. Yet the 
country is so large in its financial transactions that the $4,000,- 
000 or $5,000,000 loss to the one group or the other of the rail- 
roads looks like small change in comparison with the sums 
involved in the daily stock market transactions. However, the 
stock market looks sideways and cross-eyed when even a fairly 
large railroad shows a loss of $5,000,000 in net in a month or 
two or three months. When a larger part of the public under- 
stands that the country is doing business on the carload basis 
it probably will take a livelier intérest in what look like small 
rate questions. They look small simply because freight rates 
are stated in units of 100 pounds instead of so many dollars 
on the minimum carload, excess in proportion. 





Will It Be a Waterloo?—The northern railroads plan to 
make their lake cargo coal rates 20 cents a ton lower than 
at present, effective June 18, the anniversary of the defeat 
of Napoleon Bonaparte at Waterloo, 113 years ago. That was 
a day of great rejoicing in allied countries, particularly in Eng- 
land and Prussia, Wellington and Blucher covering themselves 
With glory that day at the expense of the Corsican, his old 
guard, and the rest of the army collected after the flight from 
Elba. Somebody might ask which of the parties in this long 
continued fight, if either, will have a Waterloo, in the sorrowing 
Sense, on account of the tariffs due on that day. Suspension 
of the tariffs might be expected, almost as a matter of course. 
But suspension might cause the northern .operators to go to 
court with a view to obtaining a restraining order on the theory 
that a suspension, even for the purposes of inquiry, would cause 
them irreparable losses because, in the ordinary course of 
business, the Commission could not dispose of the matter until 
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too late for them to get much, if any, lake cargo business. 
Refusal to suspend might also be expected. The northern lines | 
are proposing the spread the Commission tried to give. There- 

fore, in theory, at least, they are supporting the Commission. 
That may be why the northern line executives asked for the 
Commission’s advice, which they did not obtain, before announc- 
ing their intention to reduce their rates. At the Cincinnati 
conference the southern lines spoke as if they would favor a 
compromise spread of 35 cents. There is wonder now what the 
judges who granted the injunction that enabled the southern 
lines to put in their reduced rates would think, were the rail- 
road executives to get together and agree to new tariffs giving 
the Pittsburgh and Ohio operators the base rate of $1.46 decreed 
by the Commission, and the southern mines a base rate of 
$1.81, thereby bringing into effect the compromise 35 cent 
spread talked about at Cincinnati. That could be done by the 
northern lines withdrawing their tariffs and the southern lines 
proposing a ten cent increase. That, however, would be flying 
in the face of the court, which said they might put into effect 
the 20 cent reduction. That, however, it is’ believed by good 
lawyers, would not render moot the case aboutSto be brought 
to the Supreme Court. The fundamental questiagn in that case 
is whether the order Of the Commission directing fhe southern 
lines to cancel their 20 cent reduction was lawful. If it is, then 
they will have to cancel the reduction, regardless of the com- 
promise. No compromise could stand unless approved by the 
Commission. If it approved a compromise, the Commission, 


‘the railroads, and, presumably, the government‘of the United 


States would fail to perfect their appeal. Whether the southern 
operators could do anything to preserve the 25 cent spread is 
a question that probably would provoke as interesting an argu- 
ment as the case in which they succeeded in- enjoining the 
Commission’s order. 


“ 





Couzens-Mellon Fight Renewed.—It seems probable that Sen- 
ator Couzens, who has long had a feud with SeCretary Mellon, 
is in a fair way to persuade the United States Senate to poke 
its nose into something that will evoke approval instead of 
disgust. The Michigan senator wants an inquiry into the ways 
of the income tax office, especially into its praetice of intimi- 
dating citizens it thinks should allow it to contiftue its inquiry 
into their tax returns so as to have its way.i The practice, 
according to the popular understanding, is for:the tax office 
to evade the statute of limitations, which sayg that, after a 
given time (memory says the period is four years) the govern- 
ment may no longer inquire into the income tax return of any 
man unless he consents. The tax office is actused of “per- 
suading” men of large income to a suspension,of the statute 
of repose by accusing him of owing the goverhment a large 
amount of income tax for the year, the accounts for which 
otherwise would be closed by that law. Senator-Couzens says 
the tax office tried to intimidate him in the discharge of his 
duty as a senator by doing that very thing. Therefore, he 
wants the Senate to inquire into that practice. There are also 
charges of collusion between contingent fee tax. claim lawyers 
and the tax office inuring to the benefit of the lawyers. That 
may be based on discreet inquiries on behalf of‘such lawyers 
as to whether the senator did not need their services to get 
back some money he had paid or might be called on to pay. 
There is an amusing phase of this thing. In the course of the 
fight between Secretary Mellon and the Michigan senator, the 
latter has thundered against the large refunds that have been 
made to large taxpayers, especially the oil companies. The 
amusing part of that charge lies in the fact that the refunds, 
in large part, seem.to have consisted of the remission of taxes 
claimed to be due, made so as to enable the government to 
continue its scrutiny into returns more than four years after 
they were made. That is to say, Senator Couzens, in his fight 
with Secretary Mellon, is suspected of having made use, for 
his purpose of attacking Mellon, of the practice he now sug- 
gests is used for purposes of intimidation. 





Financial Interests Feverish Over C. & O. Merger.—Unless 
the Commission soon promulgates its report on the Chesapeake 
& Ohio merger proposals, some of the financial men of the 
country, or their employes, will burst blood vessels. For months 
New York has been wiring to correspondents*that “reliable” 
information there was to the effect that that report was due 
the next day or the day after that. There have also been reports 
that the decision would be this, that, or something else. Only 
one report that sounded reasonable was to the effect that 
acquisition of the Peré Marquette would be allowed but that 
action on the Erie would be deferred. That seemed a likely 
report, for this reason: The Commission desires to be relieved 
of the duty of making a permanent plan of consolidation. Con- 
gress, however, thus far, has not paid any attention to that 
desire. If that part of the law is to remain on the books, it 
is believed the Commission will regard it as being desirable 
that it be not deprived of any of the blocks it will need to make 
a picture of the situation. Putting the Erie into the hands of 
the Chesapeake & Ohio, which is the same as the hands of the 
Van Sweringens, it has been suggested, would «be putting a 
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rather important block in the eastern part of the picture, out 
of the Commission’s control. . Attaching the Pere Marquette to 
the Chesapeake & Ohio and the Hocking Valley, it has been 
pointed out, would not seriously hamper anything the Commis- 
sion might desire to do in carrying out the mandate of the law 
that is distasteful to it and from obedience to which it desires 
to be relieved. Were the Commission relieved, it is suggested, 
it could consider each proposal as presented and deal with ‘the 
roads involved without having to guess what it would have 
it do with a road or roads not included within the plan pre- 
sented -when the interested parties thought they had worked 
out a plan that required approval, regardless of the fact that, 
without such approval, it would violate some anti-trust law.— 
A. B. Hi. 


HOCH ON WESTERN REVENUE 


The Traffic World Washington Bureau 


Representative Hoch, of Kansas, co-author of the Hoch- 
Smith resolution, has written a letter to Chairman Campbell, of 
the Commission, in which he takes exception to statements 
made by President Harrison, of the National Association of 
Owners of Railroad and Public Utility Securities, in the latter’s 
letter to Chairman Campbell on the subject of western rail 
revenue. (See Traffic World, May 5, p. 1116.) 

Mr. Hoch said Mr. Harrison repeated, by clear implication 
at least, “an argument which has been frequently advanced by 
railroad attorneys concerning section 15a and which, I submit, 
involves a fundamental and vital error. It is argued that if the 
carriers as a whole. within the territory are not earning the 
prescribed return, that this fact alone, unaffected by other con- 
siderations, places a duty upon the Commission to increase 
rates,’ adding that the contention ignored entirely the require- 
ment that rates must be “just and reasonable,” and that it did 
not follow, ipso facto, that increases must be granted when the 
fair return was not being earned. 

Mr. Hoch said section 15a did not repeal the provisions of 
law requiring rates to be just and reasonable and that that 
section did not set aside the test “as to whether or not proposed 
rates are just and reasonable.” 

“Just and reasonable to whom?” he continued. “To the rail- 
roads alone? Certainly not. But just and reasonable to rail- 
roads, shippers and the public generally. Even though the roads 
within the group are not earning the full return prescribed, if 
the Commission determines under all the economic conditions 
existing that the increased rates proposed by the railroads are 
not just and reasonable under the broad test, then there is no 
mandate to grant the increases.” 

Mr. Hoch said his construction of section 15a had been 
eoncurred in by railroad attorneys, a member of the Commission 
and others in replies to questions he had put to them before the 
interstate commerce committee but that yet railroad: attorneys 
continued to advance the other view. 

“Whether or not the Commission should order any increases 
in Western Territory, in case rates on farm products are 
reduced, I do not, of course, presume to pass judgment, but I do 
insist that any proposed increases must meet the test as to 
whether or not they are just and reasonable from the standpoint 
of the shippers directly concerned, and to the public generally 
as well as to the railroads,” said he. 

Many of the railroads in western territory, he continued, 
had been enjoying unprecedented prosperity while at the same 
time the country that supported them had been passing through 
a period of depression. 

“In my judgment,” said he, “their applications for increases 
under these circumstances are unconscionable. Every fair man 
rejoices in the prosperity of the carriers and knows the need 
of maintaining adequate service. But the condition of the coun- 
try which supports the roads must have equal consideration.“ 

Mr. Hoch said he shared in the impatience “now existing in 
the west over the long delay in reaching action in the livestock 
and grain cases and the latitude permitted on the question of 
farm depression.” He said every student of the farm question 
recognized the existence of depression and yet three years after 
the Hoch-Smith resolution was passed, the Commission “is still 
taking testimony on the question of whether or not a farm 
depression exists.” 


“It does seem that the thing which everybody knew already, 
it ought not to take the Commission three years to find out,” 
he continued. “This is only an illustration of the methods which 
the railroads have used to delay action.” 


Referring specifically to the western grain rate case, Mr. 
Hoch said he appreciated that many localities and many organi- 
zations had asked to be heard “and I have no doubt that much 
of this has been part of the railroad campaign for delay.” He 
said interminable testimony that no examiner and certainly the 
Commission would never read had been taken. 


“I submit that if the rules of the Commission permit hear- 
ings in one case to be dragged out at such length, the rules 
need to be changed,” said he. “I understand, of course, that 
witnesses ask to be heard and attorneys ask to cross-examine, 


but to permit interminable hearings simply produces an impos- 
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sible record. The railroad tactics seem to be to wear out the 
complainants who have neither facilities nor money to conduct 
an endless fight. 

“Such practices simply feed the growing feeling that no 
expeditious action by the Commission in any case of importance 
can be expected. However high the purposes and faithful the 
services of the Commission, it is, of course, a very serious thing 
for the public to lose faith in the efficiency of the Commission. 
If the Commission is overburdened, some way should be found 
to lighten the burdens. In my judgment, rules for shortening 
hearings should be enforced. There is, to be sure, criticism 
that is unfair and uninformed. But from the standpoint of those 
who want to be helpful in a constructive way, there is much in 
the situation, in my opinion, to give concern.” 


HOCH-SMITH AMENDMENT 


The Trafic World Washington Bureau 


At a night session May 16 the Senate, by unanimous con- 
sent, passed the Metcalf joint resolution (S. J. Res. 99) amend- 
ing the Hoch-Smith resolution by adding the words, “and of 
fisheries,’ after the words, “including live stock,” in the last 
paragraph of the resolution. The purpose of the amendment 
is to extend special consideration to products of fisheries under 
the resolution. The amendment was passed without debate or 
explanation of it. The measure was then sent to the House. 

Representative Nelson, of Maine, has introduced House joint 
resolution 303 to amend the Hoch-Smith resolution by inclu- 
sion of thee words “and of fisheries” after the words “including 
live stock” in the last paragraph of the resolution. The Senate 
interstate commerce committee some time ago favorably re- 
ported the Metcalf bill. 


HOCH-SMITH CHALLENGE CASE 


The three judge court in the federal district of northern 
California, southern division, which, in Ann Arbor et al. vs. 
United States and Interstate Commerce Commission, denied a 
restraining order forbidding the enforcement.of the Commis- 
sion’s order reducing rates on California fruits to eastern points, 
in compliance, as it said, with the mandate of the Hoch-Smith 
resolution, has made its denial of the application permanent, 
without writing, as it intended, an elaboration of the reasons 
expressed in the order denying a stay. In a memorandum the 
court said that it had expected to review the testimony in the 
case at greater length on the final hearing and to make more 
specific findings on the material issues in the case. 

But the desire of the railroads, plaintiffs in the case to 
apply to the Supreme Court for a stay pending appeal, the 
district court said, precluded it from carrying out its original 
design. It said it would content itself with dismissing the bill 
for the conclusions stated in its former opinion. 











BROOKHART RAIL BILL 


Senator Brookhart, of Iowa, has introduced S. 4460, a bill pro- 
viding for a government-owned but “privately” operated trans- 
continental railroad extending from the Atlantic to the Pacific. 
The bill provides for acquisition of existing transportation facili- 
ties by the Interstate Commerce Commission, to make up the 
proposed line. Government bonds would be issued to provide the 
money for the purchase of the lines. The organization of a federal 
railroad corporation, with capital stock of $1,000,000, is author- 
ized by the bill. The stock, it provides, would be sold to per- 
sons skilled in railroad operation. Earnings on the stock would 
be limited and the excess would go to retirement of the bonds. 
Authority also would be given for acquisition of other lines 
when such acquisition would be deemed to be in the public 
interest. 


CONSOLIDATION LEGISLATION 


The Parker Railroad consolidation bill, as favorably re 
ported to the House by the committee on interstate and foreign 
commerce, will not be taken up in the House at this session 
of Congress. Chairman. Parker made a statement to that effect 
May 12. 

An effort probably will be made to obtain action on the 
bill at the short session of the present Congress that will begin 
next December. 

The decision not to push the bill at this session, it was 
understood, resulted from taking into consideration the fact 
that politics probably would enter into the matter on account 
of the presidential campaign year. Advocates of the bill desire, 
if possible, that the bill be considered on its merits. 


PULLMAN SURCHARGE REPEAL 


A favorable report on the Robinson bill providing for repeal 
of the Pullman surcharge has been ordered by the Senate inter- 
state commerce committee. 

Representative Hull, of Tennessee, has introduced H. R. 
13742, a bill to make illegal the collection of a surcharge 00 
travel in parlor and sleeping cars. 
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Decisions of Interstate Commerce Commission 


COAL RATES PREJUDICIAL 


A realignment of rates on bituminous coal, not later than 
July 16, has been ordered in No. 18211, Colorado & New Mexico 
Coal Operators’ Association vs. Santa Fe et al., from mines in 
the northern Colorado district and from Pikeview, Colo., to 
destinations on the Rock Island in Kansas, Nebraska, Missouri 
and Iowa. The rates from Pikeview were found unduly pref- 
erential and those from the northern district unduly prejudicial 
to the extent the rates from the northern district were more 
than 30 cents per ton greater than from Pikeview. The realign- 
ment is to be on that basis. The rates were found not unrea- 
sonable. The report was made by division 4 and written by 
Commissioner Meyer. 

The Pikes Peak Fuel Company, a large shipper from Pike- 
view, filed a motion for continuance of this complaint on the 
ground that it intended to file a complaint making allegations 
as to rates from its mine to destinations on the Union Pacific 
and the Burlington similar to those made against the rates from 
Pikeview. The fuel company was an intervener, in opposition 
in the case handled by Commissioner Meyer. Its position, said 
Mr. Meyer, was that if there was undue prejudice by reason 
of the adjustment of rates to Rock Island destinations, it was 
offset by the advantages enjoyed by mines in the northern Colo- 
rado district in respect of traffic to destinations on other iines. 
Mr. Meyer said the complaint was filed in March, 1926, but not 
heard until in September, 1926. He said there was nothing to 
indicate lack of opportunity on the part of the intervener to 
have prepared and filed a complaint raising the issues it sought 
to use as a justification for continuance of this proceeding. He 
said the motion for a continuance was properly denied by the 
presiding commissioner. 

Rates on lump coal were used in the discussion of the vari- 
ous cases cited in this one to illustrate the points made by the 
litigants. At present the rate from northern Colorado to the 
Missouri River territory is*$4.43 and $3.73 from the Pikeview 
mine. 

Commissioner Meyer repeated some of the conflicting claims 
made by the rival shippers as to the quality of their coals and 
why they should have such and such adjustments of rates. The 
Rock Island, he said, conceded that the rates from Pikeview 
were less than reasonable maxima, made purposely so in order 
to afford the Pikeview mine an opportunity to dispose of some 
of its coal at Rock Island destinations. The complainants con- 
tended that that was no defense against an allegation of undue 
prejudice and that the difference in distance, 31 miles, in favor 
of Pikeview, was inconsequential in hauls of the length here 
considered. 

In disposing of the case the report said that the decisions 
in Northern Coal & Coke Co. vs. C. & S., 16 I. C. C. 369, decided 
in 1909, and Pikes Peak Consolidated Fuel Co. vs. Director- 
General, 55 I. C. C. 249, decided in 1919, would now produce a 
difference of 30 cents per ton, Pikeview under northern Colorado. 


That is the spread ordered to be made effective, as before said, 
on July 16. 


ROOFING MATERIAL RATES 


In a report written by Commissioner Esch, in No. 15886, 
Barrett Co. vs. Santa Fe et al., and a sub-number, Philip Carey 
Co. et al. vs. Alabama Great Southern et al., the Commission, 
by division 2, has found rates on roofing and paving materials, 
from St. Louis, Mo., Chicago, Ill., Birmingham, Ala., Cincinnati, 
0., and some points taking the same rates, to destinations in 
the southwest not unreasonable, except as noted, but unduly pre- 
judicial and preferential as between various points of origin. 
A basis for rates, 25 per cent of first class (column 100) rates, 
recently prescribed, has been set for the railroads to observe. 
No order has been entered but the report says the defendants 
will be expected to establish rates in accordance with the find- 
ings not later than July 8. The findings and the necessary 
appendix follow: 





_We find that the rates assailed on the roofing and paving ma- 
terials described in the appendix hereto, in carloads, are not un- 
reasonable generally, but they are unreasonable where and to the 
extent that they exceed the bases’ hereinafter described; and that 
Such rates are in many instances unduly prejudicial and preferential, 
as alleged, between the various points of origin. We further find 
that such prejudice and preference could and should be removed 
by the establishment of rates from all of the origin points to des- 
tinations in Arkansas, Oklahoma, Texas, and Louisiana west of the 
Mississippi River on the basis of 25 per cent of the first-class (column 

) rates recently prescribed by us between the same points; and 
y the establishment of rates to destinations in southern Missouri; 
as hereinbefore described, on the following basis: From St. Louis, 

o., and Birmingham, Ala., including the other points herein referred 
to taking the same rates, on the basis of 25 per cent of the first- 
Goss (column 100) rates under the Kansas-Missouri scale to destina- 
eons on and north of the St. Louis-San Francisco Railway from Cape 
Irardeau to Springfield, Mo., and the same percentage of the rates 





under the southwestern scale to destinations south of that line, 
plus 1 cent per 100 pounds from Birmingham in each case for the 
Mississippi River crossings; and from Chicago, Ill., on the basis of 
differentials over the rates from St. Louis of 14 cents to destinations 
within 50 miles from the latter point, 13 cents to destinations over 
50 miles and not more than 100 miles, 12 cents to destinations over 
100 miles and not more than 150 miles, and 11 cents to destinations 
more than 150 miles from St. Louis. Distances shall be computed 
as required in connection with the recent general revision of south- 
western rates, but destinations in southern Missouri may be grouped 
to the extent and in the manner authorized by us in requiring that 
revision. Compliance with these findings will also remove the de- 
partures from the long-and-short-haul rule in the rates to the Beau- 
mont-Galveston-Houston-Orange, Tex., group. 

No order will be entered at this time, but defendants will be 
expected to establish rates in accordance with the foregoing findings 
not later than July 8, 1928. 

APPENDIX 


Roofing and ‘Paving Material 


Section 1: Prepared or composition roofing, with burlap reinforce- 
ment (see note 1) or not otherwise indexed by name in current 
western classification (see note 2), in straight or mixed carloads; 
minimum weight 40,000 pounds (see note 3). 

Section 2: Roofing cement, liquid or other than liquid, in straight 
or mixed carloads; minimum weight 40,000 pounds. 


Section 3: Asphalt shingles, carloads; minimum weight 40,000 
pounds (see note 3). 


Section 4: Expansion paving joints, asphalt or asphalt and lime- 
stone dust, sand, cloth or paper combined, in straight or mixed car- 
loads; minimum weight 40,000 pounds. 

Section 5: Building, roofing or sheathing paper or felt, saturated 
or not saturated, not coated, other than asbestos, in straight or mixed 
carloads; minimum weight 40,000 pounds (see notes 3 and 4). 

Section 6: Asbestos, building, roofing or sheathing paper or felt, 
plain or saturated, in straight or mixed carloads; minimum weight 
40,000 pounds (see note 3). 


Section 7: Flexible asbestos shingles, carloads; minimum’ weight 
40,000 pounds. 


Section 8: Any or all of the articles in sections 1, 2, 3, 4, 5, 6, 
and 7, in mixed carloads or in mixed carloads with the following 
articles, in packages; minimum weight 40,000 pounds; roof coating 
(not paint or stain), having asphalt, pitch, rosin, or tar base; asphalt, 
pitch, tar and roofing shells or gravel. 

Note 1—Ratings apply on felt or paper, saturated and coated 
with asphalt, pitch, tar, or similar materials combined with burlap. 

Note 2—Ratings apply on felt or paper saturated and coated with 
asphalt, pitch, tar, or similar materials, combined or not combined 
with burlap, cotton cloth, or other fabric. 

Note 3—When shipped in rolls, each roll or tube may contain 
roofing cement, tin roofing caps, nails, or metal or wooden strips 
sufficient to lay the roofing contained in it. ‘ 

With prepared or composition roofing, roofing paper, or asphalt 
shingles there may be shipped in the same car at the rates named 
in this item, tin roofing caps, metal fasteners and nails, but not to 
exceed 10 per cent of the weight of the prepared or composition 
roofing, roofing paper, and asphalt shingles. 

Note 4—On straight carloads of roofing felt, not saturated, mini- 
mum weight will be 36,000 pounds. 


SURPLUS ARMY MATERIAL RATES 


The Commission, by division 4, in No. 18928, A. C. Loveland 
& Co., Inc., vs. Atlantic Coast Line et al., has found applicable, 
but unreasonable, the charges collected on five carloads of sul- 
plus army material, shipped from Atlanta, Ga., to Hartford, 
Conn., in 1925, and awarded reparation. The Commission found 
the rates unreasonable to the extent they exceeded $1.46. 


SALT RATE UNREASONABLE 


The Commission, by division 4, in No. 19468, Acme Hay & 
Mill Feed Co. et al. vs. Santa Fe et al., has found unreasonable 
the rate on salt from Kanopolis, Hutchinson, Little River, Lyons 
and Anthony, Kans., to Sioux City, Ila., and awarded reparation. 
The Commission found the rate unreasonable to the extent it 
exceeded 22.5 cents from and to the same points found reason- 
able in Salt Between Western and Southwestern Points, 120 
I. C. C. 91. Commissioner Woodlock dissented. 


FRESH FRUIT OVERCHARGED 


A finding of overcharge and an award of reparation have 
been made in No. 18749, L. Powers Fruit Co. et al. vs. Penn- 
sylvania, as to shipments of fresh fruit, carloads, from Fresno 
and other points in California which were reconsigned at Pitts- 
burgh, Pa., or Columbus, Ohio, ¢o destinations in central ter- 
ritory. The Commission found that the applicable rate on ship- 
ments to Detroit, Mich., which were reconsigned through Colum- 
bus, and on shipments to Washington, Pa., Steubenville, Ohio, 
and Wheeling, W. Va., which were reconsigned through Pitts- 
burgh, was $1.73, without any charge for backhaul, that the 
applicable rate on shipments to Canton, Ohio, Beaver Falls, and 
New Brighton, Pa., reconsigned through Pittsburgh, was $1.73, 
plus the established back haul charge from Pittsburgh to those 
destinations; and that the applicable rate on shipments to branch 
line points, Akron, Cleveland, Girard, and Youngstown, Ohio, 
Erie, Sharon and New Castle, Pa., which were reconsigned 
through Pittsburgh, was $1.73, plus the back haul charge from 
Pittsburgh to the junction point at which the branch lines di- 
verged from the Chicago-Ft. Wayne main line of the Pennsyl- 
vania. Commissioner Woodlock concurred because he said the 








1218 THE TRAFFIC WORLD 


interpretation placed upon the provisions of the tariff seemed 
reasonable. 


RATES ON SULPHUR 


The Commission, by division 4, has dismissed No. 19744, 
Stauffer Chemical Co. of Texas vs. Houston & Brazos Valley 
et al., on a finding that no damage had been shown to have re- 
sulted from alleged prejudicial rates on sulphur, carloads, which 
moved by rail from Freeport, Texas, to New Orleans, La., and 
thence by water to Tampa and Miami, Fla. The Commission said 
the only evidence of damage was that the complainant sold his 
sulphur at the Florida points in competition with other manu- 
facturers of sulphur and that it was compelled to absorb the 
freight charges to those points in the prices of its products. That 
showing, the Commission said, was insufficient to justify a find: 
ing that the complainant was damaged by the exacting of rates 
alleged to have been unduly prejudicial. In. view of that con- 
clusion, the report said, no finding in regard to the allegation 
of undue prejudice was necessary. 


SAND COMBINATION RATE 


An order of dismissal has been made in No. 19188, L. W. 
Rexroad & Co. vs. Santa Fe et al., the Commission, by division 4, 
finding applicable the combination rate charged on sand from 
Keithley’s Spur, Neb., to Minneapolis, Kan. 


CORE SAND RATE 


The’ Commission, by division 4, has dismissed No. 19635, 
Chamber of Commerce, Traffic Bureau, Rock Island, IIl., vs. Chi- 
cago, Indianapolis & Louisville et al., finding the rate on core 
sand from Michigan City, Ind., to Moline and Rock Island, II1., 
not unreasonable, unduly prejudicial, or in violation of the 
aggregate-of-intermediates clause of the fourth section. The com- 
plaint was brought for the Moline Foundry & Machine Co. 
and others. 


FULLERS EARTH RATE 


A finding of unreasonableness, an award of reparation, and 
an order prescribing a new rate not later than June 25, have 
been made in No. 19394, Elk Refining Company vs. Atlantic 
Coast Line et al., as to the rate on fullers earth from Attapul- 
gus, Ga., Quincy and Jamieson, Fla., to Falling Rock, W. Va., 
since March, 1926. The Commission, by division 4, said the 
rate was unreasonable to the extent it exceeded, or might ex- 
ceed, $8 per net ton. 


SUGAR RATE REVISION 

The Commision, by division 4, in No. 18291, Layton & Lay- 
ton, Inc., et al. vs. Pennsylvania et al., has found unreasonable 
the rates on refined sugar, carloads, from New York, N. Y., and 
Philadelphia, Pa., to Dover and Georgetown, Del., awarded rep- 
aration, and ordered the establishment of new rates not later 
than July 1. The Commission found the assailed rates were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed 19.5 cents to Dover, and 22 cenas to 
: Georgetown, from Philadelphia, minimum 40,000 pounds; and 
26 cents to Dover and 27.5 cents to Georgetown from New York, 
minimum 40,000 pounds. The Commission said the findings 
were without prejudice to any conclusion that might be reached 
in No. 15879, Eastern Class Rate Investigation, now pending. 


DENATURED ALCOHOL RATES 


The Commission, by division 4, has dismissed No. 19233, 
Chicago Mica Company vs. Chicago & Eastern Illinois et al., 
on a finding that the applicable carload rates on denatured al- 
cohol from Harvey and New Orleans, La., to Valparaiso, Ind., 
are not unreasonable. The Commission found overcharges, the 
refund of which it directed. It said the findings were without 
prejudice to any readjustment which might be necessary un- 
der the findings in No. 17329, American Distilling Company vs. 
A. C. & Y., recently decided. 


CAB CURTAIN CASE 


The Commission’s order, in No. 19299, The Railroad Com- 
mission of Wisconsin vs. Aberdeen & Rockfish et al. (see Traf- 
fic World, May 12), written by Commissioner McManamy, is 
based on the conclusion that the safety of employes and trav- 
elers requires that steam locomotives, others not being involved, 
have suitable cab curtains to protect them from the weather; 
that unnecessary or excessive openings about cabs be closed in 
the winter months; that oil burning locomotives do not take 
air into the firebox from the interior of the cab; and that loco- 
motives in road service should have a suitable storm window 
attached to side cab windows. 

Mr. McManamy said that some of the carriers contended 
the Commission was without authority to require that locomo- 
tives and tenders be equipped with cab curtains or other parts 
or appurtenances, and also that if there was such power, the 
procedure was improper. The Commission based its conclusion 
on the decision in Napier vs. Atlantic Coast Line, 272 U. S. 605. 

The report said that the difference of opinion on the merits 
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of the proposition was with respect to the degree of protection 
required and as to how it might be accomplished without sacri- 
ficing safety in other respects. It said there was no evidence 
that any carrier furnished more protection than was required, 

The requirements stated in the report were to be the min. 
imum and not to be taken as precluding more protection. They 
are set forth by amendments to Rule 116 of the rules and in. 
structions for the inspection and testing of steam locomotives 
and tenders, effective November 1, 1928. 


COILED ELM HOOP RATE 


The Commission, by division 4, in No. 19462, Liberty Cooper. 
age & Lumber Co. vs. Wabash et al., has found unreasonable 
the rate on coiled elm hoops, carloads, from Montpelier, O., to 
Rochester, N. Y., prescribed a new one to be effective not later 
than June 25, and awarded reparation. The finding was that 
the rate assailed was and would be unreasonable to the extent 
it exceeded or might exceed 24.5 cents. Commissioner Wood- 
lock dissented. 


COTTONSEED RATES 


The Commission, by division 4, in No. 18571, San Diego Oil 
Products Corporation vs. San Diego & Arizona et al., has found 
unreasonable the rates on cottonseed, carloads, from Indio, 
Coachella, and Thermal, Calif., to Potash, Calif., over a route 
through Mexico, to the extent they exceeded 28.5 cents, and 
awarded reparation. The Commission said the defendants’ main 
defense was that the Commission lacked jurisdiction because 
part of the haul was through a foreign country. The railroads 
contended that, inasmuch as the Commission did not have au- 
thority to prescribe joint rates for the future through a foreign 
country, it could not fix such rates for the past. In answer to 
that, the Commission cited Ontario Paper Co. vs. Canadian Na- 
tional, 95 I. C. C. 66, 102 I. C. C. 365, and News Syndicate Co. 
vs. N. Y. C. et al., decided by the Supreme Court of the United 
States, November 21, 1927. Commissioner Woodlock said he con- 
curred solely for the reason that the decision appeared to be 
consistent with the decision in the News Syndicate case. 


COAL DIVISION PRESCRIBED 


The Commission, by division 4, in No. 13546, Kanawha 
Black Band Coal Co. et al. vs. Chesapeake & Ohio et al., and 
No. 16160, Same vs. Kanawha Central et al., on further hearing, 
has decided that the equitable divisions out of joint rates on 
soft coal, from mines in the Kanawha district in West Virginia 
on the Kanawha Central, to be paid by the Chesapeake & Ohio 
would be 29 cents per long ton retroactive to July 13, 1923, 
the effective date of the joint rates ordered by the Codmmission 
in the title case. In the prior report, 78 I. C. C. 429, the Com- 
mission ordered the establishment of the Kanawha district 
rates from points on the Kanawha Central. 

In that first report the Commission found that the amount 
of the division to the Kanawha Central should not exceed an 
amount which would result in revenue, including the revenue 
on other traffic, equal to what it would cost the Chesapeake & 
Ohio to own and operate the Kanawha Central plus a reasonable 
return on investment. Pending negotiations to determine what 
that cost would be, the Commission allowed a division of 30 
cents per ton. The parties were unable to agree as to what 
the cost would be, hence this further hearing, the result being 
as before set forth, that the Commission prescribed a division 
of 29 cents. 

In No. 16160, the Commission awarded reparation on coal 
shipped between June 24, 1922, and July 13, 1923, to the basis 
of the district rates. It suggested that the Kanawha Central 
should pay 10 cents and the Chesapeake & Ohio the remainder. 
In the course of the consideration of the cases the question 
was raised as to whether the Commission could make a retro- 
active finding as to divisions prior to the prescription of the 
joint rate. It came to the conclusion that it could not do so, 
its power being limited to the prescription of divisions out of 
joint rates prescribed by it, in no case prior to the effective 
date of the joint rates. 


SAND RATE INAPPLICABLE 


The Commission, by division 3, in No. 19772, Columbia Sand 
Company, Inc., vs. Seaboard Air Line et al., has found inap- 
licable the combination rate charged on sand from Dixiana 
(Powell’s Switch), S. C., to Almond, N. C., and awarded repara- 
tion. The-rate charged was 203 cents per net ton. The Com- 
mission found that the combination rule providing for the as- 
sessment of one increase instead of an increase ip each factor 
should have been used in figuring the combination and that 
the combination applicable by the use of that rule was 173 
cents. 


MACHINERY RATE CASE 
The Commission, by division 4, in No. 18714, Manufactur- 
ers’ Association of Chicago Heights vs. Illinois Central et al. 
has found unreasonable but not unduly prejudicial the rate 02 
machinery, carloads, from Chicago Heights, Ill., to New Or 
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leans, La., for transshipment by water. The Commission found 
that a rate of 85 cents had been and for the future would be 
unreasonable to the extent it exceeded 63.5 cents, the aggregate 
of intermediates contemporaneously in effect and awarded rep- 
aration. It ordered the carriers not later than June 30 to es- 
tablish-a rate not in excess of the aggregate of intermediates. 


PRESSURE COOKER RATE 


An order of dismissal has been made in No. 19923, North- 
western Steel & Iron Works vs. Santa Fe et al., the Commis- 
sion, by division 4, finding not unreasonable the rate on house- 
hold steam pressure cookers, carloads, from Eau Claire, Wis., 
to San Francisco, Calif. 


FRESH PEACH RATE 


The Commission, by division 4, has dismissed No. 19893, 
Joseph Gentile Company vs. Central of Georgia et al., finding 
not unreasonable or otherwise unlawful the rate on a carload 
of fresh peaches shipped in July, 1925, from Summerville, Ga., 
to Cincinnati, O., thence reconsigned to Jamestown, N. Y. 


WRAPPING PAPER REPARATION 


The Commission, by division 4, has dismissed No. 19814, 
Hutchinson Paper Company -vs. Chicago, Rock Island & Gulf 
et al., finding barred by the statute of limitations a claim for 
reparation on a carload shipment of wrapping paper from 
Orange, Tex., to Hutchinson, Kan., in January, 1924. 


EXCELSIOR WOOD RATES 


The Commission, by division 4, in No. 19276, Boston Excel- 
sior Co. vs. Delaware & Hudson et al., has found unreasonable 
the rates on excelsior wood, carloads, from Cadosia and Han- 
cock, N. Y., to Lebanon, N. H., to the extent they exceeded 20.5 
cents in the past and that they may exceed 65 per cent of the 
contemporaneous sixth class rates for the future. It awarded 
reparation and directed the establishment of the new rates not 
later than June 25. Commissioner Woodlock dissented. 


CORRUGATED PAPER BOX RATES 


The Commission, by division 4, in No. 19457, O. B. Andrews 
Co. vs. Southern et al., has found unreasonable the rate: appli- 
cable on corrugated paper boxes, carloads, from Chattanooga, 
Tenn., towUrbanette, Berryville and Gilbert, Ark. It has author- 
ized the waiver of undercharges. It found that the applicable 
rate was 72 cents but that it had been and would be unreason- 
able to the extent it exceeded or might exceed 50 cents to Gil- 
bert and 55 cents to Urbanette and Berryville. The new rates 
are to be made effective July 5. 


SLATE GRANULES RATE 
The Commission, by division 4, in No. 19828, Sall Mountain 
Co. vs. Delaware & Hudson, has found unreasonable the rate on 
slate granules, carloads, from Poultney, Vt., to Scranton, Pa., to 


—v it exceeded 16 cents and awarded reparation to that 
asis. 


SCRAP IRON RATE 


The Commission, by division 4, in No. 19488, H. Sofranscy 
Company vs. New York, Susquehanna & Western et al., has 
found unreasonable the sixth class rate of $3.50 per long ton 
imposed on a carload of scrap iron shipped from Ogdensburg, 
N. J., to Allentown, Pa., in March, 1926, to the extent it ex- 
ceeded $2.27 per long ton, and awarded reparation to that basis. 

Commissioner Woodlock, concurring, said he concurred in 
the award of reparation solely because the sixth class rate was 
excessive for scrap iron. He said that as an isolated shipment 
it should properly have taken a class rate. He said the classi- 
fication in this territory, however, was not sufficiently compre- 
hensive as it stood to provide for instances of this kind. The 
commodity rate of $2.27 subsequently established and to the 
basis of which reparation was awarded, he said, was accept- 
able to him as a basis for reparation, not because it was a 
commodity rate or because it was established by the carrier 
but because it yielded car-mile revenue sufficient to represent 
not less than a full reasonable maximum rate for the shipment. 
He said that he did not believe that the Commission was ever 
warranted in awarding reparation under section 1 to a basis 


lower than that which would, all circumstances considered, be 
such a rate. 


PEA BASKET MINIMUM 


The Commission, by division 4, has dismissed No. 19934, 
American Crate & Basket Co. vs. Santa Fe et al., finding not 
unreasonable the minimum weight and charges on a carload 
of pea baskets or hampers from Denver, Colo., to Nogales, Ariz. 
The shipment was made in December, 1926. 


SWITCHING CHARGE CASE 
The Commission, by division 4, in a report written by Com- 
missioner Eastman, has dismissed No. 17842, Kansas City, Kaw 
Valley & Western et al. vs. Kansas City Southern et al., finding 
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not unreasonable the defendants’ intermediate switching charges 
at Kansas City, Mo.-Kan. 


REFRIGERATOR CAR RENTAL 


The Commission, by division 2, in a report written by Chair- 
man Campbell, has dismissed No. 18624, Wisconsin Potato Ship- 
pers’ Association et al. vs. Santa Fe et al., on a finding that 
the rental of $5 per car per trip for the use of refrigerator 
or other insulated cars in the transportation of potatoes and 
other perishable vegetables in the winter season from points 
in Wisconsin, Minnesota, the Dakotas, Missouri and Nebraska 
to various destinations have not been shown to be or to have 
been unreasonable. 


COPPER WIRE RATE 


The Commission, by division 3, has dismissed No. 19214, 
Westchester Lighting Co. vs. New Haven, on a finding that the 
rate on copper wire, carloads, from Phillipsdale, R. I., to Mt. 
Vernon, N. Y., is not unreasonable. 


FIRE BRICK OVERCHARGE 


The Commission, by division 4, in No. 19742, Walsh Fire 
Clay Products Co. vs. Atlanta, Birmingham & Atlantic et al., 
has found that shipments of fire brick from Vandalia, Mo., to 
destinations in the south and southeast were overcharged and 
awarded reparation. It found that, except in instances where 
the routing specified by the shipper prevented the shipments 
from moving via Evansville, Ind., under rule 5 (b) of Tariff 
Circular 18-A, the rates applicable to the shipment were the 
aggregate of the factors to.and beyond the basing point treated 
by the combination rule. The decision applies the principle 
laid down in the Sligo Iron Store Co. case, 62 I. C. C. 648, and 
other cases of similar import. The complainant was told to 
file rule V statements. 

In a concurrence Commissioner Brainerd said the points of 
law involved in this case had been settled by the Commission’s 
former decisions and that in deference to them he concurred 
in the report in this case on the principle of stare decisis. 


LUMBER ROUTING CASE 


The Commission, by division 4, in No. 19525, Mississippi 
Hardwood Lumber Co. vs.. Tennessee Central et al., has found 
that a carload of lumber shipped from Nellieburg, Miss., to 
Nashville, Tenn., in March, 1924, was misrouted. It found that 
the rate applicable over the route the shipment should have 
moved was not unreasonable, authorized the waiving of under- 
charges to the basis of the rate applicable over the route via 
which the shipment should have moved and dismissed the com- 
plaint. The Commission found that the applicable rate was 37.5 
cents, but that the rate over the route the shipment should 
have taken was 26 cents. 


WOODEN DOOR RATES 


In a report written by Commissioner McManamy in No. 
18773, Manufacturers’ Traffic Bureau vs. Baltimore & Ohio et al., 
the Commission, by division 1, has found unreasonable and 
unduly prejudicial the rates on wooden doors, carloads, from 
St. Joseph, Mich., to destinations in Central, Trunk Line, New 
England, Southeastern, Southeastern Mississippi Valley and 
Western Trunk Line territories, prescribed new ones and 
awarded reparation. The new rates are to be made effective 
not later than July 23. The Commission’s finding, other than 
ae one that the complainant was entitled to reparation, is as 
follows: 


We. find that the interstate carload rates assailed from St. Jo- 
seph to destinations in central territory were, are, and for the 
future will be unreasonable and unduly prejudicial to the extent 
that they exceeded, exceed, or may exceed rates based on 90 per 
cent of the present fifth-class rates; that the carload rates assailed 
from St. Joseph to destinations in trunk-line and New England ter- 
ritories were, are, and for the future will be unreasonable and unduly 
prejudicial to the extent they exceeded, exceed, or may exceed rates 
2 cents less than those contemporaneously maintained from Chi- 
cago to the same destinations; that the rates assailed from St. Jo- 
seph to destinations in southeastern and southeastern Mississippi 
Valley territories to which the door rates from St. Joseph are based 
on the rates to and beyond the Ohio River crossings, were, are, 
and for the future will be unreasonable and unduly prejudicial to 
the extent that they exceeded, exceed, or may exceed through rates 
based on rates of 22.5 cents to Cincinnati, Louisville, Evansville, and 
Cairo, published as ‘proportional rates for beyond, with a carload 
minimum of 24,000 unds, plus the present rates and carload mini- 
mum weight beyond; and that the rates assailed from St. Joseph to 
destinations in western trunk-line territory were, are, and for the 
future will be unreasonable and unduly prejudicial to the extent 
that they exceeded, exceed, or may exceed je 4 more than 9 cents 
_— —e maintained from Chicago to the same 

estinations. 


Commissioner Taylor concurred in the finding that the 
rates would be unreasonable for the future, but not with the 
conclusion that they were unreasonable in the past; therefore, 
he said, reparation should not be awarded. 


WRITING -TABLET RATE 


A finding of unreasonableness but not of unjust discrimi- 
nation or undue prejudice has been made by the Commission, 
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division 4, in No. 19358, Northwest Tablet Company vs. North- 
ern Pacific, as to the rate charged on a carload of writing 
tablets from Minnesota Transfer, Minn., to Fargo, N. D. The 
Commission found the rate was unreasonable to the extent it 
exceeded 29.5 cents and awarded reparation. 


STONEWARE RATES 


The Commission, by division 4, has dismissed No. 19946, 
John Magnus & Co. vs. Pennsylvania et al., finding rates on 
stoneware, carloads, from Roseville and Crooksville, O., to 
Chicago, Ill., not unreasonable or otherwise unlawful. This 
report also covers No. 19672, Robinson-Ransbottom Pottery Co. 
vs. Pennsylvania. 


WOODPULP BOARD RATE 


The Commission, by division 4, in No. 19969, Robert Gay- 
lord, Inc., et al. vs. Chicago, Milwaukee & St. Paul et al., has 
found unreasonable the rate on woodpulp board, carloads, from 
Ontonagon, Mich., to St. Louis, Mo., to the extent it exceeded 
30.5 cents, minimum 40,000 pounds, and awarded reparation. 


GRAIN SWITCHING CHARGES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19965, Davis-Noland-Merrill Grain Com- 
pany vs. Chicago, Rock Island & Pacific, as to charges for 
switching interstate carload shipments of grain at Kansas City, 
Mo.-Kan. The Commission, by division 4, found the charges 
unreasonable to the extent of $6.30 per car and that complain- 
ant had been damaged to the extent of $6.30 per car to which 
basis reparation .was awarded. 


MOLDING SAND RATES 


The Commission, by division 4, in No. 19417, T. B. Baker, 
trading as Silica Mining Company vs. Illinois Central et al., 
has found unreasonable the rates on molding sand from Leedy, 
Miss., to Indianapolis and Noblesville, Ind., Chicago and Abing- 
don, Ill., and Milwaukee, Wis., and prescribed new ones effec- 
tive not later than July 5. It found the rates unreasonable to 
the extent that the rates from Leedy for the futrue might ex- 
ceed the following: To Indianapolis, $3; Noblesville, $3.10; 
Abingdon, $3.20; Chicago, $3.25, and Milwaukee, 3.55, per net 
ton. 








LUMBER CASE DISMISSED 
The Commission, by division 4, has dismissed No. 19789, 
Peru Plow & Wheel Co. vs. Chicago, Milwaukee & St. Paul 
et al., on a finding that the rate on lumber, from Stoughton, 
Wis., to LaSalle, Ill., is not unreasonable or unduly prejudicial. 





COTTON NOT MISROUTED 


An order of dismissal has been made in No. 19815, New 
Bedford (Mass.) Board of Commerce vs. Boston & Maine et al., 
the Commission, by division 4, finding that two shipments of 
uncompressed sea island cotton from Valdosta, Ga., and White 
Springs, Fla., to New Bedford, Mass., and reshipped to Penacook, 
N. H., had not been misrouted as alleged. It further found that 
the rates and charges thereon had not been shown to have 
been unreasonable or otherwise unlawful. 





EMPTY SPOOLS RATE 
The Commission, by division 4, has dismissed No. 19860, 
Schwarzenbach Huber Co. vs. Pennsylvania, finding applicable 
the rate charged on empty wooden textile-machine spools, in 
less-than-carloads, from Jersey City, N. J., to Blairsville, Pa. 


GRAIN CASES DISMISSED 

The Commission, by division 4, has dismissed No. 19155, 
Globe Grain & Milling Co. vs. Santa Fe et ai., and two sub- 
numbers, Same vs. Same and Same vs. Santa Fe et al., finding 
not inapplicable or otherwise unlawful the rates demanded 
on wheat and corn, from points in Nebraska and Colorado to 
destinations in California. It found that the shipments of 
wheat were not misrouted. 


PEACHES MISROUTED 
The Commission, by division 4, in No. 19861, Nash Dietz 
Co. vs. Missouri Pacific et al., has found that a carload of 
peaches shipped from Highland, Ark., to Kansas City, Mo., and 
reconsigned en route to Columbus, Neb., in 1926, was misrouted 


and awarded reparation. It found the applicable rate was 
88 cents. 


BRICK RATES INAPPLICABLE 


The Commission, by division 4, in No. 17528, Dann-Gerow 
Co. Inc., vs. Atlantic Coast Line et al., has affirmed the findings 
in 120 I. C. C. 123, and 120 I. C. C. 163. It has found inapplicable 
the rates charged on brick, from Shawnee, O., to St. Petersburg, 
Fla., and awarded reparation. This report also covers Nos. 
17529 and 17530, Same vs Same,’ and Nos. 17531, 17532 and a 
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sub-number under the last mentioned, Same vs. Tampa & Gulf 
Coast et al. After the issuance of reports in Nos. 17528 and 17530, 
and the submission of the others, all were reopened for further 
evidence as to the character of the brick shipped. The com- 
plainants contended that in accordance with the principle 
laid down in the Sligo Iron Store case, 62 I. C. C. 643, and 
73 I. C. C. 551, the combination rule should have been used in 
making up the through rates, and that the use of that rule 
would have resulted in a combination of 35.5 cents instead 
of 40.5 cents. The Commision found that a rate of 35.5 cents 
was the applicable one. 
Commissioner Woodlock, concurring, said: 


I concur in the majority report in this case principally for the 
reason that it affords the shipper the greatest relief possible under 
tariff provisions which are so worded that even experts can not de- 
termine with certainty their correct application. Considering the 
expense and the immense amount of litigation caused by such tariff 
provisions, it does seem to me that the carriers should put forth 
more effort to accomplish clear and definite publication of rates. 


RATES ON INSULATOR PINS 


In No. 20084, American Cross Arm Co. vs. Norfolk & 
Western et al., the Commission, by division 4, has found un- 
reasonable the rate on wooden insulator pins, carloads, from 
Buchanan, Va., to Jacksonville, Fla., to the extent it exceeded 
37 cents and awarded reparation. 


BITUMINOUS COAL RATE 


A finding of unreasonableness as to the rate applicable 
on bituminous coal from Jeffries, Ill., to Eau Claire, Wis., has 
been made by the Commission, division 4, in No. 20000, EF. W. 
Germanson vs. Chicago, Milwaukee & St. Paul et al. It found 
that the applicable rate was unreasonable to the extent it 
exceeded $3.55 per net ton. It authorized the waiving of under- 
charges and awarded reparation. 


RATE ON SPELTER 


An order of dismissal has been made in No. 19695, Feder- 
ated Metals Corporation vs. Central of New Jersey et al., the 
Commission, by division 4, finding not unreasonable or unjustly 
discriminatory the rate on spelter, carloads, from Newark, N. J. 
to Sparrow’s Point, Md. It found that complainant had not 
shown itself to have been damaged by any undue prejudice 
that might have existed. 


RELIEF FOR WEST SIDE LINES 


In a report on rehearing, written by Commissioner Lewis, 
in No. 9702, Memphis-Southwestern Investigation, fourth section 
matters, opinion No. 13315, 142 I. C. C. 139-50, the Commission, 
after three denials, has granted authority to the lines imme- 
diately west of the Mississippi River, on account of the com- 
petition of the east side lines, to establish lower rates on grain 
and grain products, from St. Louis, Cairo and points grouped 
therewith to Natchez, New Orleans and points grouped with them 
than are contemporaneously maintained from and to intermedi- 
ate points, subject to limitations. The relief is granted.in fourth 
section order No. 7542, supplemental. This supplemental order 
amends a prior supplemental order entered on June 2, 1924, 
in Memphis-Southwestern Investigation, 89 I. C. C. 566. The 
original order was entered May 8, 1923. It remains in effect 
except as amended. The relief extends to local, joint and pro- 
portional rates. The finding and appendix, showing the nature 
of the relief granted, are as follows: 


We are of opinion that petitioners herein should be granted au- 
thority to establish local, joint, and proportional rates on grain 
and grain products, in carloads, from St. Louis, Cairo, Ill., and 
points grouped therewith, to Natchez, Miss., New Orleans, La., and 
points grouped therewith, the same as the rates contemporaneously 
maintained by competing carriers operating between these points 
over lines east of the Mississippi River, but not lower than the pres- 
ent rates of the said east-side lines between said points, and to main- 
tain higher rates from and to intermediate points; provided, that 
the rates at said intermediate points shall not be increased, except 
as may be hereafter authorized by this commissiom, and shall in no 
case exceed the lowest combination of rates subject to the act; and 
provided further, that the rates at said intermediate points shall not 
exceed rates resulting from the scales shown in the appendix to 


this report. 
APPENDIX 
Rates on grain and grain products to be observed as maximum 
rates at intermediate points on routes over which fourth-section relief 
is authorized in report. 
Proportional 
Flat Ratest Ratest 


Wheat* Corn* Wheat* Corn* 

Cents Cents Cents Cents 
480 miles and over 460 miles......... 34 30 29 26 
500 miles and over 480 miles......... 35 30 30 26 
520 miles and over 500 miles......... 36 31 31 28 
540 miles and over 520 miles......... 36 32 31 28 
560 miles and over 540 miles......... 37 32 32 29 
580 miles and over 560 miles......... 38 33 33 30 
600 miles and over 580 miles......... 38 34 33 30 
620 miles and over 600 miles......... 39 34 34 31 
640 miles and over 620 miles......... 40 35 35 32 
660 miles and over 640 miles......... 40 35 35 32 
680 miles and over 660 miles......... 41 36 36 32 


700 miles and over 680 miles......... 42 37 37 38 
720 miles and over 700 miles......... 43 37 37 33 
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740 miles and over 138 miles db tra «wine 43 = 4 » upon condition that the offer to any and all stockholders be held 
ana over OB. ccccccce 

4 mene eur ae, 45 39 4 3, open for six months. Commissioner Eastman dissented. 

300 miles and over 780 miles......... 45 40 39 35 


yApplicable on shipments originating at point from which rate 
lies. 

onP tappientte on shipments originating beyond points from which 
tes apply. 

“4 *Also grain and grain products on which the same rates are 

applied from and to more distant points. 


The Commission also dealt with the question of putting 
limits upon the relief heretofore granted the circuitous lines in 
the southwest, but, because that question is involved in Con- 
solidated Southwestern Cases, 123 I. C. C. 203, it made no find- 
ing in respect of the relief granted to the southwestern lines 
in prior reports in this case. This phase of the matter was 
prought forward by the Commission on its own motion. There 
is at present no limit upon the degree of circuity. The question 
as to whether there should be a limit was forced upon the 
Commission’s attention because, in a number of recent cases, 
the report said, the Commission had said that fourth section 
relief would not be given to routes more than 70 per cent more 
circuitous than the short routes. The carriers in this case, 
Mr. Lewis said, were definitely opposed to any Timitation based 
upon distance and that apparently they did not favor limita- 
tions of any nature. Inasmuch as the rules to be prescribed in 
the Consolidated Southwestern Cases will supersede the fourth 
section relief granted in No. 9702, the Commission decided to 
make no finding on this point in this case. 

Chairman Campbell and Commissioners Taylor and Brainerd 
dissented. The first mentioned stated his views in opposition, 
at length. The action of the majority, he said, was such a 
backward step in the administration of the fourth section that 
he felt it required his separate expression of dissent, in view of 
the fact that it was in the face of denial of relief on three 
previous occasions. He said the intermediate points protested 
vigorously against the alleged discrimination and prejudice 
which would be given the stamp of approval by the grant of 
relief. 

Commissioners McManamy and Porter did not participate 
in the disposition of this proceeding. 

The report also embraces No. 10284, Fort Worth Freight 
Bureau et al. vs. Director General et al., and fourth section 
applications Nos. 11593, 11628, 11678, 12416, 12549, 12554, 12556, 
12615, 12637, 12647, 12650, 12667, 12668, 12669, 12705, and 12729. 


S. A. L. ACQUISITION CASES 


The Commission, by division 4, in finance No. 6580, pro- 
posed acquisition of control by Seaboard Air Line, and No. 6581, 
proposed acquisition by the Seaboard-All Florida of the South 
Georgia, has denied both applications. It said that the acquisi- 
tion of control by the Seaboard Air Line of the South Georgia 
by purchase of its capital stock and/or by lease of its railroad 
properties, had not been shown to be in the public interest. 
It further said that the present and future public convenience 
and necessity had not been shown to require the acquisition 
9 the Seaboard-All Florida of the properties of the South 
eorgia. 

The Commission said there would be no substantial saving 
in general or traffic expenses, under the plan, as it was admitted 
that the South Georgia was operated very economically, for a 
toad of its size and class. It said it appeared from the record 
that the estimates of the Seaboard were unduly optimistic. 


ABANDONMENT FINDING AFFIRMED 

The Commission, by division 4, in finance No. 6386, abandon- 
ment of branch line by New York, Susquehanna & Western, on 
further hearing, has affirmed the findings in the original report, 
138 I. C. C. 82, that the present and future public convenience 
and necessity permit the abandonment of the Delaware branch 
of the applicant, 3.1 miles long, in Warren county, N. J. The 
case was reopened and further hearing was had by the federal 
and New Jersey commissions, each having made a certificate 
authorizing abandonment. 


LOGGING CAR NOTES 


The Commission, in finance No. 6854, has authorized the 
Longview, Portland & Northern to issue six promissory notes, 
each for $11,937.50, payable to the order of the Magor Car Cor- 
Poration in connection with the procurement of 50 logging cars. 


ACQUISITION AUTHORIZED 

The Commission, by division 4, in finance No. 6809, control 
of the Columbus & Xenia by the Pennsylvania, has authorized 
the latter to acquire the capital stock of the former, at $115 per 
share. The Columbus & Xenia is part of the Little Miami, the 
latter constituting the line of the Pennsylvania from Columbus, 
Ohio, to Richmond, Ind. The Columbus & Xenia stockholders 
are receiving dividends at the rate of 8.6 per cent. The Pennsyl- 
vania has offered to buy all the outstanding stock at $115 per 
share and had received enough offers to cover more than 70 per 
cent of the stock. The Commission authorized the acquisition 


WHEELING APPLICATIONS DENIED. 


The Commission, in finance No. 3584, Sub. No. 2, and cases 
grouped therewith, has denied the applications of P. E. Crowley, 
W. S. Hayden and A. H. Harris, of the New York Central; 
Newton D. Baker, Daniel Willard and George M. Shriver, of 
the Baltimore & Ohio; and Walter L. Ross, of the Nickel Plate, 
for authority to act as directors or officers of the Wheeling & 
Lake Erie. 

The Pittsburgh & West Virginia and the Wabash opposed 
the granting of the applications. Denial was based on two main 
findings—that the applications were part of a plan to give effect 
to the four-system plan for consolidation of eastern carriers, 
which plan had not been formally presented to or considered 
by the Commission, and that the presentation of the applications 
was premature. 

The Commission said the presentation should have been 
preceded by an authorization, obtained through appropriate 
proceedings, to acquire the stock which the applicants desired 
to represent on-the Wheeling board. The Commission said the 
interveners had raised the further question as to whether or 
not the acquisitions of Wheeling stock by the trunk lines were 
in violation of the Clayton anti-trust act. It said that question 
was not properly in issued in this proceeding. 

Commissioner Taylor, concurring, said granting the applica- 
tions would be a violation of the Clayton anti-trust act. 

Commissioner Meyer wrote a dissent, in which Aitchison, 
Brainerd, Porter and Woodlock concurred. He said the public 
interest would be better served by granting the applications 
pending the presentation and action on a consolidation plan. 

Commissioner Woodlock, in addition to concurring in the 
Meyer dissent, expressed separate views. He said that, to 
grant the applications “is merely to give frank and honest ex- 
pression to the state of the facts, such as they are.” 

(See also page 1220) 


WICHITA FALLS SECURITIES 


The Commission, in finance No. 6677, securities of Wichita 
Falls & Southern, has authorized the applicant to issue $1,176,700 
of common stock, and $2,000,000 of first mortgage and collateral 
lien 5.5 per cent gold bonds, 5.5 per cent series of 1958; said 
stock to be issued at par and the bonds at 90 per cent of par 
to be used in financing ‘projects mentioned in prior reports, 67 
I. C. C. 184, 71 I. C. C. 694, and 131 I. C. C. 117. The Commis- 
sion also authorized the issue of not exceeding $56,353.64 of 
promissory notes in lieu of a like amount of promissory notes 
issued without authorization in connection with the procure- 
ment of equipment. : 


AUTHORIZES FULL ABANDONMENT 

The Commission, by division 4, in finance No. 3548, aban- 
donment of Lincoln branch by Detroit & Mackinac, has amended 
its order of August 12, 1927, so as to authorize complete aban- 
donment, intrastate as well as interstate and foreign, of the 
branch mentioned, which has been operated in intrastate com- 
merce by the Detroit & Mackinac, since the effective date of 
the order hereinbefore mentioned, because the Michigan com- 
mission, on October 21, 1927, authorized the Detroit & Mackinac 
to abandon that branch in intrastate commerce not, however, 
until January 1, 1929. 

This modification was made upon further consideration and 
further argument. The order modified was issued in 131 I. C. C. 
156. Other previous reports in this case were made in 94 
I. C. ©.’ 624, and 131 I. C. C. 9. 

Two principal questions were presented in the further con- 
sideration of the case. As stated by the Commission, they 
were: First, was modification of the certificate of August 12, 
1927, so as to include intrastate commerce, as sought by the 
applicant within its. jurisdiction; and, second, if so, did the 
present record justify such modification? 

The Commission came to the conclusion that this case came 
within the scope of Colorado vs. United States, 271 U. S. 158, 
in which case the state of Colorado challenged the power of 
the United States to authorize abandonment of a railroad wholly 
within Colorado but part of an interstate system. The question 
was asked in this case whether the burden imposed upon inter- 
state commerce by the operation of the Lincoln branch line in 
intrastate commerce was sufficiently heavy to justify the federal 
Commission in setting aside the order of the state commission. 
The federal body concluded it was and so found. The modified 
certificate, authorizing complete abandonment, is to be in effect 
30 days from the date of the modifying order. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. Nos. 6861 and 6862 (1) authorizing 
the Kansas, Oklahoma & Gulf Railway Co. to issue $3,951,000 of 
first-mortgage gold bonds, 5 per cent series 1978; said bonds to be 
sold at not less than 94 per cent of par and accrued interest and 
the proceeds used for retirement and redemption of outstanding 
securities and reimbursement of its treasury for capital expenditures 








1222 


heretofore made; and (2) authorizing the Kansas, Oklahoma & Gulf 
Railway Co. of Texas to issue $67,800 of first-mortgage 5 per cent 
gold bonds; said bonds to be sold at not less than par and the pro- 
ceeds used to repay advances, approved. ’ 

Report and order in F. D. No. 6856, authorizing the St. Louis- 
San Francisco Railway Co. to assume obligation and liability in re- 
spect of $6,000,000 of St. Louis-San Francisco equipment-trust cer- 
tificates, series CC, to be issued by the Guaranty Trust Co. of New 
York under an agreement to be dated May 15, 1928, and sold at 
not less than 98.011 per cent of par and accrued dividends in cornec- 
tion with the procurement of certain equipment, approved. 

Report and certificate in F. D. No. 6836, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the tele- 
phone properties of Peter J. Olson, doing business as the Froid Tele- 
phone Exchange, approved. 

Report and order in F. D. No. 6824, authorizing the Maryland and 
Delaware Coast Railway Co. (1) to issue and reissue from time to 
time within a period of two years from May 1, 1928, not exceeding 
$4,126.06 of promissory notes, and (2) to pledge and repledge within 
that period, as collateral security for the notes, all or any part of 
$8,400 of first-mortgage 20-year sinking-fund 6 per cent gold bonds, 
approved. 

Supplemental order in F. D. No. 6796, drawn for the purpose of 
authorizing the Kansas City, Fort Scott & Memphis Railway Co. to 
deliver $20,496,500 of its refunding mortgage bonds to the trustees of 
the St. Louis-San Francisco Railway Company’s consolidated mort- 
gage to be dated March 1, 1928, approved. 

Supplemental order in F. D. No. 6798, drawn for the purpose of 
amending the first ordering paragraph of the Commission’s order 
of May 2, 1928, so as to permit the St. Louis-San Francisco Railway 
Co. to issue prior lien mortgage bonds, series B, either upon the can- 
cellation of an equal amount of prior lien mortgage bonds of some 
other series or against the deposit with the corporate trustee of cash 
in an amount equal to the principal amount or the redemption price 
of an equal amount of prior lien mortgage bonds maturing or called 
for redemption on July 1, 1928, approved. 

Report and order in F. D. No. 6867, authorizing the Texas & 
Pacific Railway Co. to assume obligation and liability in respect 
of $1,515,000 of Texas & Pacific Railway equipment-trust certificates, 
series B, to be issuefl by the Bank of North America & Trust Co. 
under an agreement to be dated May 1, 1928, and sold at not less 
than 97.7617 per cent of par and accrued dividends in connection 
with the procurement of equipment, approved. 


FINANCE APPLICATIONS 


Finance No. 6880. Chicago Produce Terminal Co. asks authority 
to construct and operate a terminal railroad in Chicago, Ill., embrac- 
ing about 46 miles of yard tracks. Applicant proposes to acquire 
lands, tracks and other facilities now owned or controlled by the 
Santa Fe and the Illinois Central, and also to acquire other lands, etc. 
It is proposed that the applicant will be controlled in the beginning 
by the Santa Fe and the Illinois Central through stock ownership 
but other railroads entering Chicago may thereafter participate in 
such control on equal terms with said companies and with each 
other. The applicant says the public convenience and necessity re- 
quire the construction and operation of the proposed railroad and 
terminal facilities that are to be devoted to the handling of fruits 
and vegetables and other produce, for the reason that such construc- 
tion and operation will relieve team track facilities of the various 
railroads now devoted to handling such commodities. The proposed 
terminal, says the application, is conveniently located with reference 
to the wholesale fruits and produce district and terminal transporta- 
tion services will be furnished to shipments of fruits and vegetables 
and other produce transported to Chicago over all railroads. Con- 
sequently, continued the application, it will be unnecessary for re- 
ceivers of such commodities using said terminal to send their rep- 
resentatives to the widely scattered team tracks and hold yards of 
the various carriers for the purpose of inspecting, selling, recon- 
signing, or unloading shipments consigned to them. 

Finance No. 6881. Chicago Produce Terminal Co. asks authority 
to issue $12,000,000 of capital stock to be taken in equal amounts by 
the Santa Fe and Illinois Central, in connection with project out- 
lined in Finance No. 6880. 

Finance No. 6882. Atchison, Topeka & Santa Fe Railway Co. and 
Illinois Central Railway Co. ask authority to acquire control of the 
Chicago Produce Terminal Co. by purchase of stock referred to in 
Finance No. 6881. 

Finance No. 6883. Boston & Maine asks authority to issue 
$1,875,000 of equipment trust certificates, in connection with acquisi- 
tion of 30 locomotives, and to sell them at 100.29 to First National 
Bank of New York, Atlantic National Bank of Boston and Edward 
Lowber Stokes & Co. of Boston. 

Finance No. 6888. Pennsylvania Railroad Co. asks authority to 
acquire control of the Baltimore & Eastern Railroad Co. by pur- 
chase of the latter’s capital stock of par value of $191,500 for the 
nominal sum of $1. Applicant said the estimated value of the stock 
was $1, due to the B. & E. having operated at a deficit since its 
incorporation in 1923, and having a balance to the debit of profit and 
loss of $174,960 on Dec. 1, 1927, over $38,000 of which was for 1927. 
The line extends from Love Point to West Denton, Md., with a branch 
and ferry service. 

Finance No. 6889. Central Railway of Arkansas asks authority to 
abandon that part of its line from Plainview to Fourche Junction, 
Ark., a distance of about 4 miles. 

Finance No. 6886. Beaver, Meade & Englewood Railroad Co. asks 
authority to issue bonds in the sum of $20,000 a mile, or fraction 
thereof, for road constructed on proposed extension from Hooker to 
Keyes, Okla., comprising 59.11 miles, or in,such amount as the :Com- 
mission may determine; and common stock in the sum of $246.35 per 
mile or in such amount as the Commission shall authorize. 

Finance No. 6884. Chicago, Rock Island & Gulf Railway Co. asks 
authority to issue 1,080 shares of its authorized capital stock, of the 
par value of $100 a share, and deliver the stock to the Chicago, Rock 
Island & Pacific Railway Co. in full repayment and discharge of 
$108,000 of funds advanced toward cost of construction of line from 
Amarillo, Tex., to the northerly boundary line of Texas. 


LISBON CONSTRUCTION CASE 


The Trafic World Washington Bureau 


Hearing was begun on May 14 by Assistant Director C. V. 
Burnside, of the Commission’s finance bureau, on finance No. 
6754, application of the Pittsburgh, Lisbon & Western for author- 
ity to make two extensions of its line aggregating 41.6 miles, and 
on No. 6755, application of the Montour Railroad for permission 
to acquire the stock of the Pittsburgh, Lisbon & Western. The 
applicants are owned, in a stock sense, by the Pittsburgh Coal 
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Co. Grant of the application to construct would result in the 
extension of the Lisbon road to the Ohio river at Smith’s Ferry 
and into Youngstown and Struthers, Ohio, heavy tonnage points 
in the Youngstown iron and steel district. 

Opposition to the creation of the new line from the Pitts. 
burgh coal district to the Youngstown steel district came from 
the trunk lines, the New York Central and the Baltimore & Ohio 
taking an active part. 

According to the testimony of H. J. German, president of 
the Montour, the extensions would cost $5,026,853. New equip. 
ment made necessary by the new construction would cost $1; 
664,000. The object is to connect the Pittsburgh coal field with 
the Youngstown district, in which there is an annual consump- 
tion of 8,000,000 tons of coal, by means of a route on the Ohio 
river and the Pittsburgh, Lisbon & Western. Acquisition of 
the Lisbon by the Montour, it is claimed, will result in economies, 
The Pittsburgh Coal Co., according to the testimony, has coal 
reserves for 50 years and the Youngstown Sheet & Tube Co. has 
reserves to last for 40 years. A saving of 37.5 miles in the aver. 
age haul on coal was estimated over easy grades and easy curves, 
It is estimated that by the third year of the new route, the Lis- 
bon’s coal tonnage would be increased from 500,000 to 2,500,000 
tons a year, with a return of 16 mills per ton-mile on the present 
rates. 

Broadly speaking, shipper interests, especially Youngstown, 
favored grant of a certificate allowing construction. The 
Youngstown witnesses contended that the trunk lines had left 
that city on a high level of freight rates and that shippers at 
that point had not been able to realize on the implied promises 
of the trunk lines to do something for the relief of Youngstown 
from the adjustments of rates that they claimed put it at 
marked disadvantages in comparison with Pittsburgh. A. E. 
Adams, one of the witnesses, said that Youngstown was being 
strangled by high freight rates and that for the last ten years 
it had been living on its own fat. 

Richard Jones, Jr., general counsel for the Republic Iron 
& Steel Co., said Youngstown had lost faith in the trunk lines 
and that that company was devoting itself to the extension 
of its Chicago plant on account of the unfavorable rate situa- 
tion at the home plant. 

Other witnesses' for the applicant were W. E. Fowler; general 
superintendent of the Montour and chief engineer of the appli- 
cant; Frank Purnell, assistant president of the Youngstown 
Sheet & Tube Co.; S. F. Fuller, vice-president of a construction 
company; E. R. Griffith, traffic manager of the Sharon Steel 
Hoop Co.; James E. Jones, finance director of the Youngstown 
city government; C. E. Lesher, executive vice-president of the 
Pittsburgh Coal Co., and H. D. Rhodehouse, traffic manager of 
the Youngstown Chamber of Commerce. 


The witnesses for the applicant were cross-examined by 
Clyde Brown for the New York Central; Albert Ward for the 
Fennsylvania and Daniel Willard, Jr., for the Baltimore & Ohio. 


Trunk line opposition began presenting its side of the case, 
on the theory that present facilities were adequate and that the 
cost of the proposed construction would be much greater than 
estimated by the applicant, although there was no serious doubt 
expressed about the financial ability of the applicant to bear 
the cost of the construction. E. L. Gosnell, an engineer for the 
Baltimore & Ohio, estimated the cost of the construction at 
about $8,600,000 instead of the $5,026,000 estimate in behalf of 
the applicant. 


FINAL VALUATION REPORTS 


Valuation No. 179, Nelson & Albemarle Railway Co., opinion No. 
B-666, 141 I. C. C. 191-203, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
_* of property used but not owned, $119,235, as of June 30, 

Valuation No. 702, San Antonio, Uvalde & Gulf Railroad Co., 
opinion No. B-668, 141 I. C. C. 231-58, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $4,464,300, as of June 30, 1919. Z 

Valuation No. 304, Yosemite Valley Railroad Co., opinion No. 
B-667, 141 I. C. C. 204-31, final value, for rate-making purposes of 
the property owned and used for common carrier purposes, foun 
to be $3,356,492, as of June 30, 1916. 


VIRGINIA FERTILIZER RATES 


In No. 20969, rates on fertilizers and fertilizer materials 
within the state of Virginia, the Commission, on petition of the 
Atlantic Coast Line and other carriers, has instituted an inquiry 
into the lawfulness of the rates on the commodities indicated 
between points in Virginia. The carriers averred that the Vil- 
ginia commission,-by an order of February 17, 1927, required 
the petitioners to establish a scale of rates on fertilizers for 
distances of 40 miles and under and a scale of rates on fer- 
tilizer materials for all distances that were less than that per 
mitted or required to be established by the federal Commission 
for interstate traffic. The petitioners alleged that observance 
of the state order would cause and result in undue and unrea- 
sonable preference and advantage to intrastate commerce, t0 
the undue and unreasonable prejudice and disadvantage of 
interstate commerce and in unjust and unreasonable discrimi- 
nation against interstate commerce. 
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May 19, 1928 : 


ALLOYS OF LEAD RATES 


Attorney-Examiner John H. Howell, in No. 16419, Federated 
Metals Corporation vs. Central of New Jersey et al., I. and S. 
No. 2416, terne metal from eastern points to eastern and central 
territory, and No. 14882, Union Smelting & Refining Co. et al. 
ys. Central of New Jersey, on further hearing, has recommended 
that the Commission make its former decision in 126 I. C. C. 703 
more specific. He recommends that it find rates on alloys of 
lead, carloads, from Newark, N. J., to Buffalo, N. Y., Pittsburgh, 
Pa., Chicago, Ill., and other destinations in Illinois, Indiana, Ohio, 
Pennsylvania, New York, Kentucky and Tennessee unduly pre- 
judicial to the complainant and its traffic and unduly preferen- 
tial of its competitors in the interior to the extent that they 
exceed the import or domestic rates on tin, contemporaneously 
in effect between the same ‘points. Previous reports other than 
the one already mentioned are in 92 I. C. C. 319 and 113 I. C. C. 
487, 

Howell, after reviewing what the carriers had done in the 
matter of complying with the prior finding, which the complain- 
ant said was not a compliance, said the result was that the same 
rates were now applicable on import tin and import lead alloys 
and that domestic movements of either took fifth class. The 
only benefit to the complainant, he said, appeared to be a nar- 
rowing of the spread between rates on import tin and rates on 
domestic shipments of lead alloys, brought about by an increase 
in the former. 

The examiner said that in lieu of its former finding of 
undue prejudice and preference the Commission should find 
as hereinbefore set forth so as to make certain that the lead 
alloys will not be higher than tin. He said the outstanding 
orders in the formal docket cases should be modified. 

Howell said that these cases and No. 18067, Federated 
Metals Corporation vs. Burlington et al., were set for hearing on 
the same day. In No. 18067 it was alleged that the rates on 
alloys of lead, from Chicago, St. Louis, Pittsburgh and Detroit 
to destinations in various states, were unreasonable, unjustly 
discriminatory and unduly prejudical as compared with con- 
temporaneous rates on pig tin, pig lead, slab zinc, ingot copper, 
ingot brass, antimonial lead and terne metal moving over sub- 
stantially the same routes. Howell said the parties agreed that 
they would be bound by the findings in No. 16419 and related 
cases, but that the defendants expressed a desire to argue 
the matter so as to outline in these cases the far-reaching effect 
of any finding of undue prejudice and preference. The inference 
is that for that reason he made no recommendation in respect 
of No. 18067. 


LIME SCALES RECOMMENDED 


In a proposed report in No. 19943,, Potomac Poultry Food 
Co., Inc., vs. Pennsylvania et al., and a sub-number, North 
American Cement Corporation vs. Aberdeen & Rockfish et al., 
Examiner Charles W. Berry has recommended that the Com- 
mission find unreasonable and unduly prejudicial the rates on 
chemical, building and agricultural lime and pulverized or 
ground limestone from Martinsburg and Berkeley, W. Va., to 
destinations in Virginia and prescribe new rates in accordance 
with scales in the appendix herewith reproduced. 

_ Further, Berry recommended that the Commission condemn 
Virginia intrastate rates on the commodities mentioned as 
unjustly discriminatory against interstate commerce and its 
removal by the use of the scales. 

Complainant, a maker of agricultural lime from oyster shells, 
at Crisfield, Md., alleged the rates from Crisfield to destinations 
In Virginia and the Carolinas were unreasonable and that the 
intrastate rates in Virginia and North Carolina were unjustly 
discriminatory against interstate commerce. 

The complainant in the sub-number, with a plant at Berke- 
ley, W. Va., manufacturing lime and ground limestone, alleged 
the rates from Berkeley and Martinsburg violated the first three 
Sections of the interstate commerce law and unduly preferred 
Manufacturers in Virginia and Tennessee and that the intra- 
State rates in Virginia unjustly discriminated against interstate 
commerce. ; 

The examiner said that the state and interstate rates 
throughout the south, except intrastate in North Carolina and 
Virginia, were the same on chemical, building and agricultural 
lime. The railroads now have a petition pendnig with the 
North Carolina commission to make the so-called southern lime 
Scale applicable in that state and the lime shippers in Virginia 
ave signified their willingness to have rates established on 
the basis of that southern lime scale for intrastate application 
mM Virginia. In disposing of the case, the examiner said: 


a oe Commission should find that the rates assailed on chemical 
uilding lime, in carloads, from Martinsburg and Berkeley, W. 
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Va., to Virginia destinations were, are, and for the future will be 
unreasonable and unduly prejudicial to complainant to the extent 
they exceeded, exceed or may exceed rates made on the basis of 
fhe distance rates shown in column 1, Appendix 4, for single line 
hauls, minimum 30,000 pounds, and column 3, minimum 50,000 pounds, 
and in column 2, for joint line hauls, minimum 30,000 pounds, and 
column 4, minimum 50,000 pounds; provided that in applying the 
rates herein found reasonable for hauls in excess of 100 miles de- 
fendants may group competing producing points in Virginia, West 
Virginia and Maryland on the Baltimore & Ohio, Pennsylvania and 
Western Maryland in the same general locality basing the group 
rates on the average distances from the origin group; and provided 
further, that for the purpose of simplification defendants may estab- 
lish rates to destination groups of moderate extent figuring the 
distances to a central base point within the destination groups. 

The Commission should further find that the rates assailed on 
agricultural lime having no commercial value except for agricultural 
purposes, in carloads, from and to the same points were, are, and 
for the future will be unreasonable and unduly prejudicial to the 
extent they exceeded, exceed, or may exceed rates made on basis 
of the distance rates shown in columns 5 and 6 of Appendix 4 
for joint and single line hauls, respectively; provided, however, that 
when charges on actual weight at the rates shown in columns 1 
and 2 of Appendix 4 make less than the rates shown in columns 
5 and 6 such rates shall apply; and provided further that both origin 
and destination groups may be established on the basis set forth in 
the preceding paragraph. 

The Commission should further find that the rates assailed on 
ground limestone, in carloads, from and to the same points were, 
are, and for the future will be unreasonable and unduly prejudicial 
to the extent they exceeded, exceed or may exceed rates made on 
basis of the distance rates shown in columns 7 and 8 of Appendix 
4 for single line hauls and joint line hauls, respectively; provided that 
origin and destination groups may be established on the basis set 
forth in the two preceding paragraphs. 

It should further find that the intrastate rates maintained in 
Virginia on chemical, building and agricultural lime and ground 
limestone, in carloads, were, are, and for the future will be unjustly 
discriminatory against interstate commerce to the extent they ex- 
ceeded, exceed or may exceed distance rates made on the basis of 
the rates herein found reasonable on the same commodities for 
interstate application; provided, however, that in applying the rates 
herein found nondiscriminatory for hauls in excess of 100 miles de- 
fendants may group competing producing points in Virginia in the 
same general locality, basing the group rates on the average dis- 
tances from the origin group; and provided further, that for the 
purpose of simplification defendants may establish rates based on 
groups of moderate extent, figuring the rates to a central base point 
within the groups. 

In the application of these distance rates distances should be 
calculated over the short routes over standard lines physically 
adapted for the movement of traffic without plain and serious sacri- 
fice of economy and efficiency. 

Defendants should be allowed 60 days to establish rates in ac- 
cordance with the findings herein. An order should not be entered 
at this time but should defendants fail to establish the rates herein 
found reasonable, nonprejudicial and nondiscriminatory, the matter 
may again be brought to the Commission’s attention. 


Appendix 4 containing the scales follows: 
APPENDIX 4 


COM «Kid saiscneee 1 2 o a 4 5 6 7 8 
Ground 

Chemical and Building Lime Agricultural Lime Limestone 

Minimum 30,000 Minimum 50,000 Minimum 50,000 Min. 60.000 


Single Joint 

Miles Cents Cents 

and under.. 70 80 

10 and over 5 90 100 72 80 66 80 55 65 
15 and over 10 100 110 80 88 78 88 65 85 
20 and over 15 110 120 88 96 84 96 70 90 
25 and over 20 120 130 96 104 90 104 75 95 
30 and over 25 130 140 104 112 96 112 80 100 
35 and over 30 140 150 112 120 102 120 85 105 
40 and over 35 150 160 120 128 108 128 90 110 
45 and over 40 160 170 128 136 108 128 90 110 
50 and over 45 170 180 136 144 114 134 95 115 
55 and over 50 180 190 144 152 114 134 95 115 
60 and over 55 190 200 152 160 120 140 100 120 
65 and over 60 200 210 160 168 120 140 100 120 
70 and over 65 210 220 168 176 132 152 110 130 
80 and over 70 220 220 176 176 132 152 110 130 
90 and over 80 230 230 184 184 144 164 120 140 
100 and over 90 240 240 192 192 144 164 120 140 
120 and over 100 250 250 200 200 156 176 130 150 
140 and over 120 260 260 208 208 168 188 140 160 
160 and over 140 270 270 216 216 180 200 150 170 
180 and over 160 280 280 224 224 180 200 150 170 
200 and over 180 290 290 232 232 192 212 160 180 
220 and over 200 300 300 240 240 204 224 170 190 
240 and over 220 310 310 248 248 204 224 170 190 
260 and over 240 320 320 256 256 216 236 180 200 
280 and over 260 330 330 264 264 216 236 180 200 
320 and over 280 340 340 272 272 228 238 190 200 
360 and over 320 350 350 280 280 240 240 200 200 
400 and over 360 360 360 288 288 252 252 210 210 
440 and over 400 370 370 296 296 258 258 215 215 
480 and over 440 380 380 304 304 264 264 220 220 
520 and over 480 390 390 312 312 270 270 225 225 
560 and over 520 400 400 320 320 276 276 230 230 
600 and over 560 410 410 328 328 282 282 235 235 
640 and over 600 420 420 336 336 288 288 240 240 
680 and over 640 430 430 344 344 294 294 245 245 
720 and over £80 440 440 352 352 300 300 250 250 
760 and over 720 450 450 360 360 306 306 255 255 
800 and over 760 460 460 368 368 312 312 260 260 


Single Joint Single Joint 
Cents Cents Cents Cents 
56 64 56 64 ~ 


Single Joint 
Cents Cents 
50 60 


BUILDING BLOCK RATES a 

Examiner Lewis L. Prout, in No. 19859, Atlantic Terra 
Cotta Company et al. vs. Atlanta & West Point et al., has rec- 
ommended that the Commission find unreasonable the propor- 
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tional rates on terra cotta building blocks, applicable prior to 
October 11, 1926, from Jacksonville, Fla., to destinations in the 
peninsula of Florida, as factors in the through rates from 
Rocky Hill and Perth Amboy, N. J., Tottenville, N. Y., and 
East Point, Ga., and award reparation. He said the propor- 
tional rates effective October 11, 1926, now in effect, should be 
found not unreasonable or otherwise unlawful. He said the 
prior rates should be found unreasonable to the extent they 
exceeded those put into effect October 11, 1926. 


BARGE LINE DIVISIONS 


Examiner S. A. Aplin, in No. 20154, Inland Waterways Cor- 
poration, operating Mississippi Warrior Service vs. Northern 
Pacific et al., has recommended that the Commission find un- 
just, unreasonable and inequitable the divisions claimed by the 
rail defendants out of the joint rail-barge-rail rates between 
Fargo, N. D., and points in Illinois, Indiana, Iowa, and Missouri 
in connection with the barge line between Dubuque, Ia., and 
St. Paul and Minneapolis, Minn., and that the just, reasonable 
and equitable divisions would be arrived at by a rate prorate 
basis, using. as factors the first class rail rate between the in- 
land point and Dubuque, the first class barge rate between 
Dubuque and the Twin Cities, and the first class rail rate be- 
tween the Twin Cities and Fargo. The railroads contended 
that they should receive the same revenue out of. the rail- 
barge-rail rates as if the traffic moved all-rail via the Twin Cities 
gateway instead of via the rail-and-barge route. 


- COTTONSEED RATE 


Examiner BE. P. Hurley, in No. 20382, Sherman Oil Mill 
vs. Chicago, Rock Island & Pacific et al., has recommended 
that the Commission find inapplicable and unreasonable the rate 
charged on a carload of cottonseed from Milburn, Okla., con- 
signed to Ardmore, Okla., and reconsigned to Sherman, Tex., 
in December, 1923, authorize the waiving of outstanding under- 
charges and award reparation. Hurley said the Commission 
should find the charges collected were unreasonable to the ex- 
tent they exceeded 18 cents, plus a reconsigning charge of $6.30. 


CRUDE NAPHTHALENE RATES 


Attorney-Examiner John H. Howell has recommended the 
dismissal of No. 20390, Atlantic Coal Tar Distillates vs. Penn- 
sylvania et al., on a finding that the rates on crude naphthalene, 
carloads, from Philadelphia and Swedeland, Pa., Buffalo, N. Y., 
Youngstown, O., and New Haven, Conn., to Bayway, N. J., have 
not been shown to have been or to be unreasonable or other- 
wise unlawful. The complainant asked for rates 60 per cent 
of sixth class. The examiner said the record was meager and 
did not afford a satisfactory basis for consideration of the rea- 
sonabieness of the rates under attack. 


FIRE BRICK NOT MISROUTED 


Examiner Lewis L. Prout has recommended the dismissal 
of No. 20320, West Virginia Brick Co. vs. Baltimore & Ohio et al., 
on a finding that a carload of fire brick shipped from Wellston, 
O., to Savannah, Ga., in 1925, was not misrouted as alleged. The 
complainant accepted and signed a bill of lading in which it 
contended an unauthorized change in routing was made. The 
examiner said that acceptance of the bill had the same effect 
as if the shipper had originally named the route over’ which 
the shipment was moved. There was a conflict of testimony 
- “y the question whether the change was or was not author- 
zed. 


WOOL SHODDY RATE 
Examiner W. K. Berryman has recommended the dismissal 
of No. 20299, Taylor-Lockwood Company vs. Big Four et al., on 
a finding that the L. C. L. rate on wool shoddy from Cleveland, 


He eA Sweetwater, Tenn., is not unreasonable or otherwise un- 
awful. 


BRASS INGOT RATE 


Attorney-Examiner John H. Howell, in No. 20444, Federated 
Metals Corporation vs. Missouri Pacific et al., has recommended 
that the Commission find unreasonable the rate on brass in- 
gots, carloads, from St. Louis, Mo., to Denver, Colo., in effect 
prior to August 15, 1926, to the extent it exceeded 96 cents and 
award reparation to that basis. He said the present rate had 
not been shown to be unreasonable. 


SLIGO RULE LUMBER CASE 


Examiner R. J. Olentine, in No. 20404, Hirsch Lumber Co. 
et al. vs. Southern et al., has recommended that the Commission 
find inapplicable the rates charged on lumber from Lamison, 
Ala., to Clearwater and Miami, Fla., and from Fulton, Ala., to 
Hollywood, Fla., and award reparation against the particular 
carriers whose tariffs held out a method for making rates by 
combination which was not observed. He said the applicable 
rates were 36.5 cents to Clearwater, 43 cents to Miami and 
42.5 cents to Hollywood with the Seaboard Air Line liable for 
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the excess to Clearwater and the Florida East Coast to the 
other points. Shipments were made in 1925 and 1926. 


RATE ON SAND 

Examiner R. M. Brown in No. 20231, American Sand & Grave] 
Co. vs. Chicago & North Western et al., has recommended that 
the Commission find that the rate on sand from Algonquin and 
Carpentersville, Ill., to Buffington, Ind., was unreasonable and 
in violation of the aggregate-of-intermediates rates provision of 
the fourth section to the extent it exceeded $1.06 per net ton 
but was not otherwise unlawful and that complainant is entitled 
to reparation. 


ROUGH OAK LUMBER RATES 


Examiner E. P. Hurley, in No. 20371, George D. Kelley 
Lumber Co. vs. St. Louis Southwestern et al., has recommended 
that the Commission find unreasonable the rates charged on 
two carloads of rough oak lumber shipped from Humphrey, 
Ark., to Lep and Shidler, Okla., in 1925, to the extent they 
exceeded 34.5 cents and award reparation. 


REFINED OIL RATES 


In a proposed report in No. 19773, Rio Grande Oil Co. et al. 
vs. Santa Fe et al., Examiner E. H. Kerwin has recommended 
that the Commission find unreasonable the rates on refined 
petroleum oil, from points in the mid-continent field to desti- 
nations in Arizona to the extent they exceeded 93 cents and 
award reparation on that basis. Typical points of origin are 
Fort Worth, Houston and Electra, Tex., El Dorado, Wellington 
and Wingfield, Kans., Okmulgee and Ponca City, Okla. Typical 
destination points are Phoenix, Tucson, Prescott, Nogales and 
Globe. 


CONCRETE SEWER PIPE RATES 


Examiner HE. L. Glenn, in No. 20250, Shearman Concrete 
Pipe Company vs. Texas & New Orleans et al., has recon- 
mended that the Commission find unreasonable and unduly 
prejudicial the rates on concrete sewer pipe, carloads, from 
Dallas, Tex., to Lake Charles, La., to the extent they exceeded 
30.5 cents over the single-line route and 32 cents over the joint- 
line route. He recommended reparation to that basis. 


BLUEFIELD CLASS RATES 


A finding of unreasonableness and undue prejudice has been 
recommended by Examiner Frank C. Weems, in No. 15892, 
Traffic Bureau, Williamson (W. Va.) Chamber of Commerce 
et al. vs. Baltimore & Ohio et al., as to class rates from points 
in eastern trunk-line territory to Bluefield and Williamson, W. 
Va., and Bluefield, Va. He said the Commission should find the 
rates assailed were unreasonable and unduly prejudicial to the 
extent they exceeded or might exceed rates under the scale in 
appendix E of the tentative report in No. 15879, Eastern Class 
Rate Investigation, made in the manner therein set forth and 


with the addition of arbitraries, where provided, from points - 


in New England territory. 


RED OIL RATES 


Attorney-Examiner John H. Howell has proposed the dis- 
missal of No. 19854, A. Gross & Co. vs. Baltimore & Ohio et al. 
on a finding that the fifth class rate charged on red oil, car- 
loads, from Newark, N. J., to destinations in trunk line and 
New England territories were applicable. The complaint al- 
leged they were inapplicable and reparation only was sought. 
Forty-eight cars were shipped in the two years prior to the 
filing of the complaint. Complainant introduced evidence to 
show that red oil was a soap stock and therefore entitled to 
soap stock rates. 


EMBARGO EFFECT ON L. C. L. RULE 


An embargo on carload traffic does not suspend the appl- 
cation of the rule in the governing classification providing that 
the charge for a less-than-carload shipment must not exceed 
the charge for a minimum carload of the same commodity at 
the carload rate, says Examiner F. D. Binkley in a proposed 
report in No. 20377, Frank B. Anderson Co. vs. Atlantic Coast 
Line. Therefore he has recommended that the Commission 
find that the less-than-carload rates on less-than-carload inter- 
state shipments of hardwood flooring, fire hydrants, galvanized 
tanks and gauges and other commodities from various points of 
origin to Lakeland and other points in Florida in excess of the 
charges for minimum carloads at carload rates, in the fall of 
1925 and the early part of 1926, were inapplicable. He said 
the Commission should direct the refund of overcharges and 
dismiss the complaint. 

Five shipments were made in less-than-carload quantities 
while there was an embargo. on carload freight into Florida 
except upon permit. The charges collected on the shipments 
were in excess of those which would have accrued on the mini 
mum carloads. The complainant, who brought the complaint 
in behalf of a number of receivers of goods, invoked the rule 
mentioned providing that in no instance would the charges 02 
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jess-than-carloads be greater than the charges on the minimum 
carload. The railroads claimed that the embargo. had the effect 
of suspending the carload rates and the rule. The Atlantic 
Coast Line contended that if the rule were applied the result 
would be discrimination against other shippers who received 
L. C. L. shipments in the embargo period and that the effect 
would be an evasion of the embargo. The examiner said that 
an embargo was_a temporary measure and left the rate struc- 
ture undisturbed. He said the movement of a particular char- 
acter of traffic was prohibited, the rates being inapplicable only 
on the embargoed traffic. 


FRESH VEGETABLE RATES 

Examiner Burton Fuller, in No. 19717, Caruso, Rinella, Bat- 
taglia Co., Inec., Atlantic Coast Line, has recommended that 
the Commission find unreasonable for the future but not in the 
past the rates on fresh vegetables, carloads, from Beach Grove, 
Va. and from points on the so-called western branch of the 
Atlantic Coast Line in Virginia destined to points such as 
Binghamton, Syracuse, Schenectady, Albany and Glens Falls, 
N. Y. The examiner said the rates for the future should be 
found unreasonable to the extent they exceeded or might exceed 
the corresponding rates from Norfolk, Va., by more than 5 cents 
per 100 pounds. 

The complaint alleged that the rates were unreasonable and 
unduly prejudicial and that the service accorded by the Atlantic 
Coast Line on this traffic was inadequate. The defendant oper- 
ated a train in turn-around service every Wednesday and ex- 
pressed willingness to run a special train on any other week- 
day when as many as ten cars were tendered for transportation. 
The examiner said the Commission should find that the service 
accorded this traffic was not inadequate. 


MIXED VEGETABLE RATES 


Examiner F. D. Binkley has proposed the dismissal of No. 
20050, T. T. Todd vs. Chicago & Alton et al., on a finding that 
the rates on mixed vegetables, carloads, from Denver, Colo., 
and on cabbage in carloads from Denver and certain points in 
Colorado to Pensacola, Fla., prior to January 21, 1926, were 
unreasonable but that inasmuch as charges were collected on the 
basis of joint class rates later made effective no reparation was 
recoverable. He said that the rates on the same commodity from 
the same points and on potatoes and onions from Farmers, Colo., 
to Pensacola on and after that date should be found not un- 
reasonable. He said the Commission should waive the collection 
of undercharges and dismiss the complaint. The report covers 
asub-number, The Lurton Co. vs. Same. 


GRAIN RATE CASE 


Examiner George C. Clarke, in No. 19967, Valley Grain Co., 
Inc., vs. Big Four et al., has recommended that the Commission 
find unreasonable and unduly prejudicial the local rate of 14.5 
cents on grain from Wing, IIll., to St. Louis, Mo., to the extent it 
exceeded or may exceed 12.5 cents; that the proportional rate 
of 21 cents in effect prior to November 22, 1927, and 20.5 cents 
on and after that date from Wing to Battle Creek, Mich., was 
and for the future would be unreasonable and unduly prejudicial 
to the extent it exceeded or might exceed 18.5 cents, and that 
the proportional rate of 20.5 cents from Wing via East St Louis, 
Ill., to Louisville, Ky., and the local rate of 24.5 cents from Wing 
via Mansfield, Danville, Lovington or Effingham, IIl., to Louisville 
were and for the future would be unreasonable and unduly preju- 
dicial to the extent they exceeded or might exceed 18.5 cents 
and 17.5 cents, respectively and award reparation to those bases. 
The examiner further said the Commission should find that the 
proportional rate of 11 cents on grain from Wing to Chicago, IIl., 
for reshipment by lake-and-rail was and is not unreasonable or 
unduly prejudicial. 


MANGANESE STEEL SCRAP 


Examiner Jesse. C. Harraman has recommended the dismis- 
sal of No. 19911, Manufacturers’ Association of Chicago Heights 
On behalf of the American Manganese Steel Co. vs. Southern 
Pacific, on a finding that the rate on manganese steel scrap from 
Miami, Ariz., to Los Angeles, Cal., is not unreasonable. 


BUTTER RATE UNREASONABLE 


Examiner R. J. Olentine, in No. 20009, Golden State Milk 
Products Co. vs. Northwestern Pacific et al., has recommended 
that the Commission find unreasonable a rate of $3.355 on butter, 
carloads, from Fernbridge, Calif., to Dallas, Tex., and award 
Teparation to the basis of a subsequently established rate of $3. 


CONTRACTOR’S OUTFIT RATE 


Examiner J. H. Smith has recommended the dismissal of 
No. 20198, Cameron, Joyce & Co. vs. St. Louis & Hannibal, on 
4 finding that the rate charged on five carloads of miscellaneous 
ment and material billed as contractor’s outfit from Xenia, 
On to Frankford, Mo., was applicable and not unreasonable. 


ontractor outfit rates were applied. The complainant contended 
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that the charges should have been assessed at the rates ap- 
plicable on the separate articles and material making up the 
shipment, and that because of defendant’s failure to use that 
basis the shipments were overcharged $393.06. The complainant 
admitted, the report said, that the equipment shipped had been 
used at Xenia and later was used at Frankford in the con- 
struction business and that as a whole it was properly defined 
as contractor’s outfit. 


OPERATION NOT REQUIRED 


Examiner O. D. Weed, in finance No. 6813, proposed acquisi- 
tion and operation of line and proposed issue of capital stock by 
Connorville & Lake Superior Railway Co., has recommended that 
the Commission find that the present and future public conven- 
ience and necessity have not been shown to require the opera- 
tion in interstate commerce by the applicant of a line of rail- 
road in Gogebic county, Mich. He said that in view of the dis- 
position of that phase of the case the request for authority to 
issue capital stock should be dismissed. The line to be operated 
is about three miles long and the desire was to issue $40,000 
worth of stock. The road to be operated serves lumber and 
timber interests in its territory but chiefly the interest of the 
proprietary company, the R. Connor Co. The examiner said 
there was no evidence of interest in the railroad on the part of 
any other person in the community to be served. 


CHICAGO SWITCHING RATES 


Carrier testimony in the further hearing in docket 19610, 
switching rates in the Chicago switching district, and the cases 
joined with it, which began at Chicago May 15 before Commis- 
sioner Campbell, Examiners Faul and Wilbur; and B. T. El- 
more, statistical analyst for the Commission, was completed in 
approximately half a day. In that time they presented ex- 
hibits embodying the results of the cost study they had been, 
required to make and presented such other matter as they 
considered pertinent in justification of the increases asked. 
Tariffs under suspension propose rates of 3, 3% and 4 cents a 
hundred pounds for 1, 2 and 3 line hauls respectively, in lieu 
of the present rates of 2, 2% and 3 cents. 

H. M. Slater and K. E. Tholin, of the Illinois commission, 
and H. C. MecNiely, of the Indiana commission, sat with the 
representatives of the Commission. There were approximately 
250 present at the opening of the hearing. 

E. F. Sauer, special agent, Pennsylvania, presented the 
results of the cost study. The fundamental principle embodied 
in the formula used, as explained by him, was that “to ascer- 
tain the cost of a given kind of service it is necessary, first, to 
determine the average cost per car for each of the elements of 
service and, second, to know what different elements of service 
are given to the cars under review.” There were fifteen study 
roads and a week was spent on each. In making the study 
6,510 different combinations of units of service were devel- 
oped, he said, which were applied to the movement of 26,186 
cars. 

“The development of each unit of service on the fifteen 
study roads,” he said, “involved reports for a seven day period 
from 1,118 conductors out of about 2,000 switching crews work- 
ing each day in the entire Chicago switching district.” The 
cost units developed in the seven day study periods were ap- 
plied to cars which moved in September, 1926, at which time a 
traffic test had been made. As evidence of the normality of 
the movement at that time, he said, an aggregate of 63,586 cars 
were handled each day during that month and that the average 
handled in 1927 was 62,486 cars a day—a difference of less than 
2 per cent. The results of the application of the units of cost 
to the movement of the cars showed a cost per hundred pounds 
of 1.90 cents for a 1-line haul, 2.31 cents for a 2-line haul and 
2.58 cents for a 3-line haul. Applying an operating ratio of 
66.67 per cent to those results to take care of taxes, deprecia- 
tion and return on investment produced rates of 2.85 cents for 
a 1-line haul, 3.46 cents for a 2-line haul, and 3,87 cents for a 
3-line haul, according to his figures. The results so obtained 
underestimated actual costs at least 10 per cent, he said. He 
had used the operating ratio he did, he explained, because the 
Commission had approved it in certain cases. The cost studies 
were made in the summer months. Increased expenses for 
each unit of service in the winter months was one of the rea- 
sons he set out as substantiating his statement that the figures 
produced by the study were an underestimate. Others were 
that there had been an upward trend in wages since the study 
was made and that, because of the Commission’s accounting 
rules, no allowance was made for the transportation of fuel 
into the district or from one point to another within it. He 
held that the operating ratio he had used in arriving at his 
final results was too low, among other reasons, because the 
tax valuations per mile of line within the district was “five 
times that for the state of Illinois outside the district.” 

C. W. Galligan, chairman of the Illinois Freight Associa- 
tion, made a comprehensive statement of the issues leading up 
to the case and what was involved. He said it was the. car- 
riers’ intention to bring coal and grain, formerly not included 
in the Lowrey agreement, to the uniform basis applying to the 








1226 


traffic generally. In response to questions from Luther Walter, 
representing Chicago shippers generally, as counsel, he said the 
carriers were satisfied with the Lowrey “plan,” under which a 
uniform basis of-rates was applied to all commodities, and that 
he believed it “had been to the decided advantage of both the 
shippers and carriers.” In response to further questions from 
Mr. Walter, he said the bulk of the movement within the dis- 
trict was probably of an intra-state nature. Mr. Walter ad- 
vanced the opinion that not more than 25 per cent was of an 
interstate character. 

Testimony with respect to various features of the cost 
study and factors tending to increase costs in the winter 
months was given by Glenn Vivian, statistician, C. M. St. P» & 
P.; J. B. Hamilton, train master, Illinois Central; G. J. Shreeve, 
general superintendent of operation, Belt Railway, and R. A. 
Barlow, train master, Belt Railway. 

G. W. Oliver, accountant, employed by Chicago shippers to 
analyze the carriers’ cost figures, occupied the stand all of 
May 16. 

"He said he believed the Saur-Coverston formula, which the 
carriers had employed, should be modified in three respects, 
which had to do with the production of engine hour costs and 
the accounts dealing with repairs and depreciation of equip- 
ment. If the modifications which he had suggested were made 
and the formula were properly applied, he said, reliable results 
could be obtained. He said the formula had not been properly 
applied, for the following reasons: (1) Wide variations in the 
elements of service resulted from the fact the test period was 
only one week; jt should have been a month; (2) distorted 
costs resulted from the application of the cost produced in one 
period to cars that moved in 1926; the costs should be applied 
to movement that occurred at the time the costs were devel- 
oped; (3) the plan adopted for determination as to whén cars 
entered terminal service and were released from terminal serv- 
ice was not proper and accounts with reference to repairs of 
cars- belonging to private car lines were improperly handled. 
He summarized fifteen “important” overcharges and six ,under- 
charges. “I have not had time to definitely measure the im- 
portance of all these overcharges and undercharges,” he said, 
“but it seems clear to me that the railroads’ costs are over- 
stated.” If the carriers’ costs were revised only with respect 
to the car repairs, as he had suggested, the result would be, 
he said, to produce a rate of 1.7 cents a hundred pounds for a 
one-line haul, 2.1 cents for two lines, and 2.37 cents for three 
lines. The net railway operating incomes of the switching roads 
in the district for 1925, 1926 and 1927, adjusted to the increased 
revenues that would accrue under the suspended tariffs, would 
be equal to 7.29 per cent on the investmnet and 9.55 per cent 
on the Commission’s tentative valuation, he said. 

Testimony in behalf of the Chicago Association of Com- 
merce and the Chicago Shippers’ Conference Association was 
introduced by J. P. Haynes, traffic commissioner of the associ- 
ation. “We do not expect the carriers to switch cars at less 
than the actual cost of transportation,” he said, “but we firmly 
believe that the best interests of both the carriers and the ship- 
pers will be furthered through a uniform rate applicable on all 
commodities and applied throughout the district . contin- 
uing the principles laid down in the Lowrey agreement.” He 
held that the development of the district in the last"17 years 
in which that agreement had been in effect was largely due to 
its operation. In 1911, when the agreement went into effect, 
he said, there were 1,910 industries in the district with private 
sidings, as against 4,500 at present. Any basis other than a 
uniform charge, he contended, would result in the concentra- 
tion of manufacturers and distributers in congested zones, in- 
creased costs in such areas, and depreciation of property values 
in other areas. He asked that the boundary of the district be left 
as it is and that,;the uniform basis apply at all stations within 
the district. He explained that, at present, the carriers assessed 
arbitraries for movement to and from certain stations on the 
north and west side of the district and that they had removed 
other stations from the switching tariffs, resulting in the ap- 
plication combination rates to them. All of that should be com- 
pletely wiped out, he said. He introduced considerable testi- 
mony to show unfairness of the present practices in that re- 
spect. He further asked that the Lowrey basis apply to ex- 
lake traffic, which in the past had been excluded. ‘“Continua- 
tion of the rule excluding ex-lake traffic will greatly retard 
the development of Chicago as a port and minimize the benefit 
resulting from the improvement of our water service,” he said. 

W. J. Hammond, traffic manager, Inland Steel Company, 
who followed Mr. Haynes, presented an analysis of the traffic 
of his company for 1927, showing the increases that would re- 
sult in case the suspended tariffs were allowed to become 
effective. In support of the reasonableness of the present rates, 
he called attention to the fact that they applied in connection 
with a carload minimum weight of 60,000 pounds, whereas ship- 
pers outside the district could ship into it on the basis of 
36,000 pounds. A large share of the iron and steel moving 
within the district, he said, was to industries where it was 
further manufactured and sent out for road-haul movement. It 
was to the benefit of the shippers and carriers that the freeest 
possible movement be permitted within the district which would 
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result in the creation of road-haul traffic, he held. He intro 
duced an exhibit purporting to show that rates in other large 
industrial centers were on a lower level than the Chicago rates 

Testimony that reports put in the record as a part Of the 
carriers’ cost study included items of cost for service not a¢. 
tually received was given by J. D. Forest, assistant to the 
president, By-Products Coke Corporation. As a result of the 
errors which, he said, he. had found operating witnesses are to 
be put on the stand for each of the railroads on which the 
studies were made to explain the methods by which the specific 
costs were compiled. 

Testimony with respect to the movement of iron and steg), 


Similar to that introduced by Mr. Hammond, was presented by 


H. H. Bascom, assistant traffic manager, Youngstown Shee 
and Tube Company, and R. C. Livingston, traffic manager, }p. 
terstate Iron and Steel Company. 

F. E. Webster, assistant general freight agent, C. & E, |, 
said that it was the intention of his road to include Chicago 
Heights in the Chicago switching district. That meant, he ex. 
plained, not only that it was to be put on the Chicago basis as 
to traffic between Chicago Heights and the district but that the 
rates from the south such as were not now the same as the 
Chicago rates would be revised to that basis. Commercial 
competition required such treatment, he said. 


HOCH-SMITH LIVE STOCK 


Presentation of testimony on behalf of the state commis. 
sions at the hearing in docket 17000, part 9, live stock, western 
district rates, at Chicago before Examiners Stiles and Parker 
was completed May 12. D. L. Kelley, of the South Dakota con. 
mission, in behalf of Wyoming, presented the last of that testi- 
mony. Most of this week was taken up by witnesses presented 
by the packers and S. H. Cowan, representing the American 
National Live Stock Association. The packer testimony, pri- 
marily, had to do with existing concentration privileges ap 
plicable to shipments of hogs. That was in protest to any 
change in the present practices. H. R. Park, traffic manager 
of the Chicago Live Stock Exchange, and other market repre 
sentatives have contended that the concentration privileges 
should be withdrawn, or, at least, that a charge should be as- 
sessed by the carriers for the service performed. Mr. Park 
suggested a charge of 8.5 cents a hundred pounds. The posi 
tion of the markets is that the service afforded by the carriers 
at the concentration points is expensive to the carriers and 
valuable to the packers and that, if the carriers need more rev- 
enue, that would be a proper source from which to obtain it. 
They further hold that the practice of the large packers of 
buying in the country on the basis of such privileges is preju- 
dicial to the markets and contrary to the best interests of the 
producer. 

Mr. Kelley said the raising of live stock was one of the 
most important industries in Wyoming and that a large part 
of the state was more suitable for that than anything else. 
More shipments from Wyoming went to Omaha than to any 
other market, he said, with the shipments to Denver and Chi: 
cago, respectively, next in importance. On the basis of rate 
comparisons he attempted to show that the rates from Wyo- 
ming to Omaha and Chicago were materially higher than from 
points equidistant in Kansas, Colorado, North Dakota, and 
Montana to the same markets. Westbound rates to Ogden, Salt 
Lake and the Pacific coast markets were also higher than the 
general level of the rates prescribed by the Commission for 
westbound movement in that general territory, he said. He 
proposed two scales of rates, the first of which he suggested 
be applied to the territory west of Lake Michigan and the 
Illinois-Indiana line, including the southern half of Minnesota 
and the eastern half of South Dakota, Nebraska, and Kansas. 
Scale two, under his proposal, was to apply to W. T. L. Tert 
tory north and west of that. His scale 1 started at 10 cents 
for 10 miles and progressed to 37 cents for 500 miles, with 4 
progression of 4 cents a hundred miles beyond that to 1,000 
and 3 cents beyond. His scale 2 was to be made 110 per cent 
of scale 1. It was his opinion that rates based on those scales 
would give the carriers approximately the same revenue they 
were receiving under present rates. He particularly stressed 
the importance of revision of present inequalities in the rates 
now applicable to the traffic, saying that, if the Hoch-Smith 
resolution served no other purpose, it should bring about a0 
adjustment of rates that would be fair as between communities 
in place of the present chaotic situation that characterized the 
structure. If the Commission should find that the industry 
was in need of relief, he asked that something less than 4 
maximum reasonable scale be put in until such time as the 
industry had recovered. 

Mr. Cowan advocated the retention of the present market 
relationships and the lowest possible long-haul rates, for the 
benefit of the producer. According to his testimony, he thought 
it inadvisable to attempt to put the rates strictly on a mileage 
basis. He detailed the history of the rates from the earliest 
times to the present and introduced exhibits showing costs per 
car and per ton mile and similar matter. Terminal costs 00 the 
live stock traffic, he said, were lower than on almost any other 
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jrafic, and he thought the carriers had made a considerable 
mistake in estimating the pér cent of empty car-miles accumu- 
lated by stock cars, There were a great variety of other com- 
modities loaded into them when there was no cattle to move, 
he held. The present rates were much too high, in his opinion. 

A large number of hog raisers, buyers, and shippers were 
put on by the packers to testify as to their experience in selling 
through the concentration points maintained in the country and 
to the country buyers of the packers. They testified that the 
treatment received was fair and that they obtained from 15 to 
9% cents a hundred pounds more at the concentration points 
than when they sold at the markets. The saving to them, ac- 
cording to their testimony, came from the elimination of shrink- 
age in transit, loss by hogs dying in transit, and the escape of 
yardage and commission fees. It was their opinion that it 
would be calamitous to the producer if the Commission should 
mle either for the elimination of the present practices in that 
connection or should place a charge on the privilege. 

F. M. Simpson, of the commercial research department of 
Armour and Company, explained some of the reasons the large 
packers felt compelled to buy through the concentration points 
rather than at the markets. The principal factor, according to 
him, was the competition that had developed in recent years 
as a result of the large increase in so-called interior packing 
plants. The result was, he said, interception of the hogs be- 
fore they got to the markets. He stressed the fact that, with 
the development of hard roads, transportation by motor truck 
had made the interior plants very accessible to the producer 
and that the hog raiser could find out what the market was, by 
radio or other means, and get his product into the local plant 
without any risk of market fluctuation. 

Testimony along the same line was introduced by E. N. 
Wentworth, manager of the bureau of research of animal in- 
dustry of Armour and Company and professor of animal hus- 
bandry at the University of Chicago. Among other things, he 
said that price in the country was not set by the Chicago market, 
as was the general opinion, but by what the packer thought 
he could get for the product. It has been contended by market 
representatives that the practice of the packers of buying in 
the country instead of on the markets had the effect of dimin- 
ishing competition at the markets, where the price was set, and 
that, as a result, the farmer was hurt. He said it was not to 
the interest of the large packer to force the live stock prices 
down, as the result of that would be-to shut off his supply. 

Other testimony was introduced with respect to actual op- 
erations at the concentration points, the carrier service involved 
and the reasons particular stations were operated. 

Among the others who testified were the following: E. 
Rigg, assistant general freight agent, Santa Fe; H. W. Scott, 
assistant state tax commissioner of Nebraska, Lincoln, Neb.; 
G. Keeney, Coles, Neb.; L. M. Pexton, traffic manager, Denver 
Union Stock Yards; C. ©. Gale, traffic manager, John P. Squire 
& Company, Boston, Mass.; Calvin C. Cook, hog buyer, John P. 
Squire & Company; B. E. Reed, traffic manager, Cudahy Pack- 
ing Company; W. C. Watson, Swift & Company; W. W. Manker, 
assistant general traffic manager, Armour and Company; G. F. 
Meyer, Dows, Ia.; Edwin G. Miller, Marshalltown, Ia.; E. L. 
Hill, Minburn, Ia.; L. C. Kelly, Clinton, Ia.; A. C. Cohrt, Mitchell. 
8. D.; S. G. Thompson, Savannah, Ia.; James McCracken, Thorn- 
burg, Ia.; C. O. Macey, Sully, Ia.; Frank Schultz, Tama, Ia.; 
A. F. Sinex, Tama, Ia.; J. W. McKurney, Kearney, Neb.; J. E. 
Cheney, Cumberland, Ia.; H..F. Hormal, Austin, Minn., and 
R. O’Hara, traffic manager, Swift & Company. 


HOCH-SMITH FURNITURE 


The last of the carrier testimony with respect to proposed 
changes of a general character was introduced this week at the 
hearing in docket 17000, part 5, furniture, at Chicago, before 
Examiner Barclay, by John N. Steadwell of the Southern Classi- 
fication Committee. Testimony was received with respect to 
the changes in the classification ratings on furniture frames 
volved in I. & S. 3102 and other shipper testimony was heard. 

Mr. Steadwell’s testimony related to the classification fea- 
ture only, it being understood that rate witnesses would appear 
for the southern lines at the hearing at Atlanta. He introduced 
data relating to the transportation characteristics of furniture. 
and dealt fully with the loss and damage feature in justifying 
the reasonableness of the ratings. -The southern lines propose 
aN increase in the rating on chairs from the present third class 
to second with an applicable minimum weight of 10,000 pounds, 
the Same as that proposed by the western lines. He presented 
a detailed Picture of the production of furniture in southern 
sarritory, the tonnage that moved in a representative month of 
926, the rates and what they would be on the class rates that 
Went into effect January 15 of this year as a result of the de- 
cision in docket 13494. 

a H. L. Walker, of the Southern Railway, speaking for the 
ee carriers, briefly stated that it was their intention to 
— commodity rates and exceptions to the classification 
Son in the territory. With reference to the movement from 
— Territory to Official Territory, he said, the carriers 
ed that the Commission find that the classification basis was 

Teasonable maximum, but that they be left free to put in 
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competitive rates less than that if it appeared to be desirable. 

W. E. Prendergast, of the Western Classification Committee, 
said the proposed changes suspended in I. & S. 3102 were “for 
the purpose of placing the extremely light and bulky traffic 
(furniture frames) on a classification basis consistent with. the 
ratings applicable to other light and bulky articles and to obtain 
uniformity with the ratings in Official Territory which have 
had the sanction of the Commission.” He spoke for both the 
southern and western carriers, the proposal to change the 
present carload rating of third class to second being put for- 
ward for both territories. The Commission had prescribed 2% 
times first class on chair and lounge frames, set up, and found 
the second class, carload, rating to be not unlawful in Official 
Territory, he said. Furniture frames, crated, weight 3.2 pounds 
a cubic foot, he said, and the average loading in a standard 
386 foot car was 6,600 pounds. “No article having that weight 
density and with an applicable minimum of 10,000 pounds should 
be rated lower than second class,” he held. Out of 178 ratings 
based on a 10,000 pound minimum, contained in an exhibit he 
introduced, only 18 of the articles had a rating of third class, 
as against 150 at second class and 10 at first class. He also 
introduced exhibits showing earnings at the present and pro- 
posed ratings in support of the reasonableness of the proposed 
changes. It was the purpose of the carriers to obtain com- 
plete uniformity as between the various territories, he said. 

C. S. Bather, representing the Parlor Frame Manufacturers’ 
Association, introduced testimony in opposition to the changes 
proposed on the furniture frames. He said that, in docket 14234, 
Parlor Frame Manufacturers’ Association against the Ann Arbor 
and others, in which the Commission had reduced the rating 
on parlor frames from 3 times first class to 2% times first, in 
Official Territory, it was done without prejudice to anything 
that might be done in the general investigation. Anything more 
than 2 times first class, less-carload, was unjust and unreason- 
able not only on the basis of the transportation cost, he held, 
but in comparison with ratings on analogous articles of fur- 
niture. The present ratings, he said, were higher than those 
applicable to the competing article, the finished chair, rated 
1% times first. He made numerous comparisons between the 
less-carload rates of 2% times first with the express rates ap- 
plicable. The express rate included pickup and delivery, he 
pointed out, yet, in many instances, it was materially lower 
than the freight rate. The freight rate from Chicago to Denver 
at 2% times first class was $6.84 cents, he said, as against an 
express rate of $4.90. “We believe that demonstrates con- 
clusively that the 2% times first class freight rate proposed is 
excessive and unreasonable,” he said. Similar arguments ‘were 
advanced in opposition to the proposed increase in carload rat- 
ing. The second class rate, at a minimum weight of 10,000 
pounds, would produce earnings of $102 a car from Chicago 
to Kansas City, whereas a car of finished furniture could be 
shipped from Chicago to Kansas City for $100.80, he said. 

Testimony with respect to the production and distribution 
of parlor frames was introduced by the following manufacturers 
and representatives: Carl Bauer, Deitz and Bauer Company; 
C. Edwin Zangerle, Zangerle & Peterson, and Ivan W. Mitchell, 
Green Manufacturing Company. 

L. E. Muntwyler, general traffic manager, Montgomery Ward 
and Company, chairman of the classification committee of the 
National Furniture Traffic Conference, asked that ratings be 
made a definite percent of the first class rate. He thought 
first class would be a proper rating in connection with a mini- 
mum of 8,000 pounds and 70 per cent of first at a minimum of 
12,000 pounds. He presented a detailed analysis of the weights 
and values of less-carload shipments based on the traffic of 
more than 1,500 manufacturers and a basic scale for the determi- 
nation of less-carload ratings, graduated down from 2 times 
first class on an article weighing three pounds or less a cubic 
foot. 

Leo E. Golden, chairman of the National Furniture Traffic 
Association, presented testimony intended to give a general 
picture of the adjustment throughout the country, by exhibits 
showing rates from representative manufacturing points to about 
sixty destinations. He particularly stressed the importance 
of protecting the jobber and distributor in the western part of 
the country, 

Other testimony was introduced by H. A. Poveleite, assistant 
general freight agent, N. Y., N. H. & H.; W. P. Tingley, of the 
Huntington, W. Va., Chamber of Commerce; E. C. Snyder, 
Chicago Furniture Manufacturers’ Association and Chicago Fur- 
niture Forwarding Company; S. G. Creswick, Dubuque, Ia.; E. J. 
Schlecht, Clinton, Ia., and J. H. H. Alexander, Wisconsin Manu- 
facturers’ Association. 


HOCH-SMITH COTTON 


In No. 17000, rate structure investigation, part 3, cotton, the 
Commission has denied the motion of Charles E. Cotterill for 
a severance of the issues under the Hoch-Smith resolution from 
the other issues in complaint cases included in the prcoeeding, - 
and has granted the request of Paul A. Walker for further 
hearing with respect to economic conditions affecting the pro- 
duction of cotton in Oklahoma. Assignment of dates for filing 
of briefs has been cancelled. Time and place for further hearing 
will be announced later. 
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COMMISSION ORDERS 


I. and S. 2595, meats and packing-house products to, from, 
and between Southwestern and Western Trunk Line points. 
The order entered in this proceeding on January 9, 1928, which 
was modified on March 15, 1928, to the extent of requiring 
cancellation of the schedules under suspension therein on or 
before June 4, 1928, instead of April 4, 1928, has been further 
modified to the extent of requiring cancellation of said sched- 
ules on or before July 5, 1928. 

Finance No. 2919, acquisition and stock issue by New York, 
Chicago & St. Louis. Petition for modification of supplemental 
order entered therein on March 19, 1928, has been denied. 

Finance No. 2213, securities of Wichita Falls & Southern. 
The order entered herein on May 23, 1922, so far as it grants 
authority to issue preferred stock and first-mortgage gold bonds 
has been vacated and set aside. 

Finance No. 2919, acquisition and stock issue by New York, 
Chicago & St. Louis. The supplemental order entered herein 
on March 19, 1927, authorizing issue of $3,378,500 of common 
stock, said stock to be offered at par for cash to holders of 
applicaht’s common stock of record as of the close of business 
March 12, 1928, on the basis of one share of the proposed stock 
for each nine shares of common stock held, has been modified 
so that subscriptions for said stock and payment therefor may 
be received by applicant at any time on or before August 2, 
1928, the amount of such subscription to bear interest at rate 
of 6 per cent per annum from April 2, 1928, until paid. 

No. 20702, Midwest Wool Trade Assn. vs. Ahnapee & West- 
ern et al., and No. 20743, Midwest Wool Trade Assn. vs. Aber- 
deen & Rockfish et al. Armour and Co., Winslow & Co., and 
Winslow Brothers & Smith Co. permitted to intervene. 

No. 20545, Sub. 4, Great Northern Paper Co. vs. Baltimore 
& Ohio et al.; No. 20545, Sub. No. 5, Cushnoc Paper Corp. et al. 
vs. Baltimore & Ohio et al., and No. 20817, Minnesota and On- 
tario Paper Co. et al. vs. Missouri Pacific et al. Anglo-Canadian 
Pulp & Paper Mills, Ltd.; Brompton Pulp & Paper Co., Ltd.; 
Canada Paper Co., Ltd.; Canadian Export Paper Co., Ltd.; 
Donnacona Paper Co., Ltd.; Laurentide Co., Ltd.; Port Alfred 
Pulp & Paper Corp.; St. Maurice Valley Corp.; and Guy Tombs, 
Ltd., have been permitted to intervene. 

No. 20626, El Campo Rice Milling Co. et al. vs. Santa Fe 
et al. Missouri-Kansas-Texas of Texas permitted to intervene. 

No. 20835, Gulf Refining Co. et al. vs. Abilene & Southern 
et al. Sinclair Refining Co. permitted to intervene. 

No. 20871, United Materials Co. vs. Burlington et al. 
tain-teed Products Corp. permitted to intervene. 

No. 17128, Taylor Produce Co. et al. vs. Atlantic Coast Line 
et al., and I. and S. 2521, potatoes from Southeastern and Caro- 
lina territories to northern and western points. The effective 
dates of the orders entered in these proceedings on September 
29, 1926, as subsequently modified, have been postponed to Sep- 
tember 1, 1928. 

No. 18848, A. C. Ochs Brick & Tile Co. et al. vs. Chicago 
& North Western et al. The order entered in this proceeding 
on February 17, 1928, as subsequently modified,- has been 
postponed until further order of the Commission only in so far 
as it prescribes rates to destinations west of a line drawn along 
the Missouri River from southern border of North Dakota 
through Washburn, Max, Minot, and Langford, N. D., to the 
Canadian border, as more fully described in Hunt Bros. Fruit 
Co. vs. A. & W. Ry., 129 I. C. C. 579. 

No. 20916, the F. J. Lewis Manufacturing Co. vs. Baltimore 
& Ohio et al. The American Tar Products Co. has been per- 
mitted to intervene. 


No. 20571, Midwest Wool Trade Assn. vs. Alton Eastern 
et al. Armour and Co., Winslow & Co., and Winslow Brothers 
& Smith Co. have been permitted to intervene. 


No. 20800, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. The E-Z Opener 
Bag. Co. and Southern Paper Co. permitted to intervene. 


No. 19693, Hugo Strauss Packing Co., Inc., vs. Alabama & 
Vicksburg et al. This proceeding is reopened and consolidated 
with No. 20565, Hugo Strauss Packing Co., Inc., vs. Alabama & 
Vicksburg et al., for hearing on May 16, at 10 o’clock a. m., 
at the Merchants Association, 233 Broadway, New York, N. Y., 
before Examiner Griffin. 

No. 18779, Ulster & Delaware Railroad vs. New York Cen- 
tral et al. Defendant’s petition for reconsideration and amend- 
ment of order therein denied. 


No. 20308, M. C. Stone & Son Co. vs. Boston & Maine et 
al.; No. 20379, M. C. Stone & Son Co. vs. Eastern Steamship 
Lines, Inc. et al.; No. 20498 (and Sub. 1), Albany Perforated 
Wrapping Paper Co. vs. Lehigh Valley et al.; No. 20519, Stand- 
ard Oil Co. of Louisiana vs. El Dorado & Wesson et al.: No. 
20598, Hamersley Manufacturing Co. vs. Erie; and No. 20858, 
Dodge-Davis Manufacturing Co. vs. Boston & Maine. Com- 
plaints dismissed upon complainants’ request. 

No. 20302, Black Rock Milling Corp. vs. New York Central; 
No. 20383, Builders Assn. of Kansas City, Inc. vs. Wabash et al., 
and No. 20652, Frost and Davis Lumber Co. vs. Pennsylvania. 
Complaints therein dismissed, same having been satisfied. 


Cer- 
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No. 18866, Alcolu Railroad vs. Atlantic Coast Line. The 
order entered in this proceeding on March 22, 1928, has beep 
vacated and set aside, and proceeding reopened for further 
hearing. 

No. 19852, Castanea Paper Co. vs. Algoma Central and 
Hudson Bay et al. International Paper Co. permitted to ip. 
tervene. 

No. 16770 (Sub. No. 7), C. N. Cotton Co. vs. Santa Fe et al, 
Proceeding repoened for further hearing only upon question of 
whether complainant paid and bore freight charges under rates 
found to have been unreasonable in the decision herein on March 
12, 1928, 140 I. C. C. 171. 

No. 17810, Sun Oil Co. vs. Pennsylvania et al. and No. 17301 
(Sub. No. 1), Atlantic Refining Co. vs. Pennsylvania et al. Peti. 
tion of defendants for reopening, reargument before whole Com- 
mission and rescission of order entered herein, has been denied. 

No. 15006, rates, charges, regulations, and practices govern. 
ing transportation of anthracite coal. Supplemental order No, 
29, entered herein on March 12, 1928, has been modified so that 
paragraphs (c) and (d) on page (v) of the supplemental order 
as printed will read as follows: 


(c) From all mines embraced in paragraph (a) to all destinaitons 
in New England on the Central New England Railway, Grafton & 
Upton Railroad, Narragansett Pier Railroad, and Long Island Rail- 
road, to all destinations in the state of New Jersey; and to Brooklyn, 

, & for Pennsylvania Railroad delivery, rates which shall not ex- 
ceed by more than $1.25 the contemporaneous rates on bituminous 
coal, in carloads, maintained by the Pennsylvania Railroad from the 
Clearfield, Pa., district to the same destinations, provided that where 
the resulting rate to any point is lower than the resulting rate to 
any intermediate point over the same route, the latter rate may be 
observed as maximum at the more distant point. 

(d) From all mines embraced in paragraph (a) to all destinations 
in New England on the Boston & Albany Railroad, Central Vermont 


Railway, Maine Central Railroad, Montpelier & Wells River Rail- 


road, Rutland Railroad, and St. Johnsbury & Lake Champlain Rail- 
road, rates which shall not exceed by more than $2.10 the contempo- 
raneous rates on bituminous coal, in carloads, maintained by the 
Pennsylvania Railroad from the Clearfield, Pa., district to the same 
destinations, provided that where the resulting rate to any point is 
lower than the resulting rate to any intermediate point over the 
same route the latter rate may be observed as maximum at the 
more distant point. , ; 


No. 18157, Stewart Sand Co. vs. Santa Fe et al., No. 19601, 
Hilton Lumber Co. vs. Atlantic Coast Line et al., No. 20052, 
Western Carolina Shippers Assn. et al. vs. Norfolk & Western 
et al., and No. 20162, Western Fruit Co. vs. Northern Pacific 
et al. Complaints dismissed upon complainants’ request. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Hastern 
et al. Indiana Bituminous Coal Operators Assn., Peoria Asso- 
ciation of Commerce, and Wisconsin Paper and Pulp Manv- 
facturers’ Traffic Assn. permitted to intervene. 

I. & S. 2813, grain and grain products from Colorado, Kan- 
sas and Nebraska to Gulf ports for export. Effective date of 
order heretofore entered in this proceeding has been postponed 
to August 9, 1928. 

No. 18964, Caruso, Rinella, Battaglia Co., Inc., vs. South- 
ern et al. and No. 20263, Foley Bros., Inc., vs. Bessemer & Lake 
Erie et al. Complaints dismissed, same having been satisfied. 

No. 15959, Carfiel & Morris et al. vs. New York Central et 
al. Petition on behalf of intervener for further hearing, or re 
argument and reconsideration and for the prescribing of specific 
and reasonable rates, and awarding of reparation and petition 
of complainants and interveners for rehearing, denied. 

No. 20783, Sunderland Bros. Co. vs. Missouri Pacific et al. 
Carthage Marble Corp. permitted to intervene. 

No. 17498, Litwood Oil & Supply Co. et al. vs. Santa Fe 


‘et al., and cases grouped therewith. Sinclair Refining Co. per- 


mitted to intervene therein. 

No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & West- 
ern et al., and cases grouped therewith. The order entered 
herein on March 5, 1928, has been modified to permit the rates 
prescribed in said report and order to become effective on or 
before June 14, 1928, upon not less than 10 days’ filing and 
posting in manner prescribed in section 6 of the interstate 
commerce act. ‘ 


No. 18355, Virginia Pig Iron Assn. vs. Chesapeake & Ohio 
et al. The Commission has dismissed the complaint hereil, 
not having heard from complainant since its notification that 
unless it was ready to proceed to a hearing it would be dis 
missed. 


No. 20806, Frank R. Gooding et al. vs. Oregon Short Line 
et al. Armour and Co. and Armour & Co. have been permitted 
to intervene. 


No. 20677, Escanaba Paper Co. et al. vs. Abilene & South 
ern et al., No. 20817, Minnesota and Ontario Paper Co. et al. 
vs. Missouri Pacific et al., and No. 20917, Wisconsin Paper & 
Pulp Manufacturers’ Traffic Assn. vs. Chicago & North West: 
ern et al. The Powell River Co., Ltd., and G. F. Steele and Co. 
Inc., permitted to intervene. 

No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & Northwestern et al. The Champion Coated 
Paper Co. and Champion Fibre Co. permitted to intervene. 

No. 20835, Gulf Refining Co. et al. vs. Abilene & Souther? 
et al. The El Dorado Chamber of Commerce, for and in behalf 
of Lion Oil Refining Co.; Ouachita Valley Refining Co.; Root 
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Refineries; MacMillan Petroleum Products Co.; Kettle Creek 
Refining Co.; and Sims Oil Co. permitted to intervene. 

No. 15806 (and Sub. 1), Lehigh Portland Cement Co. vs. 
Aberdeen & Rockfish et al., and No. 15900 (and Sub. 1), Security 
Cement & Lime Co. vs. Aberdeen & Rockfish et al. The fourth 
ordering paragraph of the Commission’s order of November 
14, 1927, in these proceedings, as subsequently amended, has 
peen further amended so as to give short lines arbitraries. 


LAKE CARGO COAL RATES 
The Traffic World Washington Bureau 


Determination of the northern lines to make a 20-cent cut 
in their rates on lake cargo coal, to match that of the southern 
lines which became operative April 20, aroused speculation as to 
whether that was the beginning of a rate war or the beginning 
of a move by the railroads to bring into effect the compromise 
of a spread of 35 cents suggested at the Cincinnati conference 
on May 3, spurned by the northern and southern operators. 
There was a definite impression that it was a move on the part 
of the railroads to take the matter out of the hands, as they 
said, of the shippers and restore it to the railroads. 

That impression was founded on the fact that the railroads 
were in. agreement on a spread of 35 cents instead of the 45 
cents provided by the decision of the Commission. Another 
fact cited in support of the theory that it was a compromise 
move was that the executives of the northern line, before an- 
nouncing the cut, had had an informal conference with the Com- 
mission. That body said it could not advise them as to any 
of the propositions they had put forward, among which were 
suggestions of a spread of 30 cents, one of 35 and one of 40 
cents. All were more or less nebulous, as if the executives 
were not positively in favor of any one of the peace bases. 

Filing of the tariffs by the northern lines, it was suggested, 
would leave the way open for negotiations before instead of 
after notice of revocation of concurrences, a step which the 
northern lines discussed before they announced the 20-cent cut. 
Among the ideas was that the Commission would not interpose 
any objection to a settlement, for the time being, on a 35-cent 
spread, to be observed pending the decision of the Supreme 
Court of the United States on the appeal of the case in which 
the three-judge court at Richmond, on April 14, enjoined the 
Commission’s order so ‘that the southern lines’ reduction of 20 
cents became operative on April 20. 

There was some thought immediately after the announce- 
ment of the 20-cent cut that that was the real beginning of 
an old-fashioned rate war, few of which have taken place in 
the last fifteen or twenty years. The suggestion was that the 
Commission would feel disinclined, on account of criticism in 
Congress and on account of the injunction, to intervene with 
an order of any sort calculated to preserve the status. How- 
ever, there was nothing definite on which to found such an im- 
pression. The question as to what the Commission would do 
with the tariffs of the northern lines, when received, was dis- 
cussed somewhat, but the answers to that, among the well 
informed, were not definite. The tariffs would bring into ex- 
istence the spread in the rates the Commission tried to make 
in the order which the three judges enjoined. For that reason, 
it was suggested, the Commission should view the tariffs of the 
northern lines with sympathetic eyes. On the other hand, it 
was pointed out, the Commission was charged, under section 
l5-a, to preserve the revenues of the carriers to the end that 
they would earn a fair return. A reduction of 40 cents per 
ton since last August, it was suggested, would not be a fact 
that could be cited to show that the Commission had discharged 
its duties, unless it was admitted that the rates prior to last 
August, were above reasonable maxima. When the Commission 
dismissed the Pittsburgh complaint in 1925, thereby causing 
Pennsylvania politicians to declare war, it found that a rate of 
$1.66 from the Pittsburgh district was not unreasonable. That 
rate now is $1.46. The latest proposal would cut it to $1.26, 
the lowest figure the Pittsburgh interests, in recent years, have 
Suggested would be reasonable. 


The Commission, May 14, authorized the Baltimore & Ohio, 
on one day’s notice, in sixth section order No. 87599, to reduce 
the lake cargo coal rate from mines in the Kanawha district 
on its rails to Cleveland, O., to $1.71. Thereby the Baltimore 
& Ohio put in a rate from its southern mines the same as the 
Southern lines have from mines on-their rails. 

_ The New York Central’s Kanawha district rate, also by 
sixth section permission, was reduced to $1.71, on May 12. 

Northern lines, on May 14, decided to file their tariffs 
making the twenty-cent reduction from the northern districts 
on May 18, effective June 18. 


The Baltimore & Ohio, May 16, in supplement No. 1 to its 
coal and coke I. C. C. No. 2631, made effective on that day the 
20-cent reduction from mines on its rails in the Kanawha dis- 
trict, in accordance with the special permission given to it to 
put its mines on an equality with competing mines served by 
Southern lines. 

In the same supplement that carrier made a revision of 
fates from the Gauley, Cumberland-Piedmont and other dis- 
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tricts on statutory notice, effective June 18, which, however, 
had nothing to do with the 20 cent reduction agreed upon by 
the northern lines to be made effective on June 18. The Gauley, 
Cumberland-Piedmont rates were cut from $1.93 to $1.73; the 
Pittsburgh-Youghiogheny and Klondike rates from $1.56 to $1.52. 
The Finleyville, Scott Haven, Washington Run and West Side 
Belt rates, however, were not changed. A 10-cent cut was made 
from Clarksburg, Fairmont Nos. 1 and 2, Monongah, Chekiska 
and Short Line districts, from $1.71 to $1.61. A like cut was 
made from Calvary Church, Sisler Mine and from State Line 
Mine. 

While these are all lake cargo coal rates they are not the 
basic ones. They are related to the basic ones but the changes 
are not directly the result of the fight between the northern 
and southern lines. The Baltimore & Ohio asked permission to 
include those changes in the short notice tariff on one day’s 
notice, but the Commission said that that was not necessary. 
The carrier, however, included them in the same tariff, on 
statutory notice. 

(See also page 1220) 


SOUTHWESTERN CLASS RATES 

The Dallas Chamber of Commerce, complainant in No. 14880, 
Dallas Chamber of Commerce vs. Aberdeen & Rockfish et al., 
one of the cases joined with the Commission’s inquiry into 
southwestern class rates, has asked the Commission to make 
the Newtex Steamship Line, the United States Freight Co. and 
the Universal Carloading & Distributing Co. defendants in the 
case and require them to produce records and traffic data, as 
well as to disclose the names of their stockholders and the 
names of the railroads with which they have been doing busi- 
ness. The Newtex line is said to operate ships out of New York, 
N. Y., Baltimore, Md., and Brunswick, Ga., to Houston. Among 
the data called for are the names of the ports from which the 
ships heretofore have operated. The three companies are 
treated as being affiliated. 

The Southern Traffic League, Inc., has asked the Commis- 
sion for rehearing, reconsideration and modification of the 
order in so far as it relates to the general basis of all class 
and commodity rates from the southern states to the southwest- 
ern states, in support of the petition submitted by the South- 


eastern Association of Railroad and Utilities Commissioners. 


The Corporation Commission of Oklahoma has asked the 
Commission to deny the petition of the Southeastern Associa- 
tion of Railroad and Utilities Commissioners for leave to inter- 
vene in the Southwestern Class Rate case and for rehearing. 
The Oklahoma Commission says that this petition if granted, 
contemplated delay in the decision in these cases. For that 
reason, it said it was compelled to oppose the petition. It makes 
a point that the Southeastern commissioners come too late un- 
der the Commission’s rules of practice, which requires interven- 
tion prior to or at the time the matter is called for hearing, but 
not after, except for good cause shown. In the opinion of the 
Oklahoma commission, good cause has not been shown. 

The Southern Furniture Manufacturers’ Association has 
filed a petition in support of the application of the Southeastern 
commissioners. A similar petition has been filed by the Macon 
(Ga.) Chamber of Commerce. 

The Continental Gin Company, Lummus Cotton Gin Com- . 
pany and Gullett Gin Company have asked the Commission to 
grant the prayers of the Southeastern Association of Railroad 
and Utilities Commissioners and Southern Traffic League as 
contained in their petitions dated April 25, 1928, and May 4, 
1928. They ask to be permitted to intervene and become a 
party to such proceedings as the Commission may institute 
relative thereto. 


CYANAMID RATE CONTROVERSY 


The Trafic World Washington Bureau 


Eastern trunk lines and the Canadian National are in a 
fight about rates on crude cyanide and cyanamid from Niagara 
Falls, Ont., to points in the United States which has reached 
the concurrence revocation stage. On November 15, 1927, on 
representations from the American Cyanamid Co., the Canadian 
National made substantial reductions, to enable that company 
to compete, in the United States, with chemicals imported from 
Europe. It made the reductions in such a way that it was 
the only loser, at least on paper. It accomplished that by 
shrinking its divisions. 

A typical reduction was in the rates to New York. The 
cyanamid rate was cut from 26 to 19.5 cents per 100 pounds 
and the crude cyanamid rate from 28 to 21 cents. They are 
also the rates to Philadelphia and Baltimore. Other reductions 
were made. For illustration, the proportional to Cincinnati, for 
beyond, was reduced from 25 to 19.5 cents and the rate on 
crude cyanide to Warners, N. J., was lowered from 25 to 19 
cents on a 75,000-pound minimum. 

According to a recital of facts sent to the Commission by 
A. D. Whittemore, the cyanamid company’s traffic manager, 
the Canadian National sought and obtained the concurrence in 
what it was doing from the interested lines in the United States 
except the New York Central. Niagara Falls, Ont., is served 
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by the Canadian National and the Michigan Central, the latter 
a part of the New York Central system. The, cyanamid com- 
pany asserted that a protest and request for suspension of the 
reduced rates was made by H. Wilson, agent of the Trunk Line 
Association, “obviously inspired by the New York Central.” 
The reduced rates, however, were allowed to go into effect. 
After that the trunk lines revised the powers of concurrence 
they had given to the Canadian National so that it had authority 
to publish all rates except on the chemicals mentioned. As to 
such rates, the trunk lines told the Canadian National it might not 
publish any except such as they might specifically approve. That 
limitation on its power to publish the chemical rates in question 
required the Canadian National to cancel the reduced rates of 
last November and put in their place the rates in effect prior 
to November 15. It has done that. In asking for suspension of 
the revocation of concurrences, like action being taken with 
respect to the proposed increased or restored rates, the Ameri- 
can Cyanamid Co., in part, said: 


The effect of this action will be to bring about increased rates 
on cyanamid and crude cyanide; not however, for any benefit or in- 
crease in revenues to the trunk lines but solely to increase the reve- 
nues of the Canadian National for the Canadian part of the haul so 
that they will be on a parity with the Michigan Central. The Canadian 
National do not want these rates to be increased and they object to 
this action by the trunk lines. They object to this attempt of the 
trunk lines to dictate to them about their divisions and rates in 
Canada. 

What an anomalous situation this is: We have, on the one hand, 
a Canadian railroad, perfectly willing to shrink its revenue to accord 
reduced rates which ultimately accrue to the benefit of the agricul- 
tural interests of the United States, on the other hand, we have the 
trunk lines saying to them ‘‘No, you cannot do that. You must restore 
the old rates and jake back your former divisions and revenues. 
Until you do that we withdraw our concurrences from you.’ But 
why? Simply because the New York Central, one of the powerful 
trunk lines, does not desire to have its Canadian subsidiary, the 
Michigan Central, reduce its divisions and revenues for the haul in 
Canada as the Canadian National has done. 

This is the most extraordinary and drastic use and abuse of its 
power of concurrence by a United States railroad that we ever heard 
of in all railroad history. We submit that such action is wholly con- 
trary to the public interest and it is the right and duty of the Com- 
mission to inquire into and put an end to such practice. 

When the reduced rates were first published by the Canadian 
National, a protest was filed by H. Wilson, agent of the Trunk Line 
Association, seeking to have the rates suspended. That action was 
obviously inspired by the New York Central. The petition filed by 
Agent Wilson represented that the reduced rates would disturb the 
rates on sulphate of ammonia. That, of course, was not a fact; it 
was mere camouflage for the real motive behind this protest. No 
sulphate of ammonia moves from Niagara Falls, Ont. No shipper 
filed a protest against the reduced rates at the time, nor has any 
shipper since filed a complaint because of the reduced rates. More- 
over, the trunk lines maintain a rate of 161% cents per 100 pounds 
on sulphate of ammonia from Buffalo to New York, Philadelphia 
and Baltimore and 19% cents to Norfolk for export, which compare 
with the trunk line’s divisions of the reduced rates on cyanamid of 
a to New York, Philadelphia and Baltimore, and 23 cents to 

orfolk. 

The Commission did not suspend the reduced rates and they 
were allowed to take effect; therefore, with the tacit approval of the 
Commission. 

Not satisfied with this action by the Commission, the New York 
Central, having in mind the interest of its Canadian subsidiary, the 
Michigan Central, apparently continued to wield its power and in- 
fluence over the other trunk lines and evidently finally succeeded in 
persuading them to withdraw their concurrences or powers of attorney 
from the Canadian National. 

It seems that this is a direct challenge to the Commission. The 
Commission, having declined to suspend the rates, the New York 
Central dominating the trunk lines, proceeds to nullify that action 
of the Commission and bring about an increase in the rates by with- 
drawal of concurrences. 


PETITIONS FOR REHEARING, ETC. 


Agent J. E. Tilford has filed petition for modification and 
further postponement of the effective date of fourth section 
order 3866, fourth section violations in the southeast. 

No. 19731, Omar Leach vs. Santa Fe et al. Complainant 
petitions for rehearing therein, and that it be allowed to file 
an amended complaint and submit additional testimony in this 
proceeding. 

No. 18715, Baltimore Chamber of Commerce et al. vs. Ann 
Arbor et al. The Maritime Assn. of Boston Chamber of Com- 
merce, Fall River Chamber of Commerce, New London Chamber 
of Commerce, Portland (Me.) Chamber of Commerce, New 
Bedford Board of Commerce, Providence Chamber of Com- 
merce, interveners herein, petition the Commission for rehear- 
ing therein. 

No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Defendants, in supplemental petition, ask the Commission for 
rehearing, and/or reconsideration, and modification of decision 
rendered by division 3,.and for an order holding in abeyance 
the reparation award herein, and consolidating this proceeding 
with No. 17000, part 8, cottonseed, its products, and related 
articles. 

No. 17985, Express Publishing Co. vs. Galveston, Harrisburg 
& San Antonio et al. The Texas & New Orleans, lessor of the 
Galveston, Harrisburg & San Antonio, defendant therein, peti- 
tions for reopening for oral argument and modification of report 
of the Commission or reopening for reconsideration on record 
as made and postponement of effective date of order pending 
disposition of this petition. 

No. 16258, Grand Island Chamber of Commerce vs. Burling- 
ton et al. Complainant petitions for rehearing and for indefinite 
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postponement of order of Commission of March 9, 1928, anj 
the order supplementary thereto which grants the defendant; 
permission to publish required rate on short notice. 

No. 12596, Pressed Steel Car Co. vs. Director-General, 4; 
agent, Baltimore & Ohio, et al. Complainant petitions for @. 
try of further report and final order in this case, upon the recon 
herein made. 

No. 1385385, et al., consolidated southwestern cases. The 
Texas & New Orleans, in its own behalf and on behalf of the 
Gulf Coast Lines-International-Great Northern, petitions fy 
authority to continue per car rates between certain local stg. 
tions on the Texas & New Orleans in the Houston Industria] 
District and City of Houston, Tex., on and after the effective 
date of rates established pursuant to orders of the Interstate 
Commerce Commission in the consolidated southwestern cages, 

No. 17330 (and Sub. 1), Illinois Coal Traffic Bureau ys, 
Arkansas Valley Interurban et al. The Sheridan-Wyoming (oa] 
Co. and Owl Creek Coal Co. have asked permission to inter. 
vene therein for the purpose of filing exceptions to the pro. 
posed report of the examiner and of being heard upon oral 
argument, if oral argument is permitted, and for other relief, 


SUSPENDED TARIFFS 


In I. and S. No. 3107, the Commission has suspended from 
May 15, until December 15, schedules as published in the fol. 
lowing tariffs: Chesapeake & Ohio, supplement No. 15 to 1. C.¢, 
No. 10308; Cleveland, Cincinnati, Chicago & St. Louis, supple 
ments Nos. 22 and 23 to I. C. C. No. 8857. The suspended 
schedules propose to cancel the carload commodity rates on 
waster plates or sheets between points in Central Freight Asso. 
ciation territory, which would result, generally in the applica 
tion of higher class rates. 

In I. and S. No. 3108, the Commission has suspended from 
May 15 until December 15 schedules as published in Chicago, 
Rock Island & Pacific I. C. C. No. C-11764, St. Louis-San Fran 
cisco I. C. C. No. 8889 and various other tariffs of individual lines, 
The suspended schedules propose increased and reduced rates 
on hay and straw, carloads, from points in Kansas and Oklahoma 
to points in Mississippi Valley territory, Memphis and south. 
The following is illustrative, rates being in cents per 100 pounds: 


To Memphis, Tenn., from Tulsa, Okla., present 37, proposed 34%; 
Muskogee, Okla., present 341%, proposed 341%4; Oklahoma City, Okla, 
present 32%, proposed 341%. To New Orleans, La., from Tulsa, Okla. 
present 50, proposed 48; Muskogee, Okla., present 47%, proposed 48; 
Oklahoma City, Okla., present 46, proposed 48. 


In I. and S. No. 3109 the Commission has suspended from 
May 15 until December 15 schedules as published in joint tarifi 
Hough’s I. C. C. No. A-160 and Speiden’s I. C. C. No. 1193. The 
suspended schedules propose to cancel the present export and 
coastwise rates on various iron and steel articles, carloads, 
from Atlanta, Ga., to Mobile, Ala., and New Orleans, La., via 
rail lines in connection with the barge line of the Mississippi: 
Warrior Service, and to apply in lieu thereof higher domestic 
rates. The following is illustrative: 


Rates in cents per 100 pounds on manufactured iron and steel 
articles, from Atlanta, Ga., to Mobile, Ala., present to Cuba 18, ex- 
cept Cuba 18, proposed to Cuba .27.5, except Cuba 27.5; New Orleans, 
La., present to Cuba 18, except Cuba 20, proposed to Cuba 34, ex- 
cept Cuba 34. 


In I. and S. No. 3105, the Commission has suspended from 
May 12 until December 12 schedules as published in supplement 
No. 35 to Glenn’s I. C. C. No. A-541. The suspended schedules 
propose to increase rates on lumber and related articles, car- 
loads, from points in Florida on the A. C. L. R. R. and S. AL. 
Ry., to destinations in New England and Trunk Line territories, 
including Westerf Trmini points. 


The following is illustrative, rates in cents per 100 pounds: 


From Newberry and Alachua, Fla., to Philadelphia, Pa., presen! 
87, proposed 38; Pittsburgh, Pa., present 43, proposed 44; Bosto”, 
Mass., present 46, proposed 47. 


In I. and S. No. 3106, the Commission has suspended from 
May 15 and May 21 until Dec. 15 schedules as published in supple 
ment No. 6 to Baltimore & Ohio (Eastern Lines), I. C. C. No. 
21192, and Bessemer & Lake Erie I. C. C. No. 904. The sus 
pended schedules propose increased and reduced rates on sand, 
refuse or spent, grinding, carloads, from Butler, Pa., to Ohio 
points. The following is illustrative, rates in cents per to 
2,000 pounds: 


From Butler, Pa., to Akron and Cleveland, O., present, via 5: 
& O., no through rate—proposed, *140; via B. & L. E., present 120- 
proposed 140. 





*Reduction. 


CONSTRUCTIVE STATIONS HEARING 
In The Traffic World of May 12, page 1166, a dispatch 
from New York spoke of the hearing on constructive deliver’ 
stations being set for May 28. This was an error. The date 
is May 22, as shown in the Commission’s docket in the sailé 
issue. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 
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CARRIAGE OF LIVE.STOCK 


(Springfield Court of Appeals, Missouri.) Both before and 
since amendments of March 4, 1915, and August 9, 1916, to 
Hepburn act (49 USCA, sec. 20; U. S. Comp. St., sections 8604a, 
g604aa), regulating interstate commerce, shipper and carrier 
are conclusively presumed to know law and provisions of lawful 
rate schedules approved by Interstate Commerce Commission, 
filed, and of which notice was given as provided by law.—Hunter 
ys, American Ry. Express Co., 4 S. W. Rep. (2d) 847. 

Carriers are bound to contract for shipment in accordance 
with Hepburn act, regulating interstate commerce, as amended 
py act March 4, 1915, and act August 9, 1916 (49 USCA, sec. 
20; U. S. Comp. St., sections 8604a, 8604aa), and rate schedules 
filed with Interstate Commerce Commission, of which legal 
notice has been given.—lIbid. 

As general rule, where law gives party right on his com- 
plying with certain named conditions, he must comply there- 
with before right will inure to his benefit.—lIbid. 

By amendment of March 4, 1915, to Hepburn act (49 USCA, 
sec. 20; U. S. Comp. St., sec. 8604a) regulating interstate com- 
merce, right of carrier to limit liability to anything less than 
actual value was taken away, and such amendment provided 
general rule for ascertaining amount of liability for lost goods 
in transit, and carrier, to avoid such rule, must bring itself 
within proviso of act August 9, 1916 (49 USCA, sec. 20; U. S. 
Com. St., sec. 8604a), by obtaining written agreement from ship- 
per limiting liability.—Ibid. 

Under amendments of March 4, 1915, and August 9, 1916, to 
Hepburn act (49 USCA, sec. 20; U. S. Comp. St., sections 8604a, 
8604aa), regulating interstate commerce, shipper can remain 
silent and recover full value of loss of animals shipped, unless 
carrier sees fit to secure from him agreement in writing to 
released value.—Ibid. 

Party seeking to avail himself of any exception to general 
rule carries burden of establishing facts necessary to invoke 
provisions of exception.—Ibid. 

Under Hepburn act, as amended by act March 4, 1915, and 
act August 9, 1916 (49 USCA, sec. 20; Comp. St., sections 8604a, 
8604aa), in absence of evidence that shipper of horses by ex- 
press knew of bill of lading fixing released value before horse 
was injured, he was not bound thereby.—Ibid. 


Under Hepburn act, as amended by act March 4, 1915, and 
act August 9, 1916 (49 USCA, sec. 20; U. S. Comp. St., sections 
8604a, 8604aa), regulating interstate commerce, evidence that 
shipper of horses did not know of issuance of bill of lading 
fixing released value until after horse was injured in shipment 
held to entitle him to recover actual damages, rendering over- 
ruling demurrer to his testimony proper.—lIbid. 

Shipper of horses by express, not knowing of bill of lading 
containing released value clause issued to another covering 
horses before injury to horse, cannot be held to have ratified 
it through accepting benefits so as to prevent recovery of actual 
damages under Hepburn act, as amended by act March 4, 1915, 
regardless of proviso by amendment of August 9, 1916 (49 
USCA, sec. 20; U. S. Comp. St., sections 8604a, 8604aa), per- 
mitting carrier to contract for released value.—Ibid. 

Under Hepburn act, as amended by act March 4, 1915, and 
act August 9, 1916 (49 USCA, sec. 20; U. S. Comp. St., sections 
8604a, 8604aa), regulating interstate commerce, shipper of horses 
by express, not knowing that shipping contract was made by 
another, was not bound by release value fixed in bill of lading 
issued to such other party.—Ibid. 


Under Hepburn act, as amended by act March 4, 1915, and 
act August 9, 1916 (49 USCA, sec. 20; U. S. Comp. St., sections 
8604a, 8604aa), evidence as to rate paid by shipper of horses 
by express and schedules concerning charges based on value 
of animals shipped held to support judgment” for shipper for 
actual value of horse injured instead of released value in bill 
of lading issued to one other than shipper.—Ibid. 

On appeal from verdict for plaintiff, appellate court is bound 
by evidence most favorable to plaintiff.—Ibid. 

Under Hepburn act, as amended by act March 4, 1915, and 
act August 9, 1916 (49 ‘USCA, sec. 20; sections 8604a, 8604aa), 
regulating interstate commere, in action against express com- 
pany for injury to horse in transit, evidence that plaintiffs em- 
Ploye signed shipping contract with his knowledge and consent 
held not sufficient as basis for holding that plaintiff accepted 
benefits by securing free transportation for employes so as to 
make him subject to provision for released value of horse injured 
M transit.—Ibid. ; 

Even if shipper of horses by express, who testified that he 
entered no written contract, should be held to be governed by 
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written contract with another partty purporting to cover entire 
car, including plaintiff's horses and which contained released 
value clause, he would be entitled to have valuation of horse 
injured in transit fixed by total amount of transportation charges 
paid, in view of Hepburn act, as amended by act March 4, 1915, 
and act August 9, 1916 (49 USCA, sec. 20; Comp. St., sections 
8604a, 8604aa).—Ibid. 

(Court of Civil Appeals of Texas, Fort Worth.) A terminal 
railroad company which receives cars of live stock from other 
railroad companies for transportation and delivery’ to another 
company or to stockyards is a “connecting carrier,” whose road 
forms a part of the line of road over which shipment is made, 
within meaning of federal 28-hour law, and is subject to its 
provisions as to interstate shipments.—Gulf, C. & S. F. Ry. Co. 
vs. Hines, 4 S. W. Rep. (2d) 641. 

Court of Civil Appeals could take judicial cognizance of fact 
that the Texas & Pacific Railway was extensive system, extend- 
ing in Texas from Texarkana to El Paso.—Ibid. 

That railroad with extensive system hauled live stock but 
a short distance in switching cars transferred to it by connect- 
ing carrier did not destroy its character as “common carrier,” 
within meaning of Rev. St. 1925, art. 905, and Const. art. 10, 
sec. 2, so as to prevent its being sued pursuant to Rev. St. 1925, 
art. 1995, sec. 24, in a county other than its domicile and where 
its connecting carrier did business; “common carrier” being 
one who, by virtue of his business or calling, undertakes, for 
compensation, to transport personal property from one place 
to another by land or water, and delivers same to all as may 
choose to employ him (citing Words and Phrases, Second Series, 
“Common Carrier”).—Ibid. 

Finding that connecting carrier’s delay in delivery of live 
stock transferred to it was negligence and constituted proximate 
cause of injury to shipment held sustained by evidence.—Ibid. 

A witness showing his acquaintance with the selling price 
of jacks could properly testify as to such value, even though 
there was no fixed or definite market price for them as for 
cattle and hogs; “market value” being such sum of money as 
property is worth in the market generally to persons who would 
pay the just and full value for what the property would bring 
at a fair sale where one party wants to sell and the other to buy 
(citing 3 Words and Phrases, “Market Value”) .—Ibid. 

Objections to charges should not be couched in veiled terms 
so as to hide rather than express the real objection.—Ibid. 

Under Rev. St. 1925, arts. 2185, 2190 (Rev. St. 1911, arts. 
1971, 1985), objections which sufficiently specify the error will 
preserve the point on appeal without the necessity of again 
directing the court’s attention to the subject by special charge. 
Ibid. 

In action for damages for death of live stock as result of 
carrier’s negligence, objection to the submission of issue of what 


,was the reasonable cash market value, on the ground that no 


issue of there being any market value had been submitted, held 
a sufficient objection that issue was a charge on weight of 
evidence.—Ibid. 

Plaintiffs suing carrier for damages for market value of 
jacks dying as result of exposure in transportation had burden 
of showing market value.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Amarillo.) Telegraph com- 
pany is required to use ordinary care to transmit and deliver 
messages received by it—Western Union Telegraph Co. vs. 
Nordyke, 4 S. W. Rep. (2d) 638. 

Telegraph company must exercise ordinary care to transmit 
and deliver intrastate messages, and may not contract against 
its own negligence in performance of such duty.—lIbid. 


Mere fact that sender of intrastate telegraphic message 
agreed with telegraph company that it could mail the message 
to the addressee, on account of sender’s inability to furnish spe- 
cific address other than postoffice box, held not to relieve tele- 
graph company from liability for negligence in failing to make 
any effort to find the addressee or deliver message to her, 
where addressee lived in city to which telegram was sent.—Ibid. 

In action against telegraph company for negligent failure 
to deliver intrastate telegram, in which jury returned verdict 
for plaintiff for $100, court, where testimony was not disclosed, 
was not justified in holding in mandamus proceedings that trial 
court abused its discretion in granting plaintiff new trial, in 
view of Rev. St. 1925, art. 2235, permitting new trial where dam- 
ages are too small or too large.—Ibid. 


(Court of Civil Appeals of Texas, Amarillo.) The appeal is 
presented here upon four propositions, which are identical with 
the propositions resented by defendant in cause No. 2890, West- 
ern Union Telegrah Co. vs. Alred, 4. S. W. (2d) 666, this day 
decided by this court. The issues presented by the pleadings 
and upon which testimony was offered furnish no additional 
reasons in support of the contentions here than were presented 
in the Alred case. Counsel for appellant, in oral argument, 
stated that the questions of law in the two cases. were, for all 
practical purposes, identical, except that the amount of the 
judgment in this case was much larger than in the Alred case. 

For the reasons stated in the Alred case, all of the propo- 
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sitions are overruled and the judgment is affirmed.—Western 
Union Telegraph Co. vs. Ernest Hill, 4 S. W. Rep. (2d) 668. 

(Court of Civil Appeals of Texas, Amarillo.) Recovery may 
be had against telegraph company for failure to properly trans- 
mit and deliver a telegram either as for a breach of contract, 
express or implied, or for a failure by company to perform 
duties imposed on it by common law.—Western Union Telegraph 
Co. vs. Alred, 4 S. W. Rep. (2d) 666. 

Duty is imposed by law on telegraph company to reteive 
and transmit, with due care, all messages tendered to it.—Ibid. 

In suit to recover damages against telegraph company for 
failure to properly transmit and deliver a telegram, evidence held 
sufficient to establish a contract or undertaking on part of 
company to transmit telegram in accordance with its common 
law duty.—lIbid. 

In many cases one fact may be presumed from proof of 
another fact.—lIbid. : 

In suit to recover against telegraph company for failure to 
properly transmit and deliver a telegram, message itself, though 
not positive proof that sender contracted with defendant’s agent 
for its transmission, is admissible as evidence tending to show 
that company did receive and undertook to transmit it in ac- 
cordance with its common law duty.—Ibid. 

In suit against telegraph company to recover damages for 
failure to properly transmit and deliver a telegram alleging that 
defendant’s agent failed to properly transmit message advising 
plaintiff of father’s death whereby plaintiff was led to believe 
that father’s condition was better, and was prevented from 
attending funeral, held sufficient to support a recovery based 
either on a breach of contract or failure to fulfill duties im- 
posed on company .by common law.—lIbid. 

Death is a fact which may be proven by hearsay evidence.— 
Ibid. 

Admission of testimony, if error, was harmless, in absence 
of contention that it was incompetent, or bill of exception ‘in 
record to its admission.—Ibid. 

In suit against telegraph company to recover damages for 
failure to properly transit and deliver a telegram advising plain- 
tiff of death of his father, whereby he was prevented from 
attending funeral, it was unnecessary to prove damages, since 
fact of mental anguish in such case may be presumed, making 
it unnecessary to introduce testimony as to extent of suffering. 
—Ibid. 

Four hundred dollars as damages against telegraph com- 
pany for failure to properly transmit and deliver telegram ad- 
vising plaintiff of father’s death, whereby he was prevented 
from attending funeral, held not excessive.—Ibid. 

LOSS OF BAGGAGE 

(Supreme Court of California.) In action against railroad 
for loss of personal property by “red cap” who was servant of 
defendant, services of such servant held not gratuitous, but 
covered by fare paid for transportation, though no extra charge 
was made.—Franklin vs. Southern Pac. Co., 265 Pac. Rep. 936. 

Railroad’s liability for loss ‘of plaintiff’s personal property 
by red cap employed by such railroad held to be that of com- 
mon carrier, and not of warehouseman, where plaintiff at time 
of delivery of property to porter possessed railway ticket and 
was about to board train, since such facts put baggage in inter- 
state commerce.—-Ibid. 

Common carrier has two distinct liabilities: One for losses 
by accident or mistake, where he is liable by custom of realm 
or common law as insurer; the other for losses by default or 
negligence, where it is answerable as ordinary bailee.—Ibid. 

Tariff having for its object curtailment of carrier’s liability 
as’ bailee for losses occasioned by its negligence is absolutely 
void.—Ibid. 

Carrier may in effect curtail liability for negligence by 
special contract with shipper, where charges are graduated ac- 
cording to value of property as fixed by shipper, he having at 
all times privilege of securing full coverage by paying stipulated 
charge for such protection.—Ibid. 

Carrier held liable for full value of personal property belong- 
ing to plaintiff lost by “red cap,” employed by carrier, as plain- 
tiff was about to board train, notwithstanding tariff providing 
that liability on hand baggage handled by red cap porters was 
limited to $25.—Ibid. 


Tariff limiting railroad’s liability for loss of hand baggage 
handled by red cap porters to $25 held not to affect its. lia- 
bility, since carrier’s contracts against liability for its negli- 
gence are invalid even though filed with Interstate Commerce 
Commission.—Ibid. 

(Court of Appeals of Kentucky.) In action against express 
company to recover value of certain trunks destroyed by fire 
while in depot, evidence as to whether express company re- 
ceived trunks for shipment, or whether they were left in depot, 
to be carried as personal baggage, held sufficient to require 
submission to jury—American Ry. Express Co. vs. McGee, 4 
S. W. Rep. (2d) 679. 

In action against express company for value of trunk de- 
stroyed by fire, wherein defendant contended that it did not 
receive trunks for transportation, instructions requiring jury 
to believe that trunks were so received for transportation by 
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express company, and otherwise to return a verdict for defend. 
ant, held not prejudicial as to defendant.—Ibid. 

Purpose of instructions is to present issues made in plead. 
ings to the jury, and all parties are entitled to have their side 
of case properly presented.—Ibid. 

Claim against express company for value of trunks de. 
stroyed by fire while in depot, made to agent acting as such both 
for railroad and. express company, held sufficient, though agent 
took matter up with railroad company instead of express com. 
pany.—Ibid. 


& 








Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


(Court of Chancery of New Jersey.) A ferry company owes 
to its patrons the duty to provide means of ingress and egress 
to and from its ferry.—Yellow Cab Co. of Camden vs. Risley, 141 
Atl. Rep 161. 

From the duty of a ferry company to provide for its patrons 
means of ingress and egress to and from the ferry springs the 
right of patrons of the ferry to safely travel to and from the 
ferry over the terminal tract provided by the ferry company 
for that purpose by all appropriate means of travel.—Ibid. 

The duty of a ferry company to provide for its patrons means 
of ingress and egress to and from its ferry does not embrace 
a duty to afford taxicab owners a place on the terminal tract 
to occupy in soliciting business.—Ibid. 

If any part of the terminal tract of a ferry company, owned 
by it, and used to afford access to the ferry, is capable of use 
by the ferry company in a manner that does not interfere with 
the discharge of its obligations as a ferry company, as an inci- 
dent of its ownership it may so use, or may permit others to 
use it, for any lawful purpose.—Ibid. 

Taxicab owner restrained from soliciting patronage on ter- 
minal tract of ferry company because of that exclusive right 
having been conferred upon another taxicab company by the 
ferry company. 

(Supreme Court of Illinois.) Ordinance requiring users of 
wagons, motor vehicles, and other vehicles to pay license fee 
for use in city is “wheel tax ordinance,” not revenue measure 
levying property tax, and is valid—Ibid. (City of Lincoln vs. 
Gerard, 160 N. E. Rep. 839.) 

City wheel tax ordinance, requiring license fee from own- 
ers of wagons, motor vehicles for use on streets, avenues, or 
alleys, taxes privilege of such “use,” which means use for travel 
on public streets and highways, and is not objectionable as 
imposing tax on all use of vehicles in city.—Ibid. 

In construing city ordinance, entire ordinance should be 
considered, together with reference to purpose for which it 
purports to have been enacted.—Ibid. 

Under city tax wheel ordinance requiring license fee from 
owners of automobiles, wagons, and like vehicles used on public 
streets, alleys, and avenues, making each use without license 
separate offense, each use of motor vehicle without license 
during term in question was separate offense.—Ibid. 

Penalty of from $5 to $100 for violating city ordinance 
requiring license fee from owners of automobiles, etc., is not 
unreasonable punishment, contrary to constitutional require- 
a that penalties shall be proportional to nature of offense. 
—Ibid. 


x 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(District Court, E. D., North Carolina, Wilmington.) Law 
of general average, requiring contribution in such ratio, is 4 
part of the law of the sea, as distinguished from the law of the 
land.—The Northern No. 30, 24 Fed. (2d) 975. 

Where master of barge at time of fire acquiesced at least 
in action of city fire department in extinguishing flames, and 
services rendered by fire department were for sole preservation 
of the barge and its cargo, and not for the protection of adjacent 
property and neighboring shipping, doctrine of general averasé 
as relating to contribution for damages to cargo resulting from 
water was applicable.—Ibid. 

If action of city fire department in extinguishing fire 92 
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parge is for protection of vessel and cargo only, general average 
arises, regardless of whether master invoked aid of municipal 
authorities or whether the same was invoked under and by 
yirtue of his authority.—Ibid. 

(District Court, S. D., New York.) While overturning of 
a barge, carrying a cargo, which has sprung a leak, justified 
inference that she was unseaworthy at beginning of loading 
operations, or at inception of charter, this inference may be 
overcome by explanation or rebuttal evidence——The Harper 
No. 145. The Independence Hall, 24 Fed. (2d) 993. 

Unseaworthiness at beginning of loading operations of a 
parge chartered to receive cargo from ship, which, after being 
loaded and shifted by the stevedores to make room for a lighter, 
capsized and dumped load into the slip, held not proven.—Ibid. 

That there was negligence of stevedores in handling and 
abandoning in a slip a barge which, after loading from a ship, 
they had shifted, and which shortly thereafter capsized, un- 
doubtedly from water entering through a break in a plank not 
existing when the loading began, held inferable from the cir- 
cumstances. ‘ 

Charterer of barge for receiving cargo from ship and steve- 
dores held guilty of joint negligence and lack of ordinary care 
and prudence, in continuing loading of barge over objection of 
bargemaster that it was being overloaded; so that some of 
the water that came into the barge and caused her to capsize, 
having come in because of the overloading, the charterer con- 
tributed to the disaster.—Ibid. 


G. N. GUARANTY CASE 


The Great Northern lost in the case in which it sought to 
have declared void the certificate of the Commission to the 
Secretary of the Treasury to the effect that the carrier had 
been overpaid $1,329,785.98 under section 209 of the transporta- 
tion act when the Supreme Court of the United States, May 
14, in No. 612, Great Northern vs. United States, affirmed the 
federal court for the district of Minnesota. 

Associate Justice Brandeis, who wrote the opinion of the 
highest court, said the suit had been brought by the Great 
Northern to annul two certificates that had been issued by the 
Commission under section 209. The carrier contended that the 
certificates were orders of the Commission, that they had been 
issued without authority of law and were void. 

The United States and the Commission moved to dismiss 
on the ground that the certificates were not orders of the 
Commission within the meaning of the commerce court and 
urgent deficiencies acts and that the United States had not 
consented to be sued. The lower court dismissed the bill for 
want of jurisdiction. - 

Justice Brandeis said only one of the certificates was of 
importance—the one relating to the overpayment of $1,329,- 
785.98. He said the function imposed upon the Commission by 
section 209 was solely that of determining the amount required 
to make good the government’s guaranty. He said it was not 
an exertion of delegated power to regulate interstate commerce 
—that the duty might have been conferred on other government 
Officials. He also said that a certificate under section 209 was 
a recital of a finding of fact and that there was no power in 
a Commission to order anything in connection with the cer- 
tificate. 

“We find no reason for thinking that because Cognress con- 
fided to the Commission the task of certifying the amount to 
be paid to carriers from the public treasury, as an incident to 
the World War, it thereby consented that the United States 
should be sued in the special proceeding in equity devised long 
before to control the Commission’s execution of its regular 


functions in enforcing the interstate commerce act,” said Justice 
Brandeis. 


RAILROAD TAX CASE 


In an opinion by Associate Justice McReynolds, the Su- 
Preme Court of the United States, May 14, in No. 263, St. Louis 
& Southwestern Railway Co. vs. J. H. Nattin, tax collector, 
Consolidated Road District, Parish of Bossier, La., upheld 
assessment of a tax against the railroad to meet payments 
on a bond issue covering a highway improvement. The highest 


ed upheld the federal court for the western district of Lou- 
Siana. 


MOTOR VEHICLE REGULATION 


A city ordinance of South Bend, Ind., providing for impo- 
sition of a license fee on bus operators in interstate commerce, 
was declared void by the Supreme Court of the United States, 
May 14, in an opinion by Associate Justice Brandeis in No. 208, 
Otis Sprout vs. City of South Bend, Ind. The Supreme Court 
of Indiana was reversed. 

Sprout operated a passenger bus between points within 
South Bend and Niles, Mich. He paid the state license fee, but 
refused to apply for a South Bend city license. He was con- 
Victed and a penalty of $50 was imposed. Among other things, 
he contended the ordinance violated the commerce clause. 

Justice Brandeis said that primarily Sprout’s business was 
interstate. He said it was true that, in the absence of federal 
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regulation covering the subject, states might impose regulations 
for the purpose of insuring public safety and that a license fee 
to cover the cost of administering such regulations might be 
charged with respect to interstate operations. He said, how- 
ever, that in the instant case, it did not appear that the license 
fee was of the character outlined and that its exaction could 
not be sustained as a police measure. He said the ordinance 
was void because of imposition of the license fee. 
a 


SUPREME COURT ACTION 


The Supreme Court of the United States, May 14, denied 
petitions for writs of certiorari in the following cases: No. 
855, New York Central vs. Bielmeier; No. 863, Chicago Great 
Western vs. Crouch, special administrator; No. 869, Midland 
Valley Railroad Co. vs. Imler; and No. 883, G. H. & S. A. Ry. 
Co. vs. Wilson. - 

In No. 865, Wright, administrator, vs. Grand Trunk, a peti- 
tion for writ of certiorari was granted. 


ADMIRALTY DECISION REVERSED 


Chief Justice Taft, of the Supreme Court of the United 
States, in Nos. 510-20, inclusive, the Compania de Navegacion, 
petitioner, vs. Fireman’s Fund Insurance Co., and other insur- 
ance companies, May 14, delivered an opinion reversing the 
Fifth Circuit Court of Appeals. Chief Justice Taft said eleven 
libels were filed by the petitioner in the federal court for the 
eastern district of Louisiana against as many different insur- 
ance companies on eleven separate policies insuring the tug 
“Wash Gray” in favor of libelant as owner and covering a 
voyage of the tug while in tow from Tampico, Mex., to Gal- 
veston, Tex. The tug was lost. The district judge found for 
the owner of the “Wash Gray” on all the policies. The Circuit 
Court of Appeals reversed that decision and dismissed the libels. 
The highest court found in favor of the owner cf the tug. 


WAR-TIME SEIZURE CASE 

The Supreme Court of the United States, May 14, sent 
cases involving claims for seizure of shipping property by the 
government at the beginning of the war with Germany back 
to the Court of Claims for further proceedings. This action 
was taken in Nos. 3, 4 and 5, the Hamburg-American Line 
Terminal & Navigation Co., and the Atlas Line Steamship Co. 
against the United States. The companies sought to recover 
money from the United States for seizure of docks, piers, 
tugs, boats and equipment on April 6, 1917. The Court of 
Claims sustained demurrers to the petitions of the claimants. 
The highest court reversed those judgments. 


REPARATION POWER LIMIT 


The question whether the Commission has the power to 
award reparation to a shipper when it finds unreasonable a rate 
or rates previously prescribed or approved by it (see Traffic 
World, March 24, p. 706), is before the federal court for the 
district of Arizona in No. L-560 (Phoenix), F. A. Gillespie et al. 
vs. Arizona Eastern et al., and No. L-561 (Phoenix), Same vs. 
Santa Fe et al. 

Suit was filed by the plantiffs to recover on an award of 
reparation made by the Commission in No. 14091, Associated 
Oil Co. vs. Arizona Eastern et al., 112 I. C. C. 350. Arguments 
have been made and the parties are awaiting the judgment of 
the court. In the course of the argument, it has been reported, 
Judge Jacobs said there was doubt in his mind as to whether 
the rates involved in that docket number had been previously 
approved by the Commission but that if the defendants could 
establish that fact, the court would decline to enforce the award. 
In a brief filed by E. W. Camp, Chalmers, Fennemore & Nairn, 
Baker & Whitney, James E. Lyons and F. W. Mielke, attorneys 
for the railroads announced it as their position that in this case 
the power of the Commission should be construed as was the 
power of the Washington commission in Northern Pacific vs. 
Department of Public Works (Wash., 1925), 240 Pac. 362. In 
that case, as summarized by the attorneys for the railroads, 
the Washington supreme court held that the Department of 
Public Works could not award reparation against rates which 
it had fixed after hearing. Their conclusion, as set forth in 
their statement of position was “that the power to award repara- 
tion is confined to carrier-made rates and does not apply to 
rates prescribed or approved by the Interstate Commerce Com- 
mission.” After citing a number of state cases the defendants 
asserted that, inferentially the Supreme Court of the United 
States, had recognized the distinction between Commission-ap- 
— and carrier-made rates in Keogh vs. C. & N. W., 260 U. S. 
156. 

A further position taken by the railroads was that if the 
interstate commerce law were constructed as to purport to vest 
authority in the Commission to award reparation against an 
approved or prescribed rate the act, in those particulars, would 
be unconstitutional as denying the carriers due process of law.. 
In conclusion, the railroad attorney said: 


In conclusion we bag eer submit: 

That owing to the Commission’s approval of the rate assessed 
that rate was a lawful one at the time of its assessment and could 
not be made unlawful as to the past by report or order of the Com- 
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mission in a subsequent collateral hearing; that the interstate com- 
merce act does not purport to authorize the Commission to award 
reparation against rates prescribed or approved by the Commission; 
that the act authorizes reparation against unlawful rates only, and 
that the rate here at issue was lawful; that if the interstate com- 
merce act ‘is construed as purporting to authorize the Commission 
to make an award of reparation in a case of this kind, the act in 
that respect would be unconstitutional as depriving the carriers of 
their property without due process; that the defendants had an 
absolute right to the revenues accruing to them by virtue of the 
collection of the charges approved by the Commission, which charges, 
by virtue of that fact, were conclusively lawful charges, during 
their approved operation; that any action on the part of the Com- 
mission in a collateral proceeding purporting retroactively to render 
these rates unlawful would be taking the property of defendants 
without due process of law; that the defendants, as a matter of 
natural justice and equity as well as under the principles of the 
constitutional guarantee and applicable statutory law, are entitled 
to protection of the rate assessed; and that, therefore, the order of 
reparation is invalid and unenforceable. 


THEFTS FROM INTERSTATE COMMERCE 


“In October, 1927, the representatives of five different rail- 
roads operating in the state of Oklahoma made complaint to the 
investigation officers of the Department of Justice that an or- 
ganized band of box-car thieves had stolen about $25,000 worth 
of merchandise within the few preceding months,” says the 
department. “As a result of the investigation William H. 
Webster and Charles Helvy were arrested and gave statements 
implicating six other persons in the theft of the merchandise, 
about $2,000 worth of which was recovered. 

“The operations of this organized band of robbers of mer- 
chandise in interstate commerce was carried on by Helvy and 
Webster boarding freight trains and entering box cars, from 
which selected merchandise would be thrown. These com- 
modities would be picked up by other parties to the robbery 
along the railroad tracks. The merchandise would be placed on 
trucks and hauled to nearby towns and sold. One of the parties 
to the thievery, J. C. Tingley, was purchaser of large quantities 
of the stolen goods at greatly reduced prices. Most of the rob- 
beries occurred during September and October of 1927 at or 
near the towns of Chickasha, Duncan, Anadarko and Cement, 
Okla. 

“All of the persons implicated in these robberies were in- 
dicted by a federal grand jury in Oklahoma City in January 
last. After extended periods of delay, defendant William H. 
Webster entered a plea of guilty and sentence was deferred on 
the theory that he might subsequently be used as a government 
witness. The defendant: Charles Helvy escaped and his bond 
was forfeited. Defendant Tingley was sentenced to five years 
in the Leavenworth penitentiary and to pay a fine of $2,500. 
The trial and sentence of the other persons was deferred until 
the next term of court.” 


RATES ON COTTONSEED 


Hearing in docket 20316 and Sub. 1, East St. Louis Cotton 
Oil Company against the Illinois Central and others, was held 
at Chicago before Examiners Kerwin and Pyle May 14. 

The complaint charges that the rates on cottonseed from 
points on the line of the Illinos Central, Yazoo & Mississippi 
Valley and the Mobile & Ohio in Tennessee, Mississippi and 
Kentucky to East St. Louis were unreasonable. Reparation is 
sought and, in the sub-number, reasonable rates for the future. 

W. W. Manker, assistant traffic manager, Armour and Com- 
pany, said the complainant company was a subsidiary of Armour 
and Company and that the shipments involved in docket 20312 
moved between August 25 and October 16, 1925. Reparation to 
the extent of $8,250 was asked, the basis contended for being 
that put in by the Illinois Central October 17, 1925. In the sub- 
number, the specific amount of reparation sought was not stated. 
It covered numerous shipments that moved after reductions in 
the rates had been made by the M. & O. The M. & O. rates, 
however, were not brought to the level of those established 
by the Illinois Central. Mr. Manker explained that the rates 
were all involved in docket 17000, part 8. He said reparation 
was not sought to the basis that would eventually be prescribed 
in that proceeding, though he felt that the Commission would 
require a lower level than the complainant was asking. The 
average loading of 219 shipments involved in the complaint, 
according to his testimony, was 54,097 pounds, with an average 
haul of 334 miles; the average car-mile earnings, on the basis 
of the rates paid, of 50.66 cents. The average car-mile earnings 
on the basis sought would have been 36.79 cents, he said. In 
1925, the average revenue per car-mile, all traffic, of the Illinois 
Central was 22.1 cents, and for the M. & O., 21.2 cents, he 
showed. “We believe this clearly shows the rates paid were 
unreasonable and that the basis sought is high,” he said. 

Prior to the testimony of Mr. Manker, H. L. Walker, of the 
Mobile & Ohio, asked that the cases be consolidated with docket 
17000, part 8. He said there were numerous formal complaints 
already consolidated with the general investigation entirely 
similar to the issues involved in the sub-number. There had 
been twenty weeks of hearings in the general case, he said, 
and thousands of exhibits had been put in. In view of that, he 
thought his request should be granted. 

Testimony was introduced for the carriers by J. L. Shep- 
pard, general freight agent, Illinois Gentral, and Robert. A. 
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Chadwick, commerce agent, M. & O. They made numerous rate 
comparisons in defense of the reasonableness of the rates 
charged. 

Mr. Sheppard said the Illinois Central had not established 
the lower rates October 17, 1925, to which basis the complain. 
ant sought reparation, because it believed the rates in effect 
prior to that were unreasonable, but to bring about a better 
relationship between East St. Louis and Cairo, IIl., and certain 
other milling points. 





COMPLAINT WITHDRAWN 


At the hearing in docket 20258, Goodman Manufacturing 
Company against the C. & E. I. and others, at Chicago before 
Examiners Kerwin and Pyle, May 14, the complaint was with- 
drawn by George P. Boyle, on behalf of the complainant. It 
involved alleged overcharges on electric mine locomotives, car- 
load, shipped from Chicago to destinations in Alabama, Ken. 
tucky, Tennessee and Virginia. 


SUGAR INVESTIGATION 


In No. 13569, southeastern sugar investigation and cases 
grouped therewith, the Commission has further postponed until 
August 10 the effective date of the orders of November 8, 1927. 


COAL ROAD ASKS REHEARING 


The Chesapeake & Ohio has asked for rehearing in No, 
13158, Nelson Fuel Co. et al. vs. Chesapeake & Ohio et al., in 
which the Commission made a finding of unreasonableness of 
rates on coal from mines on the Greenbrier & Eastern, now 
owned by the Chesapeake & Ohio, and awarded reparation to six 
complainants aggregating $461,658.56. 

The complainants have brought suit to recover on the award 
of reparation, in the federal court for the southern district of 
Ohio, at. Cincinnati. (See Traffic World, May 12.) The amount 
claimed by the complainants totaled about $579,000. 





SALT RATE INVESTIGATION 


An investigation into the rates on salt, carloads, from pro- 
ducing points in the states of Louisiana, Ohio, Michigan, Kan- 
sas, West Virginia, New York and Chicago, Ill., to points in 
Southern territory, and between points in Southern territory, 
including rates from the ports, has been ordered by the Com- 
mission in No. 20877, rates on salt to and between points in 
Southern territory. The Commission acted after having had 
under consideration a petition filed on behalf of Southeastern 
and Carolina carriers for a general investigation of the rates 
applicable to salt in Southern territory. 

The investigation will be made “with a view to making 
such findings-and orders in the premises and prescribing such 
just, reasonable and lawful rates as the facts and circumstances 
may appear to warrant.” 

All carriers subject to the Commission’s jurisdiction, par- 
ticipating in the transportation covered by the order, were made 
respondents. The proceeding is to be assigned later for hearing. 


EXPLOSIVE RULE CHANGES 


The Commission, by division 6, in No. 3666, the case in 
which the Commission handles rules and regulations for the 
transportation of explosives and other dangerous articles by 
freight and express, has approved, without change, amendments 
to the rules set forth in the proposal dated March 14. (See 
Traffic World, March 24, p. 725.) The changes are to become 
effective August 15. 


CHANGES IN DOCKET 


Hearing in No. 20673, Maritime Contracting Corp. vs. B. & 
O. R. R. et al., assigned for May 14, at New York, N. Y., before 
Examiner Ames, was postponed to a date to be hereafter fixed. 

19693, Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 
was set for further hearing at New York, May 16, before Ex 
aminer Griffin. 

Hearing in No. 20386, Commercial Club of Faulkton, S. D., 
vs. C. M. & St. P. Ry. et al., assigned for May 17, at Faulkton, 
S. D., before Special Examiner Rogers, was postponed to a date 
to be hereafter fixed. 


CONSTRUCTION OF NEW LINES, ETC. 


Representative Stevenson, of South Carolina, has introduced 
H. R. 13650, a bill providing that the authority of the Commis 
sion conferred by paragraphs 18 to 21, inclusive, of section 1 of 
the interstate commerce act “shall not extend to the construc: 
tion or abandonment of spur, industrial, team, switching, or side- 
tracks located or to be located wholly within one state, or of 
street, suburban, or interurban electric railways carrying pas 
sengers or freight, or both, which are not operated as part or 
parts of a general steam-railroad system of transportation. 
Paragraph 22 of section 1 of the act would be amended to read 
as set forth above. 
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BARGE LINE EXPANSION 
The Traffic World Washington Bureau 


Passage of the Denison barge line expansion bill was fore- 
cast immediately after the House, May 15, approved a rule for 
the consideration of the bill reported by the rules committee. 
Representatives Denison, of Illinois, and Newton, of Minnesota, 
had urged the rules committee to act favorably on the bill. 

In the debate preceding the approval of the rule, Represen- 
tative Bankhead, of Alabama, spoke in favor of the Denison 
bill. Representative Abernethy, of North Carolina, in the dis- 
cussion, said he would vote for the bill but that General Ash- 
purn, of the Inland Waterways Corporation, “allowed the trans- 
portation to be taken off the inland waterway from Baltimore 
to the South, and he has done nothing to restore it.” The 
reply to that was that General Ashburn did not control the 
policy of the corporation. 

Debate in support of the bill, following the arguments put 
forth in the majority report of the interstate commerce com- 
mittee, was participated in by Chairman Parker, of the com- 
mittee; Mr. Denison; and Mr. Newton. Representative Merritt, 
of Connecticut, spoke against the bill. 

Without a record vote, the House May 17 passed the Den- 
ison barge line bill. It was amended to provide that the Sec- 
retary of War, with the approval of the President, after con- 
ditions specified in the bill had been met, might sell or ‘lease 
an entire unit of the Inland Waterway Corporation, such as the 
Warrior River division or the Mississippi division. The measure 
was sent to the Senate. 

Representative Merritt, of Connecticut, member of the 
House committee on interstate and foreign commerce, filed a 
minority report on the Denison barge line expansion Dill. 
Said he: 


Appreciating fully the importance and desirability of using the 
great natural waterways of the nation it is not easy to oppose a bill 
which is designed to increase this use. But for any apparent present 
advantage it is always unwise to ignore basic constitutional and 
economic law and experience. It is certain that it was never the 
intention of the founders of this nation and. it has never been the 
practice, except in time of war, for the government to operate 
private commercial business. 

During the war the congestion of the railways was so great that 
the president used part of his five hundred million discretionary fund 
to purchase equipment and start a barge operation on the Warrior 
River to serve the iron-producing regions of Birmingham, and also 
some towboats and barges for the Erie Canal in New York. 

The operation of this project through the secretary of war proved 
unsatisfactory and there was finally in June, 1924, passed an act 
which created the Inland Waterways Corporation, the entire capital 
stock amounting to $5,000,000, being subscribed for and owned by 
the United States. 

To this corporation was turned over all the barges and towboats 
—— used in the Warrior River operation by the Secretary of 

ar. 

General Ashburn states that this property, up to the time of its 
being taken over by the corporation, had cost the government some 
thirteen millions of dollars and that since that time Congress has 
appropriated for the use of the corporation five millions for the 
capital stock and for other uses about $6,000,000 so that the property 
account of the corporation at present stands about twenty-four or 
twenty-five millions of dollars. : 

It should not be forgotten, however, that more than half of that 
is due to the excessive war cost of the original equipment, most of 
which was badly designed and has since been scrapped. It is men- 
tioned merely to complete the picture and not as an indication of the 
inherent waste of the project. It is true, however, that according 
to the testimony of the manager, Major General Ashburn, the operat- 
ing results of the corporation since the property was taken over in 
1924—not allowing for any interest on capital—have just about brokén 
even. 


_ An examination of the bill will show that it is a tremendous pro- 
ject, providing as it does for the operation of a barge line on the 
Mississippi River from New Orleans to St. Paul, on the Mississippi 
and Missouri from New Orleans to Sioux City and on the Warrior 
River to Birmingham, Ala., and on the Illinois River to Chicago. 

The bill also looks forward to the extension of the service to all 


a of the river, so that the project really is of enormous 
extent. 


The bill provides that when proper facilities for navigation are 
provided and certain other requirements are satisfied. that the prop- 
erty and business of the corporation may be sold under certain lim- 
iItations. While this provision on its face seems to hold out a hope 
that the business will be transferred to private ownership, it will be 
found that in view of the conditions that must be complied with before 
the er is sold that the hope of its disposition to private parties 
is slight. 

One of the witnesses who is familiar with all of the conditions 
testified that he thought the appropriation had better be fifteen 
Millions rather than ten at the present time, and that at the present 
rate of improvement it would be some 25 years before it could be 
turned over to private enterprise. He thought, however, that per- 
haps by adequate appropriations it might be reduced to 15 or 10 
years; but who can doubt that, if the initial operations prove satis- 
factory to certain towns and cities along the banks of the river 


; irrespective of whether the operation i§ an economic success, there 


will be many demands upon Congress for increased appropriations to 
provide increased equipment that can not be resisted. 

The result will be that at the end of even 10 or 15 years the in- 
vestment will be so great that it is most unlikely that private parties 
will take it over. It may also be confidently predicted that inas- 
much as this corporation will be operated by the United States there 
Will be a constant pressure both on the corporation and on Congress 
to fix rates to suit the shippers without any regard to the value of 
he service or its cost. If this state of facts should obtain it would 


rg be favoring a class of shippers at the expense of the country 
arge. 


One reason which is given by its advocates for this legislation is 
that the investment of the United States in the river is so great 
that it ought to be. utilized. As an economic proposition it may ke 
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it, namely that it should be utilized if it can be done profitably to 
the country at large. It has always been the practice of the United 
States to improve rivers and harbors for the purposes of navigation, 
and enormous sums have been spent all along the coast and on inland 
waterways for this purpose. But when these improvements have 
been made and navigation made possible it has been the universal 
practice to rely upon private initiative and private resources for 
conducting commerce on these waterways. There is no more reason 
for the United States operating barge lines upon the Mississippi 
River than there is for its operating barge lines on Long Island 
Sound or the Hudson River. 

Another reason given by the advocates of this legislation is that 
in order to attract private capital the feasibility of profitable operation 
must be demonstrated. But it will be noted that the only tributary 
of the Mississippi to which this bill does not apply is the Ohio River, 
and the reason is that in consequence of the improvement already 
made upon that river a tremendous privat operation is now going on, 
and it is certain that when it is completed a line of common carriers 
will be in operation on a large scale. 

_ if this result has followed the improvement of the Ohio River it 
is a fair presumption that it will also follow on the Mississippi and 
other tributaries. 

Considering this bill, with all its tendencies and implications, it 
would appear that its advocates are yielding to the temptation which 
has been so strong in other directions, namely, to endeavor to bring 
about quickly a desirable result which, in the end, would be better 
accomplished, although more slowly, by a natural economic develop- 
ment. The power of the United States is so great and so far-reaching 
that there is always a tendency to use this power to produce broad 
and important results, although it is generally agreed that these 
results should more properly be brought about either by the operation 
of the states themselves or, still better, by individuals or combina- 
tions of individuals. Unfortunately this tendency, when once yielded 
to, makes an added temptation to use the power of the United States 
in many other directions to the detriment of the independence and 
initiative both of states and individuals. It appears to the minority 
that this tendency should be resisted in this case to the ultimate 
advantage of the nation and to all concerned. 


KANSAS CITY BARGE TERMINAL 


Major-General T. Q. Ashburn, ‘chairman and executive of 
the Inland Waterways Corporation, has advised the Secretary 
of War of receipt of advices from C. C. Daniel, president of the 
Central Industrial District Association, of Kansas City, Mo., that 
a wharf bond issue has been carried by a big majority. 

“This is another illustration of results from the operation 
of the Inland Waterways Corporation in demonstrating to the 
people of the United States that by the cooperation of rail and 
water carriers the public may obtain cheaper combined rail and 
water transportation than all rail, and that both the railroads 
and the waterways can secure a living revenue from such op- 
erations,” said a statement issued by the War Department in 
connection with the announcement from Kansas City. 

“It is also illustrative of the spirit of the entire west, where 
the citizens of large municipalities, such as Kansas City, are 
willing to go ahead and vote bond issues, running into the hun- 
dreds of thousands of dollars, on the basis of their faith in the 
future of our waterways. 

“It also indicates their appreciation of the lesson portrayed 
by the corporation, that to reap the benefits to which they are 
justly entitled by their fortunate location upon streams, they 
must utilize those streams; and that in order to extend the 
benefits of combined rail and water transportation to the people 
of the interior, particularly the farmers, cities situated on the 
rivers where great railroads center, must create terminals for 
interchange of freight between rail and water carriers.” 


BARGE LINE INJURY TO SHIPPERS 


J. H. Johnston, secretary and treasurer of the Oklahoma 
Cottonseed Crushers’ Association, has written the following 
letter to Senators and Congressmen from Oklahoma: 


I wrote you sometime ago in regard to H. R. 10710 providing for 
extension of inland waterway transportation. Since that letter was 
written I came into possession of a reprint from the Grand Island 
(Nebraska) Daily Independent, which gives the views of President 
Ryan, of the Nebraska Traffic League, as to why ‘‘Missouri River 
navigation cannot benefit interior Nebraska.’’ (See Traffic World edi- 
torials, January 14 and 28, 1928.) 

There is not a single reason adduced by Mr. Ryan in regard to 
the effect of this legislation upon the shippers of the state of Ne- 
braska which does not apply with equal force to the shippers in 
the state of Oklahoma, as Grand Island, Neb., is located upon as 
good a potential waterway as is any town in Oklahoma. 

In advocating or voting for an extension of this inland water- 
way transportation, the shippers of Oklahoma are being placed in this 
position, viz.: 

First: They are made to bear their share of the first cost of 
the facility. 

Second: They will be expected to contribute their share of the 
yearly deficit which will result from its operation. 

Third: Their competitors at Memphis, St. Louis and Kansas City 
will be enabled to secure transportation benefits, which are real, 
while ours are but fanciful. 

Fourth: By reason of such benefits the river towns will be able 
to undersell our shippers and manufacturers at points much nearer 
than half way from the latter. 

Fifth: Grain from Nebraska and Kansas will be diverted from its 
natural course through Oklahoma and Texas to the Gulf, and for- 
warded via the Missouri and Mississippi Rivers, thus depriving us 
of the benefits of this tonnage and its influence for lower all rail 
freight rates. 

Sixth: By reason of this diversion of traffic, we will have need for 
less terminals, round houses, shops, and railroad employes in Okla- 
homa and Texas than we would if the government did not operate 
this free service on the rivers. 

Verily, a man who would be foolish enough to saddle such a 
condition upon himself or his constituents should hire somebody to 
kick him vigorously around the block and then pay the bill for dam- 
ages to his footwear. / 

I would like to direct your further attention to a statement 
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made on this bill by Mr. Darronzett, upon behalf of the Texas in- 
terests represented by him, before the House committee on April 
25." If that statement and the arguments so forcibly made by Mr. 
Ryan of the Nebraska Traffic League do not convince a man that 
inland communities cannot secure any benefits from and will be 
injured by this extension of inland waterway transportation, I am 
at a loss to know what would be considered convincing testimony. 


MOTOR VEHICLE LEGISLATION |. 
The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
decided May 15 to defer action on proposed motor vehicle legis- 
lation until the next session of Congress. 

Prior to the action of the committee a bill providing for 
regulation of common carrier motor vehicle passenger busses in 
interstate and foreign commerce within the United States 
merely by requiring operators to provide surety bonds was 
prepared by the sub-committee of the House committee on inter- 
state and foreign commerce appointed to consider the question 
of motor vehicle legislation following the hearings on the Parker 
bus bill. It was understood that the vote of the sub-committee 
on the bill was three to two. The sub-committee was com- 
posed of Representatives Cooper, of Ohio; Hoch, of Kansas; 
Nelson, of Maine; Huddleston, of Alabama, and Lea, of Cali- 
fornia. 

The sub-committee bill provides that no carrier shall operate 
or use a motor vehicle for the transportation of passengers as 
a common carrier for hire in interstate and foreign commerce 
within the United States unless there is in force with respect 
to such vehicle a surety bond conforming to the requirements 
of the bill. 

The bill provides that the surety bond shall bind the surety 
thereunder to compensate persons for personal injuries and loss 
and damage to property and shall be in such amount and with 
such sureties as the Interstate Commerce Commission shall 
deem adequate to protect the public interest. Bonds must be 
approved by the Commission and certificates of approval of 
bonds issued by the Commission shall be posted in the vehicle. 
A civil penalty of $100 is provided for violation of the provisions 
of the bill. 

The proposed legislation is unsatisfactory from the view- 
point of the steam railroads, electric railroads, state commis- 
sions and bus operators who supported the Parker bill. Under 
the sub-committee bill, there would be no provision for a cer- 
tificate of public convenience and necessity as a condition 
precedent for operation—a requirement that the principal advo- 
cates of motor vehicle legislation regard as essential in any 
scheme of regulation that may be devised. 

A committee representing the state commissions, the bus 
division of the American Automobile Association and others 
that supported the Parker bill had a conference with Chairman 
Parker of the House committee and expressed the opinion that 
legislation along the line proposed by the majority of the sub- 
committee of the House committee would fall so far short of 
meeting the needs of the situation that it would be preferable 
that no legislation should be attempted at this session than 
that the subcommittee bill should be enacted. At the same 
time it was urged that some effective legislation ought to be 
promptly enacted. It was after this conference that the House 
committee voted to postpone action on motor vehicle legislation 
until the next session of Congress. 


CHAMBER OF COMMERCE ACTION 


The text of the resolutions relating directly or indirectly 
to transportation, adopted by the Chamber of Commerce of the 
United States at its annual convention (see Traffic World, 
May 12), follow: 


Government and Business 


The very essence of civilization is that there be placed upon the 
individual only that degree of restraint which shall prevent the 
encroachment upon the rights of others, thus releasing to the utmost 
individual initiative in every proper direction. 

Our form of government most effectively expresses and maintains 
this principle. Within our basic law exists ample provision for such 
changes as may from time to time be necessary to safeguard our 
people. It is, therefore, essential that our government should scrupu- 
lously refrain from entering any of the fields of transportation, com- 
munication, industry, and commerce, or any phase of business, when 
it can be successfully undertaken and conducted in the public interest 
by private enterprise. Any tendency of government to enter such 
fields should be carefully weighed in the light of its possible effect 
upon the very genius of our institutions. 


Merchant Marine 


The Chamber reiterates its opposition to government ownership 
and operation of merchant ships and renews its advocacy of the 
establishment and maintenance of the shipping services needed in the 
interest of our commerce and national defense through mail and cargo 
contracts, and such other measures as may be required to enable 
private shipowners successfully to meet foreign competition. 

The Chamber advocates continuance of the essential services 
pursuant to the merchant marine act 1920, and their sale to private 
parties upon liberal terms or for cash as early as possible. The 
Chamber is, however, strongly opposed to any new program of build- 
ing merchants ships for government account because it will prolong 
government ownership and operation, and because it is unnecessary 
and will retard rather than advance the upbuilding of a privately 
owned merchant marine. There is an abundance of private capital 
available for constructing ships under favorable government arrange- 
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ment which will measurably offset the difference in American and 
foreign construction and operating costs due primarily to higher wage 
levels in this country. 

Pending legislation provides for the encouragement of ship build- 
ing by liberalization of the construction loan fund provisions, by 
favorable contracts for the carriage of mails, and by provisions for 
payments by the government to officers and men of the merchant 
marine enlisting in the naval reserves. 

The Chamber believes that legislation should make definite provi- 
sion for placing all essential services in responsible private hands 
on a basis to assure permanency of operation and modernization and 
replacement of vessels through private enterprise. 


Government Marine Insurance Fund 


The National .Chamber is already on record in opposition to the 
entry of the government into the marine insurance business, whether 
for the purpose of insuring the government’s equity in vessels sold 
to private parties or otherwise. The Chamber reiterates this posi- 
tion, believing that the provisions of the Jones-White bill which 
authorize the Shipping Board to include in its activities marine under- 
writing constitute an unnecessary and unsound abridgment of private 
enterprise. 

Ocean Bills of Lading 


Proposals have for several years been pending for the adoption of 
measures which would further the unification of ocean bills of lading. 
These measures are of great importance to the simplification of these 
instruments of foreign trade. The Chamber urges prompt_legisla- 
tion by Congress with a view to enactment of the Hague Rules in 
suitable form to be applicable to American conditions. 


Postal Rates 


The importance of proper postal rates as affecting business and 
public welfare has been urged by the Chamber in previous resolutions. 
The harmful effects of the present rate schedules continue to be 
evident. The Chamber accordingly urges that adjustment of postal 
rates be accomplished on a basis which will allow unhampered use 
of postal facilities, and that relief legislation to this end be enacted 
at this session. 

. Commercial Aviation 


We express our appreciation and support of the policies announced 
by the Department of Commerce for the promotion of commercial 
aviation, and commend these policies as giving private initiative the 
utmost encouragement toward the building of air commerce upon a 
sound basis for future expansion. 

The rapid growth of aviation has demonstrated the need of laws 
governing inspection, regulation, and licensing of aircraft and airmen. 
The federal legislation of 1926, and the regulations promulgated under 
it by the Department of Commerce, have established workable stand- 
ards for these purposes. There is need of state legislation dealing 
with aviation which is intrastate in character, and it is of para- 
mount importance that in enacting such legislation the states should 
conform their legislation and regulations to those of the federal gov- 
ernment for interstate regulation, in order that in all appropriate 
particular standards may be uniform throughout the United States. 
To this end a form of state legislation has been drafted under the 
auspices of the American Bar Association with the approval of the 
Department of Commerce. The attention of the members of the 
United States Chamber is invited to this draft for state legislation. 

Air transport also has its international aspects, threugh the rapid 
growth of international air services. All sound proposals for inter- 
national conferences on the subject of air transport are accordingly 
approved, in order that there may be exchange of information, de- 
velopment of facilities, and the harmonizing of national regulations 
with respect to clearance of aircraft, customs, immigration, and 
health essential for the promotion of international aviation. 


Commercial Arbitration 


The sense of responsibility which has long characterized many of 
the most important parts of American commerce is spreading to other 
fields of trade. It appears in the standards which trades have set up 
for the guidance of their own members and for the information and 
assurance of the public. These standards should always be accom- 
panied by provisions for arbitration of differences which arise, and 
all transactions in such trades should include agreement to submit to 
arbitration any questions which develop from them. The availability 
of arbitration inspires confidence that honest differences of opinion 
can be quickly and economically resolved in accordance with the 
facts. In aiding the use of arbitration in the fields of commerce, both 
national trade associations and local commercial organizations, there- 
fore, have opportunities of the highest order and in keeping with the 
purposes for which they exist. 

_Agreements to arbitrate questions growing out of transactions of 
which the agreements are a part will always have their main support 
from business men, but they should likewise have the support of the 
courts in order that no one may evade the business obligations he has 
undertaken. Every state of commercial importance should accordingly 
have legislation which will assure that agreements entered into as a 
part of commercial transactions to arbitrate questions which may sub- 
sequently grow out of these transactions will be enforced by the 
courts in accordance with their terms and that when arbitration 
proceeds in the manner provided in the legislation the award will be 
enforced by the courts. a 


Proposed resolutions, submitted by member organizations, 
embodying subjects not covered by the resolutions adopted, were 
referred to the board of directors of the Chamber. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of April 15, was 71.7, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
62; refrigerator, 77.6; coal and coke, 78.9; stock, 85.8; flat, 78.8; 
tanks and others, 94.9. By districts the percentages for all 
classes of equipment were as follows: Eastern, 63.5; Allegheny, 
79.6; Pocahontas, 69.8; Southern, 71.9; Western, 73. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of April 15, showed the 
following: Eastern district, 98.3 as against 99.2 a year ago; 
Allegheny, 101.8 as against 101.1 a year ago; Pocahontas, 82.7 
as against 77.5 a year ago; Southern, 98.2 as against 97.9 a year 
ago; Western, 96.2 as against 97.4 a year ago; all districts, 97.5 
as against 97.7 a year ago; Canadian roads, 99.2 as against 96.2 
a year ago. 
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May 19, 1928 


U.S. AND CANADIAN RATES 


The Traffic World Washington Bureau 


The Commission, May 16, sent to the Senate a report, des- 
ignated as Ex Parte 92, in response to Senate resolution No. 208 
(see Traffic World, May 5, p. 1088), calling for information as 
to rates on grain in the United States and in Canada and as 
to freight rates generally on American as compared with Cana- 
dian railways. 

In discussion of the general situation the Commission said 
the Canadian National, owned by the Canadian government, 
failed to earn enough to pay the interest on its debt by $42,- 
197,664 in 1925, and in 1926 failed to earn its interest by 
$29,894,072. It said these figures did not reflect in full the 
extent to which the Canadian National failed to earn its op- 
erating expenses and a reasonable return upon its investment. 

The Commission submitted information showing that if tax 


_accruals in the United States were on the same basis per mile 


of railroad as in Canada, railway tax accruals in the United 
States would have been approximately $330,000,000 less in 1926 
than they were—$396,538,002. 

The report follows: 


The Commission has the honor to submit the following report in 
compliance with Senate resolution No. 208: 

1. The rates for all-rail transportation of wheat from the points 
named in paragraph 1 of the Resolution to the destinations therein 
named, on domestic and foreign commerce, together with the dis- 
tances from such points of origin to Duluth, are as follows: 


Distances and Carload Rates in Cents Per 100 Pounds for the All-Rail 
Transportation of Wheat From and to the Points Indicated. 


EXPORT RATES 


Distance New Phila- Balti- Bos- 

From to Duluth York delphia more ton 
a, See ee 252 52 51 50.5 52 
Devil’s Lake, N. D. ....++- 384 55 54 54.5 55 
SS ae Ee ere 446 59 58 57.5 59 

Giaseow, Mont. ..cccscees 779 70.5 69.5 69 70.5 
BORE, BEOME.. o.cccicicciccccvie 893 75 74 73.5 75 

Bozeman, Mont. ........« 1033 77.5 76.5 76 77.5 
a 932 75 74 73.5 75 
eS ree 1131 80 wo 78.5 80 

Kaliepell, Mont. ......0s- 1195 83.5 82.5 82 83.5 
DUUEn, MEIAM. 2... ccccccce exetaxe 45 44 43.5 45 





Phila- 
New del- Balti- Bos- 
From ’ York phia more ton 
Le Se: eee 5 57.5 56.5 61.5 
Devil’s Lake, N. D 5 60.5 59.5 64.5 
Bismarck, N. D. 5 64.5 63.5 68.5 
Glasgow, Mont. 76 75 80 
Billings, Mont. 5 80.5 79.5 84.5 
Bozeman, Mont. .... 83 82 87 
Cee rrr 5 80.5 79.5 84.5 
FIGIGHR, TIONG... ccc cccveesis 5 85.5 84.5 89.5 
Kalispell, Mont. 89 88 83 
Po a 5 50.5 49.5 54.5 


2. The following table shows comparisons of the rates on wheat 
from the points in Montana and North Dakota named in paragraph 
1 of the resolution to Duluth, with rates on the same commodity 
from points in western Canada to Fort William, Ont., for like dis- 
tances: 


Comparisons of Rates on Wheat From Points in North Dakota and 
Montana to Duluth With Rates for Like Distances From Points 
in Western Canada to Fort William, Ont. : 


From To Miles Rate 
a a. Ser ae oo a ras 252 16.5 
Devas Lene, MN. BD. ivces i ae rere 384 19.5 
Lydiatt, Man. ...c.cceee Bt. Witlam, Ont. ...0cccces 389 14 
Bismarck, N. D. ......-- DOUAEN, BUR.. occcnsoccines 446 23.5 
Meadows, Man. ......... PU Weim, GME. .ccevcccce« 442 15 
CHABTOW, MEONE. «2 6:0:0:0-000 DUNUER, TENT. occ vic 0i0e0s 779 35 
a er Bt... Witte, ONE. oc.ccieseaes 776 20 
DUNNE: DION. «sccsevvcs Pe a eee 893 39.5 
Morse, Sask. ...... ere a eee 892 22 
Bozeman, Mont. ........ or Seer 1033 42 
Batuary, Bask. .<ccccccer Bt. Wham, Ont. <..ccccese 1036 24 
BEQUEG, WOON, ecs:vievieee-ee i ere 932 39.5 
Cantuar, Sask. ......... Bt. Wim, ONE. c00sesssed : 941 23 
EIGIGTIA, BEGUM. ocovccccicr DGGE, TEAM... 6.066-000000008 1131 44.5 
Grassy Lake, Alta. ...... WE Wiliam, Ont... co.cie:0 06600 1125 25 
Maliapell, BROW. .i06 ess pps a eee, ie 1195 48 
Lethbridge, Alta. ....... Ot, “Woes, OMG .06:6-c054-0 1177 25 


No rate in Canada comparable with that from Fargo is shown 
because the territory for approximately 300 miles west of Ft. Wil- 
liam is not a grain-producing area. 

The second portion of question 2 asks for rates to Montreal. It 
does not state whether all-rail or rail-water rates are desired. There 
are no through all-rail rates from western Canada or from the 
western part of the United States to Montreal. There is a pro- 
portional all-rail rate of 18.34 cents per 100 pounds from Ft. William 
to Montreal applicable on grain for export. This would make the 
all-rail rates from points in western Canada to Montre2l in each in- 
stance 18.34:-cents higher than the rates to Ft. William shown in 
the next preceding table. 


There is no known movement altogether by rail from Montana; 
North Dakota or Duluth to Montreal. Practically all movement of 
grain from. Montana and North Dakota to Montreal would be by 
rail to Duluth and thence by water, and most grain from western 
Canada to Montreal would move by water beyond Ft. William. 
There are no through rail and water rates from either western 
Canada or the western part of the United States, the through 
charges being made up of the rail rates to the ports plus the vessel 
rates beyond. Vessel rates on grain from Duluth and Ft. William 
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to eastern ports such as Montreal and Buffalo fluctuate widely de- 
pendent upon the vessel space available at any given time, but the 
rates from Ft. William and Duluth are practically always the same. 
Because of the wide fluctuation in such rates, it is not possible to 
give an accurate statement thereof but on the average the water 
rate from Duluth and Ft. William to Montreal, including insurance 
and other charges, is probably somewhere between 9 and 10 cents 
per 100 pounds. The through rail-water rates from points in North 
Dakota, Montana and western Canada shown in the above table to 
Montreal on the average are, therefore, about 9 or 10 cents higher 
than the rates to Duluth and Ft. William, respectively, shown in 
said table. 

3. The heaviest grain production in Canada is in the western 
provinces. Reasonably satisfactory comparisons of rates from those 
provinces to Fort William and Port Arthur, ports on Lake Superior, 
and to Vancouver, on Puget Sound, with rates from points in the 
northwestern part of the United States for like distances to Duluth, 
on Lake Superior, and to American ports on Puget Sound are avail- 
able. The Canadian rates described are lower, distance for distance, 
than are the corresponding rates from the northwestern states such 
as Montana and North Dakota. In the United States however, grain 
production is distributed over a large area, such states as Illinois, 
Minnesota, Kansas, Nebraska, Oklahoma, Texas and many others 
being heavy producers. It is difficult to make satisfactory compari- 
sons under like conditions of rates on grain produced in parts of 
the United States other than the northwest with rates on grain 
produced in the western Canadian provinces. The answer to the 
third question in the Resolution is dependent upon obtaining satis- 
factory comparisons of the rates in the respective countries, upon 
the relative volume of movement from the respective producing 
sections, the extent to which grain produced in the United States 
is competitive with grain produced in Canada, and upon the question 
of whether a reduction in freight rates on grain accrues wholly to 
the shipper of such grain. Roughly speaking, of a total annual wheat 
production of approximately 850,000,000 bushels in the United States, 
only about 250,000,000 bushels is exported, the remaining 600,000,000 
being disposed of in this country. The extent to which that part of 
the grain produced in the United States which is disposed of in the 
United States is directly competitive with grain produced in Canada 
is problematical because of the tariff against the entry of Canadian 
grain into the United States and because the hauls from the west- 
ern Canadian provinces are so much greater than from many pro- 
ducing regions in the United States. 

From the above it follows that we have not in our possession 
information which would enable us to advise the Senate the ag- 
gregate amount that would be realized annually by American ship- 
pers of wheat and other grains over and above that now realized 
during any twelve-month period were the rates and freight on such 
grains on American railroads no higher than they are on Canadian 
railroads for like distances. 

4. The rates on grain for export from the western Canadian 
provinces to Canadian Atlantic and Pacific ports are lower than 
the corresponding rates for export from the northwestern part of 
the United States to American Atlantic and Pacific ports. These 
rates differences to the Atlantic ports appear to be due directly, and 
to the Pacific ports indirectly, to certain charter provisions of the 
Canadian Pacific Railway. That railway was in 1897 granted a char- 
ter to build a line from Lethbridge, Canada, through the Crowsnest 
Pass into British Columbia, and was given a subsidy of $3,500,000 
and a land grant. In return it agreed, among other concessions, to 
reduce the then existing rates from the western Canadian provinces 
to Lake Superior ports by 3 cents per 100 pounds, and to maintain 
such reduced rates in perpetuity unless otherwise authorized by 
the Canadian government. Commodity price and freight rate levels 
both in Canada and the United States, speaking generally, are today 
much higher than those which prevailed at the time of the Crows- 
nest Pass agreement. In order to illustrate the extent to which grain 
rates from and to such points in the United States as those covered 
by question 1 of the resolution are now higher than they were in 
pre-war days, the following tables show the present rates and those 
in effect in 1914, domestic and for export, from and to several of 
the points covered by that question: 


Rates in Cents Per 100 Pounds 
EXPORT RATES 


TO— 
Distanc New York Baltimore 
From to Duluth 1914 1928 1914 1928 
a. AS. Se eres 252 $1.5 52 30 50.5 
pe ee. ae ee 384 31 55 29.5 54.5 
Ae: 446 34 59 32.5 57.5 
GIRSBOW, DIONE. 62.6000-0000: 779 44.5 70.5 43 69 
BHMMEE, TION. .c6.c08cscce 893 48.5 75 47 73.5 
Boweman, Mont. ..cccceces 21033 50.5 77.5 49 76 
oe oe aren 932 48.5 75 47 73.5 
Fieiene, BEORt,  .0.6sceveces 1131 52.5 80 51 78.5 
Haelinpell, Mont. 2... c0008 1195 55.5 83.5 54 82 
DUlwER, WAR. 6 cicccccccescs seit 28 45 26.5... 48.5 
DOMESTIC RATES 
Duluth New York Baltimore 
1914 1928 1914 1928 1914 1928 
Tiel BPe ! opo.08e cary Se 11 16.5 34.5 59.5 $1.5 56.5 
Devers take, NM. BD. . 0. 13 19.5 34 62.5 31 59.5 
Bismarck, WW. Di... 0ccvede 16 23.5 37 66.5 34 63.5 
Glasgow, Mont. ....020.2de- 24 35 47.5 78 44.5 75 
eS ae 28 39.5 51.5 82.5 48.5 79.5 
Bozeman, Mont. .....6s-.. 30 42 53.5 85 50.5 82 
pe ee Serer 28 39.5 51.5 82.5 48.5 79.5 
Co ae | eer ee 32 44.5 55.5 87.5 52.5 84.5 
Hallepell, Mont. 3 6<cce0- 35 48 58.5 91 55.5 88 
Dwnwith, BEAR. oss cceesesc sts spas 31 52.5 28 49.5 


During the years 1919-1923, the Canadian government permitted 
the application of grain rates higher than those provided in the 
Crowsnest Pass agreement but in the latter year it required res- 
toration of the former rates, and the latter are still in effect. Con- 
sequently the grain ratés from points in western Canada on the 
Canadian Pacific to ports on Lake Superior are generally on a lower 
basis than other rates. Using these rates of the Canadian Pacific 
as a basis, the authorities of Canada have in recent years required 
the establishment of similar rates also from points on the Canadian 
National Railway and from _ branch line points on the Canadian 
Pacific not in existence in 1897 to Lake §uperior ports, and from 
points on both lines to British Columbia ports on Puget Sound. ~— 

Material increases in rates on practically all commodities have 
been made in the United States since 1917. A general increase ap- 
proximating 25 per cent was made by the. Director General in 1918. 
Other general increases were authorized by us in 1920 following the 
passage of the transportation act on February 28 of that year, 
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which increases approximated 35 per cent in the area between the 
Mississippi River and the Rocky Mountains and 25 per cent west 
thereof. These increases applied to practically all commodities. In 
1921 we required that all rates on grain and its products between 
points west of the Mississippi River be reduced so as to remove 
one-half of the increase of 1920, and required an additional 10 
per cent reduction on coarse grains and their products. In 1922, 
we required a reduction of 10 per cent in most other rates through- 
out the country. Grain rates in the west have, therefore, been re- 
duced since 1920 to a greater extent than rates on most other traffic. 
In 1923, we again investigated grain rates throughout the west, and 
in our decision rendered July 10, 1924, Rates and Charges on Grain 
and Grain Products, 91 I. C. C. 105, we found the rates in the ag- 
gregate not excessive. All rates on grain between points within 
the western district, which includes all states west of the Mis- 
sissippi River, also Wisconsin and portions of Illinois, also from 
points in the western district to all ports in the United States for 
export, and from all Lake Erie Ports to Atlantic Ports for export, 
are again in issue before the Commission in Part 7 of our general 
investigation of the rate structure, Docket 17000, and all rates on 
grain within southern territory, which embraces all states east of 
the Mississippi River and south of the Ohio and Potomac Rivers, are 
in issue in Part 7-A of the same investigation. We cannot properly 
in advance of our decision express an opinion as to whether any or 
all of the rates before us in such investigations are or are not ex- 
cessive. While the increases of 1920 were authorized under the 
provisions of the act of February 28, 1920, it is certain that even if 
such act had not become law, material increases in the then existing 
rates would have been necessary because of increased costs of rail- 
way operation. We cannot say whether the increases which would 
have been permitted had the transportation act not been in effect 
would have been greater or less than those which were permitted 
in_ 1920. Under the circumstances we are not in position to say 
whether or not any of the rates on grain at present in effect are 
excessive, and consequently we can not answer the second portion 
of the fourth question which asks to what extent excessive grain 
gy attributable to the act of Congress approved February 

5. The fifth paragraph of the resolution asks for any other in- 
formation that the Commission may have with reference to freight 
rates generally on American as compared with Canadian railways. 

Traffic moves under somewhat different circumstances in the 
United States than in Canada. The industries of this country are 
more diversified in character and much more widely distributed. 
The area of Canada is nearly as great as that of the United States, 
but the number of tons of freight originating in this country is about 
13 times as great and there are six times as many miles of railway 
in this country as in Canada. Without an extended investigation of 
freight rates in the two countries it is extremely difficult to ex- 
press any opinion of value with respect to the relative rate levels in 
the two countries. We have made no such investigation. We have 
no power to compel representatives of Canadian railroads to appear 
before us with respect to rates between points in Canada or the con- 
ditions which govern such rates. The Canadian railways are not re- 
quired by law to file with us their tariffs showing rates between 
points in Canada and such tariffs are not filed with us. 

The following table shows certain information with respect to 
Canadian and American railways for the calendar year 1926: 


Canadian Railways of the 


Item Railways United States 
Miles of railway operated: 
DAG ae 86d gained oe Oa.0ibinniens 40,352 249,138 
IIE 55 Sa rancce ed chines bleneee de 54,279 *394,944 
Capital stock and debt (millions of 
NS Ss bit 40 Gila Pau an ceweke ves de hee 73,561 21,749 
Gross earnings from operation.......... $493,599,754 $6,508,678,781 
COPREINE. PATIO ccciccceccccses Seen 78.9 73.23 





ee eee -. $ 10,783,788 $ 396,538.002 
Net income after interest charges...... $ 17,149,890 $ 883,421,795 
Balance to profit and loss.............. ¥ aun T$ 565,260,110 
ebit 
Average haul per ton of freight—(miles) 325 311 
Average receipts per ton-mile (cents).. 1.043 1.096 
Average load per frt. car (tons)........ 22.36 24.96 
Average- distance each railway carried a 
WESSONBSP CMIUES) 2. ccccscvccveccesees 70.3 40.79 
Average receipts per passenger-mile 
CR Dated Selig teal Gra'a sh epi nl Wee de + Uke 2.71 2.94 
Tons of freight originated: 
Products of agriculture............... 23,548,916 111,787,387 
Mmimmaia- GME PTOGUCtS. ....... iccccccccee 3,131,945 26,243,489 
ESS 2 rrr ree 36,746,040 757,703,138 
Ss er eee 15,265,833 104.850,837 
Manufactures and miseellaneous........ 26,529,172 335,557,472 
NG Fk EE ia cig edie asia oaees ae ewes 105,221,906 1,336,142,323 





*Includes government loans. 
{Class I railways, including 2,925 miles extending into Canada. 


The above table shows that the average haul per ton of all revenue 
freight in Canada is not materially different from that in the United 
States and that the average receipts per ton per mile for hauling 
such freight are not materially different, the earning in Canada being 
1.043 eents as compared with 1.096 cents in the United States. The 
products of agriculture constitute about 22 per cent of the total ton- 
nage originated in Canada. Similar products constitute but 8.3 per 
cent of the tonnage originated in the United States, although on 
leading ain carrying roads the percentage is very much greater. 
As noted above, the rates on grain for export from the western 
Canadian provinces are lower than the corresponding rates in the 
United States. It may be that these differences in grain rates explain 
the comparatively small difference between the respective ton-mile 
earnings on all revenue freight in Canada as compared with the 
United States. If so, it would appear that rates other than the grain 
rates in question are on the average on a level in Canada not mate- 
rially different from that in the United States. It should be under- 
stood, however, that earnings per ton mile depend upon many con- 
siderations and that comparisons of such earnings do not necessarily 
reflect relative freight rate levels. 

The railroad policies of Canada and the United States are some- 
what different. In this country there is private ownership and man- 
agement of common carriers, and such carriers are wholly dependent 
upon the revenues derived by them from transportation. Practically 
ali the railroad mileage in Canada is gwned by two systems, the 
Canadian National and the Canadian Pacific. The former embraces 
most of the weaker and higher-cost lines and is owned by the Gov- 
ernment of Canada. In 1925, the Canadian National failed to earn 
enough to pay the interest on its debt by $42,197,664, and in 1926, 
fai to earn its interest by $29,894,072. The figures for 1927 are not 
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in our possession. These figures do not reflect in full the extent to 
which the Canadian National failed to earn its operating expenses and 
a reasonable return upon its investment as the deficits shown do not 
cover such part of the investment in the Canadian National which 
Sees by any other form of capital than interest-bearing 
ebt. 

In our report entitled Grain and Grain Products, 122 I. C. C. 235, 
issued February 8, 1927, we said at pages 251 and 252: 

“It is shown of record that the Dominion of Canada aided in the 
construction of the Canadian Pacific by giving that company .$25,000,- 
000 in cash, 25,000,000 acres of land, certain completed lines of 
railroad, a monopoly in certain territory for 20 years, and perpetual 
exemption from taxation by the Dominion or any Province estab- 
lished after 1881. When construction was completed in 1886 there 
was scarcely any population along the lines in western Canada. To 
build up the country and increase the value of its huge land grants 
the railroad established a low basis of grain rates to Fort William. 
In 1898 and 1899, as part consideration for further cash subsidies and 
land grants, pursuant to a contract with the Dominion known as the 
‘Crowsnest Pass Agreement,’ the Canadian Pacific reduced the rates 
on grain from all its stations to Fort William 3 cents per 100 
pounds. * * * 

‘It further appears that in Canada most of the weaker and less 
prosperous lines are now operated through the Canadian National 
Railways by the Dominion Government, which bears the burden of 
the deficiency in return. The Canadian Pacific is thus in a position 
to charge lower rates than would be possible if rates were made in 
Canada, as they are in this country, with a view to providing a fair 
return upon the aggregate value of all railroad property, including the 
weak lines as well as the strong. 

‘In 1924 the Great Northern with 8,251 miles of track paid more 
taxes than were paid in that year by all the railroads in Canada, 
having in excess of 40,000 miles of track. That carrier represents 
that if its taxes were reduced to the amount per mile paid by the 
Canadian roads, it could reduce every rate on every commodity on 
its system 9 per cent and Prag Si its present net income, and that 
it ‘would be glad to carry from the northern end of its North Dakota 
branches the same rates that are carried on the Canadian lines if 
it had the subsidies and consideration from this Government that the 
Canadian lines have from their Government.’ "” 


The above table shows that for all Canadian railways in 1926 the 
total tax accruals were $10,783,788, whereas the tax accruals for rail- 
ways of the United States in the same year amounted to. $396,538,002. 
Computed on a per mile of road basis, railway tax accruals in Canada 
in 1926 were approximately $267 per mile and in the United States 
$1,591 per mile. If the tax accruals in the United States were on 
the same basis per mile of railroad as in Canada, they would have 
been approximately $330,000,000 less. 


The following table shows the export rates on wheat from various 
points in Montana and Washington to Seattle, Wash., compared with 
like rates from points in western Canada to Vancouver, B. C., for 


like distances: 
Rates in Cents Per 100 Pounds 


Export 

From To Miles Rate 
EmwWietom, MOR. 2. oso0cccMOBees WEGR 26iices cvvccas 905 32 
ATE, BID. oeccccces ee Ae a ere 903 24 
Cardell, Sask. ..... asuware Weeeervee, Ti Cocccsiccvcece 889 24 
Great Falls, Mont........ oe en 866 32 
po eee Ue Se 863 23 
Piavre, BORt. oc.cccvvecss ee er ee 871 32 
Sedgewick, Alb. ......... Vancouver, B. C.cvecssceves 870 23 

Helena, Mont. .....cccee. oS 773 31.5 
Le See Vaneouver,. B. C...... ee 780 22 
Katispell, Mont. ....cecse SS | ee 637 32 
eee wemcewver, B Coc.es< Navenbieie'a 648 20 
Weeeteee, Bee Boo cciccesecicces waneeaver, T.. © oéiccccccevense 650 21 
COMPRES BO cceccceceues Lo Se 642 20 
Missoula, Mont. ......... ee i, Se Coe 536 29 
SS eee ck ee eer 599 19 
Sand Point, Idaho....... a 465 31 
Spokane, Wash. ......... po ea 312 24 

Walla Walla, Wash...... a 320 20.5 

Wenatchee, Wash. ..... Bo a 165 19.5 
Vakime, WAS. ~cccccces ORGG, FURS Seccsesiecoewee 161 18 


Rates from points in Canada to Vancouver for distances less than 
599 miles not available. 


VOLUME OF TRAFFIC, ETC. 


The volume of freight traffic handled by the Class I rail- 
roads in the first three months of 1928 amounted to 111,435,- 
536,000 net ton-miles, said the Bureau of Railway Economics in 
a statement continuing as follows: 


This was a decrease of 6,862,674,000 met ton miles or 5.8 per 
cent below the corresponding period last year. Railroads in the 
eastern district for the three months’ period reported a decrease of 
11.2 per cent in the volume of traffic handled compared with the 
same period in 1927, while the southern district reported a decrease 
of 7 per cent. The western district reported an increase of 3.1 per 
cent. In the month of March, the volume of freight handled by the 
Class I railroads amounted to 39,467,405,000 net ton-miles, a de- 
crease of 2,349,501,000 net ton-miles or 5.6 per cent below March, 
1927. In the eastern district, there was a decrease of 12.1 per cent 
in March compared with the same month last year in the volume 
of freight traffic, while the southern district showed a decrease of 
4.8 per cent. The western district reported an increase of 4.1 per cent. 

The average daily movement per freight car on the railroads 
of this country in March was 31 miles. This was the highest average 
for any March on record and an increase of one-tenth of a mile above 
the same month in 1927 as well as an increase of 1.8 miles above 
that for March, 1926. In computing the average movement per day, 
account is taken of all freight cars in service, including cars in 
transit, cars in process of being loaded and unloaded, cars under- 
going or awaiting repairs and also cars on side tracks for which 
no load is immediately available. The average load per car in March 
was 26.1 tons, including less than carload lot freight as well as car- 
load freight. This was a decrease of 1.3 tons under the-same month 
last year and three-tenths of a ton below March, 1926. 


FREIGHT COMMODITY STATISTICS 


. The Commission has issued its fourth annual bulletin on 
freight commodity statistics, designated as Statement No. 28100, 
for the year ended December 31, 1927. It embraces 135 pages. 
Grand totals in the bulletin have heretofore been published. 
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Freight Rates 


Twenty-ninth of a Series of Fifty-two Articles on this Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Eastern Rate Adjustment—Part | 


Rates on traffic moving among the three subdivisions of the 
Eastern Rate Territory—New England, Trunk Line, and Central 
Freight Association territories—are made on the percentage 
system of freight rate construction, which originated in 1871 as 
a result of the efforts of the lines serving the middle west and 
the Atlantic seaboard to adjust rates on competitive traffic 
among these territories so as to place the communities, the 
traffic, and the rail carriers on a competitive basis. 

This basis of rate making takes into consideration several 
fundamental principles of rate construction: 


First—The recognition of distance as a primary rate factor to 
be used as a rate basis, excepting where unusually strong reasons 
are present to modify the rates. 

Second—The making of rates through the cooperation of the 
carriers serving the territories. 

Third—The use of the short line distance in determining the lo- 
cation of given points in their respective rate groups. 

Fourth—The group to group system of making rates in order to 
place competing industries, communities, and areas of production on 
a fair basis of competition. 

Fifth—The recognition of the importance of relative stability and 
permanence in the freight rates to and from rival districts. 


Fifty years’ experience of the Trunk Line-C. F. A. carriers 
with this system of freight rate construction has demonstrated 
the practicability and efficiency of these rate principles and the 
plan, while not perfect nor indestructible, has served as a model 
toward which other rate structures have gradually moved. 


Origin of the Plan 


Several factors are definitely traceable as the sources that 
caused the plan to be adopted. The entrance of the trunk lines 
to Chicago, especially the extension of the Baltimore and Ohio 


Table No. 1 


COMPARATIVE DISTANCES FOR RATE MAKING PURPOSES 
NEW YORK TO CENTRAL FREIGHT ASSOCIATION COM- 
PETITIVE GROUPS VIA TRUNK LINES AND CONNECTIONS 
MacGRAHAM, 1885 (SELECTED) Rat 

f) 


Mileage Ref- 
erence 


Group 
Akron, Ohio 
Ashtabula, Ohio 
Cleveland, Ohio 
Chillicothe, Ohio 
Cincinnati, Ohio 
Columbus, Ohio 
Dayton, Ohio 
Toledo, Ohio 
Youngstown, 
Zanesville, Ohio 
Decatur, Indiana ......... ‘ 
Evansville, Indiana 
Bt. Ways, TRGMMA once ccessccoves Rake RERE Meee ene 
Indianapolis, Indiana 
Logansport, Indiana 
Muncie, Indiana 
Richmond, Indiana 
South Bend, Indiana 
Terre Haute, Indiana 
Alton, Illinois 
Chicago, Illinois 
Cairo, Illinois 
East St. Louis, Illingis 
Peoria, Illinois 
Louisville, Kentucky* 
Milwaukee, Wisconsin 
Battle Creek, Michigan 
Detroit, Michigan 
Grand Rapids, Michigan 
Kalamazoo, Michigan 
Ludington, Michigan 
Muskegon, Michigan 
Port Huron, Michigan 
St. Louis, Missouri; 








*Add transfer charges. 
yAdd transfer charges from East St. Louis. 


to that city in 1874, caused these roads to compete savagely for 
traffic between the middle west and the Atlantic seaboard. The 
trunk lines, in turn, sought, by united effort, to overcome water 
competition via the Great Lakes. It was necessary for the trufk 
lines to adjust traffic among the lines equitably to avoid ruinous 
competition. The north and south lines, many of which were 
independent of the trunk lines, had to be controlled to prevent 
them playing one trunk line against another for favorable rate 
and route advantages, and to prevent undue waste of trans- 
portation through unduly circuitous routes. The trunk lines 





were forced to make a mutually satisfactory basis of rates to 
avoid the effects of the ruthless competition among the lines 
west of Chicago, which often resulted in cutting through rates 
via Chicago and the Mississippi River crossing to which the trunk 
lines were parties but over which they had little control. The 
western carriers not infrequently did not consult their eastern 
connections in the divisions of through rates or in the fixing 
of the rates themselves. The eagerness of the eastern trunk 
lines for this valuable additional volume of through traffic made 
them easy prey to the western connections. 

A carefully worked out plan of cooperation and a fair basis 
of rates was needed to prevent the eastern trunk lines from 


Table No. 2 


‘SCALE OF FREIGHT RATES FROM NEW YORK TO 
COMPETING POINTS 


MILEAGE RATES TO BE APPLIED 
963 $1.00 $0.80 40c 18¢ 
MSoome 


Chicago 


Rates to be ap- 
lied compared to rates above to Chicago 
~— $0.52 12 


being ruined, or ruining themselves, and to protect rival indus- 
tries, communities and markets. 


The MacGraham Formula 


The system of rates worked out by John T. MacGraham, of 
the Star Union Line, of the Pennsylvania Railroad System, in 
1871, of relating rates between all groups east and west of 
Buffalo, Erie, Pittsburgh, and Wheeling to the New York-Chicago 
rates, on a rough approximation of comparative distance, was 
applied at first only to certain selected origin and destination 
groups and to a limited number of items of freight traffic. The 
original plan was modified and extended in 1876, and made the 
key rates the New York-Chicago rates on all traffic, relating 
all other Central Freight Association-Trunk Line rates to these 
rates according to distance, subject to modifications in the size 
and extent of the groups made necessary to meet industrial, 
railroad, and water competition. 

The plan was modified in 1879 to allow for constant terminal 
factors that do not vary with distance. These factors were de- 
ducted before taking the percentages of the net rates for per- 
centage groups and then added again to the rates so determined. 
The original MacGraham scale made no distinctions with re- 
spect to terminal expenses of loading, unloading, switching, 
classification, and spotting which, of course, are the same 
whether the traffic moves 10 miles or 1,000 miles. 

The joint executive committee, in its official ruling on the 
application of this system of rate construction, provided: 


First—That from all points being less distant from New York 
than from Chicago, new percentages be adopted for making up rates 
on eastbound freight on the bases of the percentages existing prior 
to the order in the cases of points of the same or no greater distance 
from Chicago. 

Second—That six cents a hundred pounds be deducted from an 
assumed rate of 25 cents a hundred pounds from Chicago to New 
York. This deduction represented the fixed charges at both ends 
of long or short hauls. 

Third—That, after such deduction, the rate per mile, which the 
remainder, or 19 cents a hundred pounds, produces from Chicago 
to New York, should be charged per mile from all common points or 
groups agreed on by ethe joint traffic committee at Chicago, April 
30, 1876. To the result computed in this manner the six cents a hun- 
dred pounds of fixed charges which were first deducted from the rate, 
should be again added. The percentages of the Chicago-New York 
rate of 25 cents produced by such addition should thereafter consti- 
tute the percentage of the Chicago-New York rate to be subsequently 
charged from the points or groups from which the rates were com- 
puted. 
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The illustration of the principle given by the order of the 
Joint Traffic Association is shown below: 


Chicago to New York rate, 25 cents per 100 pounds; less fixed 
charges, 6 cents per 100 pounds. Balance, base rate for computa- 
tion, 19 cents. 

Columbus, Ohio, to New York, 70 per cent of the Chicago-New 
York rate, 70 per cent of 19 cents, 13.3 centS per 100 pounds; to 
which fixed charges are added of 6 cents. Total, 19.3 cents per 100 
ounds. 

. New percentage basis Columbus, Ohio, to New York, percentage 
relationship of 19.3 cents to 25 cents, 77.2 per cent. ; 

This percentage displaced the previously established relationship 
of Columbus of 70 per cent. _ i 


The change in plan removed Columbus from the 70 per cent 
rate group, to which it had been assigned, and placed it in the 


Table No. 3 


PERCENTAGES FOR DISTANCES FOR RATE MAKING 
BASED UPON NEW YORK-CHICAGO DISTANCE 


Percentage 
of New York- 
Chicago Rate 

41.5% 


Percentage 
of New York- 
Chicago Rate 

100.0% 





77 per cent group. It is interesting to note that Columbus is 
a 77 per cent group point at present, nearly fifty years after 
the establishment of the modified percentage system.’ 


Central Freight Association Rate Groups 


In connection with traffic moving in the opposite direction 
from points east of the Buffalo-Erie-Pittsburgh-Wheeling line, 
the territory of Central Freight Association was divided into 
rate groups that coincided more or less with the eastbound rate 
groups, though variations were not uncommon. The key rates 
for westbound interterritorial traffic were the New York-Chicago 
rates, which were considered to be the 100 per cent group rates. 
Rates to other groups were made by applying a greater or 
smaller percentage than 100 per cent, depending on distance 
and competitive factors. Scales of rates based on the New 
York-Chicago distance of 963 miles as the standard or 100 per 
cent scale were compiled in 1871 and 1880 and published in 
revised form in 1885. The railroad rate-making mileage be- 
tween New York and competing points in Central Freight Asso- 
ciation were worked out and assigned to a rate reference num- 
ber. A few of these points with the distances from New York 
and rate reference numbers are shown in Table No. 1. 

Percentage groupings for eastbound traffic were adopted in 
1886. These groupings were based on the same MacGraham 
formula used in westbound traffic. 


Present Adjustment of Class Rates 


Horizontal increases and decreases in freight rates and in- 
dividual adjustments of group to group and point to point rates 
have changed both the absolute levels of all freight rates and 


Table No. 4 


RATES IN CENTS PER ONE HUNDRED POUNDS, TRUNK 
LINE CENTRAL FREIGHT ASSOCIATION, BASIS OF 1885 


Rate Per Ton 


Based on Rate Per Ton 





the relationships among various points and groups. The per- 
centage principle, however, has not been discarded. 

The district west of the western termini of the trunk lines, 
which corresponds approximately to Central Freight Association 
territory, is divided into a number of percentage groups ranging 
from sixty per cent, at the western termini groups, to one hun- 
dred and seventeen per cent at the Mississippi River crossings 
north of St. Louis, and one hundred and twenty per cent at the 
Cairo group in southern Illinois and northwestern Kentucky. 
Chicago, a large part of central and western Illinois, and points 
in Wisconsin and Michigan take one hundred per cent group 
ratings. / 

The territory east of the western termini groups, including 
the Trunk Line and New Engiand Freight Association territories, 
is divided into a number of east-end groups named for the prin- 
cipal cities around which they are built. Leading east-end 
groups include: 





1Proceedings Joint Executive Committee, June 12 and 13, 1879. 
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Westbound Groups 5 


Eastbound Groups 


Boston Rockland 
Ogdensburg Boston 
New Berlin Albany 
New York New York 
Syracuse Philadelphia 
Scranton Utica 
Philadelphia Syracuse 
Baltimore Baltimore 
Williamsport Rochester 
Lexington Johnstown 
Cumberland Pittsburgh 
Belington-Elkins Cumberland 
Pittsburgh and the Connellville 


Virginia Cities. Grafton 
Belington-Elkins 
Richmond-Norfolk 
- Strasburg. 


Other eastbound and westbound groups are the so-called 
arbitrary territories where the rates are constructed by the 
addition of arbitraries to the rates applicable to or from the 
rate groups to which the arbitrary territories are related. Other 
sections are not supplied with through rates based on the per- 
centage system. Rates to and from these districts are con- 
structed by combining proportional rates on near-by basing 
points, where through Trunk Line-Central Freight Association 
rates are applicable. 





MARCH OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for March and the 
three months ended with March, compiled by its bureau of 
statistics from carrier reports, for the United States as a whole, 
follow: 





MARCH 
1928 1927 
Average number of miles operated....... 239,656.28 238,792.01 
Revenues: 
ee eee $ 387,739,026 $ 406,578,369 
IE 5.5. Visremtiotie awa ca peierdtow sine ec *70,465,538 776,678,833 
MIN a Arig coc 3s £10si Sie a ales Biakaisae Hae HAGE aloe 8,143,155 8,127,837 
ere On 12,120,707 12,415,480 
All other transportation.............. 17,003,329 17,468,502 
ee eae ee ee 8,895,626 9,685,667 
COTE BRCM — CP io ccc cccccivicocnccwcess 1,181,821 1,067,455 
SOME FROM —— DE 6. ov cccccccccswcccecwe 364,304 404,684 
Railway operating revenues...... 505,184,898 531,617,459 
Expenses: 
Maintenance of way and structures.. 64,102,206 68,670,510 
Maintenance of equipment 101,069,033 109,309,098 
MN Wiithe a: yeh esrekmwaie ented viene siete 10,317,056 9,823,830 
EET UREION, 6.6c deco cctnceséene ee 178,145,013 188,203,001 
Miscellaneous operations 4,469,266 4,583,495 
aE SAR a AE ee eee 16,378,992 16,307,594 
Transportation for investment—Cr... 1,176,864 1,162,887 
Railway operating expenses...... 373,304,702 395,734,641 
Net revenue from railway operations.... 131,880,196 135,882,818 
RimIIWET CHE CCT URID coo. cece ciccsécececse 31,373,359 31,577,151 
Uncollectible railway revenues............ 105,330 131,216 
Railway operating income........ 100,401,507 104,174,451 
Equipment rents—Dr. balance............ 7,555,202 7,399,164 
Joint facility rent—Dr. balance.......... 2,072,146 2,168,529 
Net railway operating income.... 90,774,159 94,606,758 
Ratio of expenses to revenues (per cent) 73.89 74, 
THREE MONTHS 
1928 1927 
Average number of miles operated....... 239,634.04 238,704.64 
Revenues: 
a ne er re rer $1,071,141,891 $1,118,759,299 
I iid. os al odine crv ms score Bieelaw ec caro £218;500,230 §236,909,368 
I ras ordi sins oi 6 avexer dprareha icsecSiee el eiamaaeaiaera 23,606,864 23,463,378 
ee RE Pr rrr ree 29,323,802 30,111,824 
AH other transportation. .....ccccceors 47,652,770 48,632,350 
ES er ee ree 26,760,133 28,767,123 
EE. SO ec cvncedeidcicwcwoeccs 3,304,862 3,404,957 
ae) Dc rir 1,087,393 1,278,416 
Railway operating revenues...... 1,419, 203,159 1,488,769,883 
Expenses: 
Maintenance of way and structures.. 178,841,952 187,395,535 
Maintenance of equipment............ 293,262,663 314,668,617 
I IEG n ieaccie Cacaue-Wiekewiciavnanee sewn en 30,737,826 29,318,443 
TVRMUIOR,  o.ckic ocscwrdccidsccscaves 523,586,433 555,491,952 
Miscellaneous operations ............ 13,446,375 13,692,345 
ee rrr oe 48,501,393 47,992,217 
Transportation for investment—Cr... 3,176,127 2,989,963 
Railway operating expenses...... 1,085,200,515 1,145,569,146 
Net revenue from railway operations.... 334,002,644 343, 200,737 
TIRE CE BCCI ooo sins coin icciicvdcs 88,863,780 90,333,020 
Uncollectible railway revenues............ 317,332 350,649 
Railway operating income........ 244,821,532 252,517,068 
Equipment rents—Dr. balance............ 21,672,699 20,861,782 
Joint facility rent—Dr. balance.......... 5,801,812 6,108,447 
Net railway operating income.... 217,347,021 225,546,839 
Ratio of expenses to revenues (per cent) 76.47 76.95 





*Includes $3,203,707 sleeping and parlor car surcharge. 
tIincludes EE sleeping and parlor car surcharge. 
tIncludes $9,532,826 sleeping and parlor car surcharge. 
§Includes $9,654,283 sleeping and parlor car surcharge. 


GUARANTY CERTIFICATE 


The Commission has certified to the Treasury that there is 
due the Pittsburgh & West Virginia, under section 209 (h) of the 
transportation act, $31,337.01, net. It certified that the whole 
amount due the carrier to make up its guaranty was $206,337.01, 
but that the Pittsburgh & West Virginia had received advances 
totaling $175,000, which, when deducted, left the net sum here- 
inbefore mentioned. 
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May 19, 1928 


COMMISSION AND POLITICS 


Addressing the members of the Wisconsin University 
chapter of Phi Beta Kappa, at Madison, Wis., on May 17, 
Commissioner B. H. Meyer pointed out how baleful would be 
political control of the body of which he is the member of 
longest service. Political nibbling at the Commission, he said, 
sometimes had been annoying in the past but never harmful. 

“It has remained for recent times to attempt to control 
Commission action through political channels,” said he. These 
attempts were made boldly and at times with fury. Every 
one of them has failed. I do not believe they ever will succeed 
but it will be a sorry day for government if they should ever 
succeed.” 


Mr. Meyer gave his address the title, “In the public 
interest.” He touched upon many things relating to property, 
services, transactions and human relations, which he said had 
become, in the language of the Supreme Court of the United 
States, in Munn vs. Illinois, 94 U. S. 113, “clothed with a public 
interest * * * and affect the community at large,” including cita- 
tions from Plutarch’s Lives, to show that Rome had corrupt 
politics and politicians given to making large election expend- 
itures such as he indicated had shocked this country in recent 
years. He said he would like to see established an adequately 
endowed foundation, the work of which would be to study 
public men and tell the truth, the whole truth and nothing but 
the truth about them. The unfortunate revelations of recent 
years and still in progress, he said, did not reflect the quality 
of the great body of govenrment workers nor of members of 
Congress. 


“It must be reluctantly admitted that there are undesirable 
citizens in both houses of Congress, yet the great majority of 
all the members are industrious, capable men, many of them 
distinguished, who are sincerely endeavoring to serve their 
constituents and their country to the best of their ability.” 

About half his address was devoted to the Commission, the 
attempts at political control, its methods of work, the devel- 
opment of the regulartory law to a size where, he said, the 
scope of it had become nearly as large as the railway business. 
He said a regulatory statute should be as big as the business 
it was designed to regulate and that the extent to which it was 
not, the regulation could be only partial. Speaking of the 
Commission, Mr. Meyer, in part said: 


Our decisions are arrived at in an _ orderly 
thoroughly tested methods of procedure, on the basis of records 
publicly made. Our procedure embraces in regular succession plead- 
ings presenting the issues, records of sworn testimony made in public 
hearings, briefs by counsel, a proposed report by an _ examiner, 
exceptions by the interested parties, oral argument before the Com- 
mission, and finally a decision arrived at in conference of the 
Commission. If our decisions are thought to be in violation of law, 
there is an appeal to the courts. 


Now, are records, briefs, arguments, our own untrammelled and 
deliberate judgments based upon the weight of the evidence as we 
understand and interpret it and with a full consciousness of our 
public duty under the law and our oath of office, all to be disregarded 
and a detision rendered in which the determining influence shall be 
the expressed or expected expression of external views conveyed 
through political channels? After we have _ conscientiously gone 
through every stage of a proceeding according to our rules of practice 
and in consonance with the law; after parties in a case have aided 
us through the presentation of evidence under the guidance of able 
counsel; after elaborate briefs have been filed and arguments had— 
after all these things have been done, are the members of the Com- 
mission to throw thir conscience and their oath of office, the interstate 
commerce law and the constitution of the United States to the winds 
and decide in response to external political or other improper de- 
mands? The suggestion is too monstrous to be discussed. It goes 
to the very foundations of our government. It presents the gravest 
questions of sound public morals. Shall the Commission continue to 
be an independent arm of Congress, doing its duty fearlessly and 
energetically in accordance with law, or shall it be made the victim 
of political threats and intimidations, the object of political nibbling 
or control? Shall it decide cases in the direction of the most powerful 
external influence and generally debauch justice, or shall it continue 
to be a body that dispenses justice according to law to the best of 
its ability? Shall a commissioner when he is laboring on a case with 
the view of formulating a decision think first of the facts and the law 
and be zealous only to do his duty according to his best lights, or 
shall he think first and foremost of what some interested parties 
against whom a decision may go may develop in opposition to him 
through political channels and arrive at a decision with such con- 
siderations primarily in view? I say without the slightest hesitation 
that if the Interstate Commerce Commission is to be influenced and 
controlled by external and political suggestions rather than by the 
considerations which have hitherto always controlled its official acts, 
it should be abolished. 


The Commission can be abolished, but the thousands of contro- 
veries with which it now deals annually under the law will continue 
to arise as long as there are railroads and people to use them. Who 
will settle such controversies then and by what processes? 


Among those who have been most aggressive in their attempts to 
use the Commission politically are some who say that the Commis- 
sion should be geographically distributed in certain ways. They are 
not prepared to say that every state should have one commissioner, 
because it would be absurd to suggest a body of 48 commissioners. 
But the theory back of suggestions of this character deserves some con- 
sideration. It is that a commissioner who comes from a certain state 
or region knows that state or region and will therefore aim to ac- 
complish what those whom he is supposed to represent want. Could 
anything be more subversive of justice? Decisions of the Com- 
mission, as I have previously pointed out, rest upon public records and 
not upon what members of the Commission may have in their heads, 
perhaps acquired during childhood. What we need is men who have 
the capacity and the industry to learn to understand what the facts 
are in a controversy, no matter where the parties may reside, and the 
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courage to act accordingly and not men whose official action is 
controlled by the state of opinion in the state or region which they 
are supposed to represent. The very idea of representation in such 
matters is contrary to a sense of justice and fair play. Every mem- 
ber of the Commission should come from the United States and act 
as a citizen of the United States. 

I would now like to remark briefly on a line of thought which has 
considerable practical significance and which all of you will have 
occasion to pursue whenever you act as members of groups or 
committees, or assume responsibility in organizing them. This thought 
is the result of my long experience in working in close association 
with other men. For twenty-three years I have worked constantly 
as one of a group of from three to eleven or more men and this 
experience points to certain practical considerations. 

Enlargements of the Commission have been many times sug- 
gested. More than double the present number has been suggested. 
Let me point out why such suggestions are unwise. 

I am speaking of a body like ours which performs administra- 
tive, executive and judicial work. A body which is representative 
in its functions must necessarily be large enough to insure proper 
representation of all the different interests which should be represented. 
I think I have made it clear that the idea of representation is re- 
pulsive to a sense of justice in the organization of an administrative 
commission like ours. 

My experience points to seven as the number which combines the 
highest degree of efficiency in operation with the highest degree of 
soundness in conclusions. Where a commission acts through sub- 
divisions as we do, a number larger than seven is required to furnish 
sufficient members for the necessary subdivisions. Eleven, our pres- 
ent membership, accomplishes this. Three men can act expeditiously 
and with respect to decisions that follow precedent or that do not 
involve momentous issues can arrive at judgments which are likely 
to be sound. Five men require more time for an exchange of views 
but together they possess a sounder deliberative judgment and suf- 
ficient variety in point of view and methods of reasoning to be able 
to dispose of larger questions than three men would ordinarily desire 
to undertake. Five can handle safely questions of large import. 
Issues that are novel or momentous can be disposed of better by 
seven men than by five because the seven collectively represent 
something which ordinarily five may not possess. Seven men require 
more time than five. Nine men ordinarily do not represent sounder 
points of view or a higher degree of deliberative judgment than 
seven and therefore add nothing to the quality of the judgmeats 
: Since both nine and 
eleven require more time than seven, the larger numbers diminish the 
efficiency of the body, but as I have explained before, it is necessary to 
have a number larger than seven in order to have a sufficiently large 
number from whom to select the members of different divisions. We 
act through five or six different divisions, each composed of three 
men, the same men acting on different divisions. Bodies composed 
of larger numbers can not retain the same quality of mutual under- 
standing, solicitude regarding the views of others, facility in arriv- 
ing at conclusions which smaller bodies possess. Larger numbers 
affect the mental attitude and possibly mental processes. 


I can best illustrate this by giving you certain figures relating 
to our decisions. While the Commission was composed of five and 
seven members, the number of cases in which one or more com- 
missioners dissented constituted 4.09 per cent of the total number of 
cases decided. During the years that the Commission has been 
composed of nine and eleven members there were dissents in 39.8 per 
cent of all the cases decided by the entire body. Of all the cases 
decided by divisions of the Commission, generally composed of three 
members each, there were dissents in 6.73 per cent of the total num- 
ber disposed of by the divisions. These figures throw a significant 
sidelight on the psychology of increased numbers. It may be in- 
teresting to compare the figures which I have just given you with 
comparable figures relating to decisions of the Supreme Court of the 
United States. From the years 1910 to 1914 there were dissents in 
13 per cent of the cases involving questions of public law and in 
8 per cent of the cases involving private law. From 1921 to 1925 there 
were dissents in 27 per cent of the cases falling into the former class 
and in 4 per cent of the latter. These were the only figures available. 

Judes and commissioners dissent because they cannot agree. I 
will leave it to judges to speak for themselves. Commissioners differ 
in their attitudes and processes. Some are more reconcilable or 
irreconciable than others. When the methods of reasoning and 
interpretations or understandings of facts of the majority fail to 
persuade every member, there are dissents. Some dissent oftener 
than others. That is partly a matter of mental habit and disposi- 
tion. More time for discussion might sometimes result in unanimity. 
In other cases no amount of discussion would have that result. But 
practical action is necessary, unanimous if possible, with dissents if 
all the members will not concur. Practical action and practical 
results in severely practical work by practical men means intensive 
study, give and take, concession, conciliation, compromise. Too 
much insistence on individual views means incompetence and paralysis 
on the part of a Commision as a functioning body. There can be no 
common action without mutual accommodation. This does not mean 
at all a sacrifice of principle or doing violence to conscience, both of 
which are abhorrent to honorable men, but merely the exercise of 
sound practical judgment. Fundamental differences in matters of 
principle and discretion under the law properly give rise to dissents. 
Dissents of this character are not as numerous as the percentages of 
dissents previously stated would seem to indicate. Many cases are 
difficult and closely balanced. If they were easy, simple, and one- 
sided, they would probably never come before us for decision. They 
would have been disposed of somewhere along the line short of a 
complete formal hearing and disposition. No matter how difficult and 
complicated a case may be, it must be decided. The decision is a 
matter of human judgment within the boundaries of the law. Human 
judgments differ but differences must be ironed out to an extent 
sufficient to reach a conclusion. That conclusion must stand until 
modified or set aside by subsequent conclusions arrived at through 
the same orderly channels of the law. Orderly government is im- 
possible without the processes I have just described. Only anarchists 
will refuse to abide by the results of these processes. 


As I have previously stated, the Commission is an arm of Con- 
gress. Congress determines what the law shall be and the Commission 
administers it. If a locality or a section of the country or the 
entire country should feel that the decisions of the Commission or 
some of them are no longer in the public interest or otherwise un- 
satisfactory, there are two general lines of action which those who 
are dissatisfied may properly pursue; namely, court review or change 
in the law, or both. If it is thought that our decisions are contrary 
to law, well established procedure makes it easy to bring the contro- 
verted legal question to the attention of the courts and the Supreme 
Court of the United States will decide whether we have acted in 
accordance with law or in violation of it. If we have acted within 
the law the court will not disturb our decision. We exercsie wide 
discretionary powers but everything we do must be done within the 
four corners of the law. We naturally aim to stay within the law. 
Sometimes it is difficult to determine not only what the law is 
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but whether a given state of facts comes within certain provisions. 
We have repeatedly made certain decisions in the —< that the 
legality of our action might be tested in Court in order that doubtful 
points of law might be cleared up. I believe it to be a sound attitude 
to take on the part of an administrator of public law that within the 
rovince of his activities he shall do what the facts of record suggest 
s the fair and just thing to do unless there is something in the law 
which prohibits his doing so. If on the contrary his attitude is that 
he will do nothing unless the law compels him to do something, 
many things required in the public interest and permitted under the 
law will remain undone. . 

For some years past we have rendered decisions in something 
like 1,500 formal proceedings a year. Ordinarily there is a successful 
party and a dissatisfied party. The latter is sometimes much dis- 
satisfied. Everyone knows that it is impossible to make thousands 
of decisions without causing dissatisfaction somewhere. If we have 
acted within the law, as we always strive to do, that dissatisfaction 
should express itself in an attempt to secure a change in the law 
and not a change in our decisions. As long as the law stands we 
must enforce it as it is whether our decisions are pleasing or dis- 
pleasing to few or many people. Partisan agitation against the Com- 
mission or certain of its members can avail nothing because such 
agitation can not possibly influence our official action. <A _ political 
uprising in a state or a group of states can have no effect on us 
because what we do rests upon the law as it is and not upon the 
law as some people think it should be. The uprising should be 
directed toward Congress for a change in the law and not toward 
the Commission. .. . ; ' 

There is little aside from general principles which is permanent 
in connection with the regulation of railroads. Even principles must 
be changed. Those who saw the wonderful centenary of the Balti- 
more & Ohio Railroad near Baltimore in the fall of 1927 will re- 
member the remarkable succession of changes there exhibited in 
the type of locomotives, cars, track, and appliances during 100 years 
of development. Changes analogous to those in the mechanical field 
have taken place in other branches. Changes in the location of in- 
dustries, the creation of new industries, new discoveries, new rail- 
roads, new relations among railroads, markets, marketing conditions, 
methods of distribution, areas of consumption, all have their effect 
on the rate structure of the country. From many standpoints it 
would be desirable if a fate structure could be devised that would 
be fixed and permanent. A changing country makes this impossible. 
Certain rates and rate principles have endured through decades. 
Others for only a brief period. I like to say that desirable as it is 
to establish rates with the greatest possible degree of permanency, 
permanency in rate work is something like permanency in dental 
work, which generally lasts until the next toothache appears. In 
the striving for something simple and permanent there have always 
been those who have advocated certain methods of making rates to 
the exclusion of all others. One of the greatest favorites is the 
universal distance tariff. Such a tariff has the advantage of sim- 
plicity although the calculation of distances even over many dif- 
ferent competitive routes often presents a complicated and difficult 
problem. owever, all the commerce of the country will not adjust 
itself and can not be adjusted to so simple a scheme of making rates. 
It is conceivable that a large number of men might have their suits 
made on the basis of a single measurement, such as length of legs, 
or width of shoulders, but no one would expect such suits to fit any 
one of them very well except by accident. A single rule for rate- 
making would fit or misfit industry about the same way. Where all 
the men in a group are of the same height and their other dimensions 
are substantially the same, a single set of measurements might prove 
quite satisfactory. With respect to certain kinds of freight, especially 
those things that are, in figurative language, produced everywhere 
and consumed everywhere, we have such a situation and a simple 
distance scale can be used satisfactorily. But its application to many 
of the great staple commodities with respect to which the producing 
and consuming areas are widely separated and largely localized, the 
application of a rigid distance rule has been stubbornly resisted and 
for valid reasons. What rule or method to apply in making rates on 
any certain traffic can only be answered in the light of all the sur- 
rounding facts and circumstances and in the exercise of sound 
judgment. Let me give you an illustration. 

A rate may be increased or reduced by anes. or subtracting 
a certain number of cents; or it may be increased or reduced by 
adding to or subtracting from it a certain per cent of itself. A rate 
of ten cents may be increased to twelve cents by adding two cents, 
or by increasing it twenty per cent. Similarly a rate of twenty cents 
may be increased by adding two cents, which will make it twenty- 
two cents, or by adding twenty per cent as in the former case, 
which would make it twenty-four cents. When the arithmetical 
method was used the difference, or so-called spread, between the 
two rates remained the same, namely ten cents. When the percent- 
age method was employed, the spread between the two rates did not 
remain the same. It was increased from ten cents to twelve cents. 
Generally speaking, and other things being equal, the short distance 
shipper prefers an increase in rates by the percentage method be- 
cause the volume of his rate being smaller than that of his more 
distant competitor, a percentage applied to both will impose upon 
the long distance shipper a greater increase expressed in cents. On 
the other hand, when rates are to be reduced these two classes of 
shippers reverse their positions. The short distance shipper prefers 
the numerical method because the same number of cents deducted 
from both rates will leave his competitor with a relatively higher 
rate than that which will be imposed on him. Which of these methods 
is inherently the just and reasonable one? The question can not be 
answered. Both are equally just and reasonable and both may be 
equally unjust and unreasonable. Everything depends upon the 
facts, circumstances, and conditions. Endless controversies have 
been waged regarding matters arising out of the application of these 
two different methods of increasing or reducing rates. No man can 
say, and no informed man will say, that in establishing rates on 
important commodities like lumber, citrus fruits, grain, cotton, coal, 
one of these methods is right and the other is wrong. In many cases 
substantial justice can not be done without the aid of both used 
either singly or in combination. It is a question of sound judgment 
and sound discretion. 

The rate on citrus fruit from California is the same to Denver 
as it is to Chicago and New York. Roughly speaking Chicago is 
twice as far as Denver and New York three times as far. Now, the 
one-idea, simple-rule, distance-scale man finds it easy to point out 
the absurdity of charging as much for hauling fruit 1,000 miles as 
for 2,000 or 3,000. Does not every one know that it costs two and 
three times as much for the greater distances? Many other state- 
ments can be made against this huge blanket, as such a rate is 
called, and which is an extreme illustration. Applied to other com- 
modities and under other conditions such a blanket rate might be 
as wrong as it looks but this blanket rate has been attacked in 
proceedings before us many times with respect to the amount of the 
rate, but in all these proceedings all the parties, growers, carriers 
and others, have united in asking us not to disrupt it. Absurd as 
it can be made to appear on theoretical grounds, and unjust as it 
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might be in other cases, it has stood the test of experience and those 
most concerned desire to retain it. Under it the business has de- 
veloped to large proportions. In a sense, it has been a wonderful 
thing for the country. Theoretical dogmas should not be permitted 
to destroy beneficial practical operations. It may be that the rapid 
development of new citrus fruit areas in other parts of the country 
with the resulting changes may some day compel a disruption of the 
blanket. If so, the facts in- the situation then developed will be 
spread upon a public record and these facts, and not theoretical 
rules of rate-making, will dictate what the rate structure shall be 
for the future. Perhaps this is sufficient to indicate why some single 
simple rule of rate-making can not do justice to the thousands of 
competing producers and consuming areas in the many different lines 
of activity in a great country like ours. Many different methods are 
required to meet many different situations. Neither our economic 
life nor government is so easy and simple that a single rule will 


suffice. 
REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 5 totaled 
979,662 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the preceding week, 
this was an increase of 17,734 cars, with increases being re- 
ported in the total loading of all commodities except live stock, 
coal and coke, which showed slight decreases. The total for 
the week ended May 5 was a decrease, however, of 45,099 cars 
below the same week in 1927 as well as a decrease of 16,554 
cars compared with the corresponding week two years ago. 

Revenue freight loading by districts the week ended May 
7 and for the corresponding period of 1927 was reported as 
ollows: 


Eastern district: Grain and grain products, 6,086 and 9,572; live 
stock, 2,266 and 2,513; coal, 41,433 and 38,546; coke, 2,323 and 2,037; 
forest products, 3,897 and 4,606; ore, 902 and 4,101; merchandise, L. 
C. L., 73,461 and 73,384; miscellaneous, 103,761 and 103,710; total, 
1928, 284,129; 1927, 238,469; 1926, 242,838. 

Allegheny district: Grain and grain products, 2,592 and 3,295; 
live stock, 1,684 and 1,985; coal, 39,726 and 39,260; coke, 5,232 and 
5,509; forest products, 2,668 and 3,090; ore, 3,219 and 10,862; mer- 
chandise, L. C. L., 55,592 and 56,484; miscellaneous, 89,278 and 89,432; 
total, 1938, 199,991; 1927, 209,917; 1926, 201,840. 

Pocahontas district: Grain and grain products, 182 and 199; live 

stock, 54 and 96; coal, 36,657 and 43,992; coke, 368 and 460; forest 
products, 1,877 and 2,008; ore, 118 and 107; merchandise, L. C. L., 
7,695 and 7,819; miscellaneous, 7,431 and 7,196; total, 1928, 54,382; 
1927, 61,877; 1926, 53,356. 
_ Southern district: Grain and grain products, 4,304 and 3,917; 
live stock, 1,567 and 2,055; coal, 21,832 and 23,066; coke, 564 and 
731; forest_ products, 20,227 and 21,991; ore, 1,078 and 1,051; mer- 
chandise, » & , 41,714 and 40,711; miscellaneous, 57,761 and 
60,741; total, 1928, 149,047; 1927, 154,263; 1926, 149,010. 

Northwestern district: Grain and grain products, 12,546 and 8,800; 
live stock, 6,830 and 7,184; coal, 3,854 and 3,635; coke, 1,343 and 1,600; 
forest products, 17,165 and 18,430; ore, 6,859 and 36,922; merchandise, 
L. C. L., 34,022 and 34,871; miscellaneous, 42,060 and 43,706; total, 
1928, 124,679; 1927, 155,148; 1926, 142,961. 

Central Western district: Grain and grain products, 12,348 and 
10,070; live stock, 12,515 and 12,332; coal, 7,490 and 5,697; coke, 330 
and 305; forest products, 11,558 and 11,192; ore, 3,504 and 3,271; mer- 
chandise, L. C. L., 34,788 and 35,166; miscellaneous, 57,012 and 56,222; 
total, 1928, 139,545; 1927, 134,255; 1926, 133,531. 

Southwestern district: Grain and grain products, 5,683 and 4,722; 
live stock, 3,531 and 3,336; coal, 3,364 and 2,306; coke, 153 and .184; 
forest products, 8,360 and 7,428; ore, 416 and 449; merchandise, L. 
C. L., 16,689 and 16,473; miscellaneous, 39,693 and 35,934; total, 1928, 
77,889; 1927, 70,832; 1926, 72,680. 

Total, all roads: Grain and grain products, 43,741 and 40,575; live 
stock, 28,447 and 29,501; coal, 154,356 and 156,502; coke, 10,313 and 
10,826; forest products, 65,752 and 68,745; ore, 16,096 and 56,763; mer- 
chandise, L. C. L., 263,961 and 264,908; miscellaneous, 396,996 and 
396,941; total, 1928, 979,662; 1927, 1,024,761; 1926, 996,216. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1928 1927 1926 
Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 8,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
Week ended May 65............. 979,662 1,024,761 996,216 
UL, . cede ceceeveecccnmae 16,507,405 17,441,475 17,028,647 





REVENUE TRAFFIC STATISTICS 


Class I railroads, exclusive of switching and terminal com- 
panies, had passenger revenue of $147,908,061 for the two 
months ended with February, as compared with $160,048,976 for 
the corresponding period of 1927, and freight revenue of $681,- 
988,300, as compared with $710,141,711 for the corresponding 
period of 1927, according to revenue traffic statistics compiled 
by the bureau of statistics of the Commission from carrier re- 
ports. Other information contained in the statement follows: 


Revenue tons carried—166,774,000 for February and 179,211,000 for 
February, 1927; 332,000,000 for two months ended with February and 
aa no a See ae of 1927. 4 

evenue tons carried one mile—32,142,481,000 for February an 
33,142,481,000 for February, 1927; 64,422,099,000 for two months ended 
with February and 68,176,005,000 for same period of 1927. 

Revenue per ton-mile—10.74 mills for February and 10.56 mills for 
February, 1927; 10.59 mills for two months ended with February 
and 10.42 mills for same period of 1927. 

Revenue per ton per road—$2.07 for February and $1.97 for 
February, 1927; $2.054 for two months ended with February and 
$1.966 for same period of 1927. 

Revenue passengers carried—63,790,000 for February and 67,119,000 
for February, 1927; 133,102,000 for two months ended with February 
and 141,680,000 for same period of 1927. 

Revenue per passenger-mile—2.941 cents for February and 3.001 
cents for February, 1927; 2.967 cepts for two months ended with 
February and 3.017 cents for same period of 1927. 
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Large Class I steam railways had net railway operating 
income of $190,216,334 for the three months ended with March 
aS compared with $192,170,632 for the corresponding period of 
1927, and of $79,605,619 for March as compared with $80,722,275 
for March, 1927, according to the Commission’s monthly state- 
ment prepared by the bureau of statistics from reports of roads 
with annual operating revenues above $25,000,000. 

For the month of March, 1928 and 1927, the figures for the 
individual roads covering operating revenues, expenses, net rail- 


way operating income and operating ratio are as follows: 


Net 
railway 
Operating Operating operating 
revenues expenses income 
Total—Roads reported: j 
1928 $433,969;838 $319,899,115 $79,605,619 
1927 453,844,224 338,384,496 80,722,275 
New England Region: 
Boston & Maine— 
1928 6,326,045 4,680,593 1,190,816 
1927 6,651,955 4,992,571 1,133,691 
New York, New Haven & Hartforda— 
1928 11,116,902 7,946,338 2,034,947 
1927 11,711,965 8,482,868 2,016,755 
Great Lakes Region: 
Delaware & Hudson— 
1928 3,054,723 2,741,725 197,502 
1927 a 343, 580 3, 013; 808 182,035 
Delaware, Lackawanna & Western Sy stem— 
1928 6,348,065 4,965,414 916,689 
1927 6, 431, 245 5,227,024 753,561 
Erie (including — & Erie)— 
1928 10,208,021 7,845,857 1,615,463 
1927 10, 565,507 8,779,119 1,014,499 
Lehigh Valley— = 
1928 5,424,920 4,400,393 621,339 
1927 6,159,737 5,080,561 616,114 
Michigan Central— 
1928 7,953,129 5,346,276 1,942,423 
1927 7,761,844 5,203,332 1,992,612 
New York Central (including Boston & Albany)— 
1928 31,172,801 24,062,108 4,682,081 
1927 32,968,030 25,398,278 5,132,926 
New York, Chicago & St. Louis— 
1928 4,543,451 3,342,804 692,771 
1927 4,742,267 3,199,386 1,092,853 
Pere Marquette— 
1928 3,639,696 2,506,931 844,085 
1927 3,932,075 2,574,654 1,003,400 
Pittsburgh & Lake Erie— 
1928 2,615,581 2,145,095 600,471 
1927 2,914,213 2,393,369 663,251 
Wabash— 
1928 6,202,578 4,502,177 1,125,397 
1927 6,174,988 4,581,423 1,010,100 
Central Eastern Region: 
Baltimore & Ohio— 
1928 18,851,283 14,868,463 2,891,174 
1927 21,536,298 15,967,302 4,255,630 
Central of New Jersey— 
1928 4,664,875 3,469,740 673,708 
1927 4,836,274 3,740,319 600,048 
Chicago & Eastern Illinois— 
1928 2,191,940 1,719,067 221,608 
1927 2,581,654 2,064,428 275,552 
Cleveland, Cincinnati, Chicago & St. Louis— 
. 1928 7,627,499 5,639,283 1,307,369 
1927 8,327,961 5,886,396 1,835,738 
Elgin, Joliet & Eastern— 
1928 2,436,389 1,486,218 649,296 
1927 2,540, 724 1,498,202 755,705 
Long Island— 
1928 2,879,549 2,403,654 357,604 
1927 2 998,570 2,757,944 d 8,325 
Pennsylvania— 
1928 52,350,843 39,161,294 8,983,241 
1927 58,798,527 43,806,739 11,078,096 
Reading— 
1928 7,167,886 5,752,930 1,121,401 
1927 8,092,832 6,218,110 1,443,872 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 10,279,167 7,290,647 2,517,672 
1927 11,863,332 7,986,714 3,323,057 
Norfolk & Western— 
1928 8,636,824 5,515,694 2,525,513 
1927 9,594,853 5,912,192 3,046,584 
Southern Region: 
Atlantic Coast Line— 
1928 7,747,321 5,284,985 1,842,270 
1927 8,662,499 5,959,659 2,028,289 
Central of Georgia— 
1928 2,491,312 1,719,502 552,011 
1927 2,616,998 1,868,099 541,086 
Illinois Central— 
1928 13,824,275 9,945,751 2,811,747 
1927 13,739,051 9,963,531 2,657,335 
Louisville & Nashville— : 
1928 12,031,952 9,269,396 2,148,692 
1927 12,390,196 9,898,354 1,891,800 
Seaboard Air Line— ; 
1928 5,511,506 3,817,282 1,215,800 
1927 6,060,066 4,295,549 1,233,726 
Southern— 
1928 12,589,789 8,776,715 2,766,184 
1927 12; 833, 279 9,369,565 2,570,891 
Yazoo & Missiasippi Valley— 
1928 2,128,966 1,830,206 51,128 
¥ 1927 2,238, "952 1,836,895 155,702 
Northwestern Region: 
Chicago & North Western— 
1928 12,082,737 9,682,501 1,432,362 
1927 12, ‘029, 745 9,675,565 1,288,525 
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Operating Operating 
revenues expenses 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 14,231,148 9,605,392 
1927 13, 209; 105 10,738,082 
Chicago, St. Paul, Minneapolis ’& Omaha— 
1928 2,300,714 1,822,679 
1927 2) 206,825 1, 781, 442 
Great Northern— 
1928 8,602,668 6,315,969 
1927 7,934,883 5, "986, 363 
Minneapolis, St. Paul & Sault Ste, Marie— 
1928 3,701,836 2,976,128 
1927 3, 487. "700 2, 884, 888 
Northern Pacific— 
1928 8,142,610 5,577,262 
927 7,320,692 5,711,772 


1 
Oregon-Washington R. R. 
sear 2,406,231 


2,245,682 
Central Western Region: 
Atchison, Topeka ¢ Santa Fe— 


1928 ° 15,819,616. 


1927 16, 628, 048 
Chicago & Alton— 

1928 2,490,689 

1927 2,675,071 
Chicago, Burlington & Quincy. y— 

1928 13,865,936 


-1927 13; 256, 509 
Chicago, Rock Island & Pacific— 
1928 11,179,599 


1927 11,740,594 
Denver & Rio Grande Western=— 

1928 2,486,100 

1927 2,495,929 
Oregon Short Line— 

1928 3,074,213 


1927 2,794,868 
Southern Pacific Company— 
1928 18,464,046 


1927 18,864,106 
Union Pacific— 

1928 8,908,397 

1927 8,114,913 


Southwestern Region: 
Gulf, Colorado & Santa Fe— 


1928 2,058,292 

1927 3, "095, 902 
Missouri-Kansas-Texas— 

1928 4,365,628 

1927 4,891,478 
Missouri Pacific— 

1928 11,042,137 

1927 11,188,032 
St. Louis-San Francisco— 

1928 6,702,016 

1927 7,241,595 
Texas & New Orleans— 

1928 5,779,643 

1927 5,946,821 
Texas & Pacific— 

928 4,248,294 

1927 3,406,254 


& Navigation Co.— 


1,978,520 
1,918,946 


11,964,944 
11,823,995 


1,897,775 
1,961,313 


8,900,833 
8,759,389 


8,120,144 
8,762,229 


1,923,963 
2,005,561 


2,221,287 
2,042,544 


13,289,771 
13,730,039 


6,069,725 
5,728,882 


86,804 
77,303 


to (wn 


4,473,000 
5,068,186 


2,801,400 
2,478,451 


Net 
railway 
operating 
income 


3,367,286 
1,311,386 


324,330 
266,127 


1,507,229 
1,123,741 


373,003 
268,544 


2,257,347 
1,253,491 


92,277 
52,904 
2,654,442 
3,411,167 


328,392 
406,841 


3,373,848 
3,103,509 


2,035,299 
1,918,960 


432,324 
375,724 


438,470 
431,838 


3,910,723 
3,428,930 


1,905,730 
1,574,548 
46,600 
424,895 


989,074 
1,103,006 


1,673,791 
1,822,716 


1,721,279 
1,852,253 


686,639 
376,881 


954,772 
629,706 
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The corresponding data for the three months ended with 


March, 1928, and 1927, follow: 
Total—Roads reported: 


1928 $1,218,606,043 $930,382,199 $190,216,334 
1,271,637,040 980,556,577 192,170,632 


1927 
New England Region: 
Boston & Maine— 


1928 18,080,286 13,585,273 
1927 18,766,841 14,631,952 
New York, New Haven & Hartford— 
1928 31,420,615 23,390,374 
1927 32,790,634 25,281,939 
Great Lakes Region: 
Delaware & Hudson— 
1928 8,959,764 8,132,761 
1927 10,054,214 8,945,603 
Delaware, Lackawanna & Western System— 
1928 18,379,620 14,370,191 
1927 18,979,558 15,512,686 
Erie (including = & Erie)— 
1928 28,368,270 23,020,127 
1927 29; 081, 210 24,914,631 
Lehigh Valley— 
1928 15,556,181 18,764,547 
1927 17,494,408 14,795,764 
Michigan Central— 
— 21,927,843 15,150,372 
1927 21, 339, 710 14, 935,997 
New York Central (ineluding Boston & Albany )— 
1928 88,138,494 69,138, 156 
1927 93, 215, 682 73, 137,980 
New York, oan & St. Louis— 
1928 12,989,638 9,558,606 
1927 18, 224, 226 9,745,476 
Pere Marquette— 
1928 9,712,025 7,131,274 . 
1927 10,285,611 7,291,722 
Pittsburgh & Lake Erie— 
1928 7,293,902 6,083,627 
1927 8,248,326 7,056,555 
Wabash— 
1928 16,743,999 12,639,961 
1927 16,881,446 12,909,546 
Central Eastern Re 
Baltimore & O 
1928 53,218,161 43,600,779 
1927 59,999,643 47,077,925 
Central of New Jersey— 
od 12,923,940 10,062,649 
1927 13, 264, 189 10,974,621 
Chicago & Eastern Illinois— 
1928 6,232,014 5,137,675 
1927 7°313,991 5,879,050 


. 


3,039,201 
2,538,775 


4,638,004 
3,887,482 
521,738 
658,302 


2,574,643 
2,056,071 


2,978,847 
1,920,093 


700,274 
1,261,526 


4,930,421 
4,858,346 


11,951,564 
12,878,266 


1,815,781 
2,102,395 


6,242,366 
9,328,932 


1,715,479 
1,194,752 


343,737 
716,757 


76.3 
77.1 


90.8 
89.0 


78.2 
81.7 


81.1 
85.7 


88.5 
84.6 


69.1 
70.0 


78.4 
78.5 


73.6 
73.7 


73.4 
70.9 


83.4 
85.6 


75.5 
76.5 
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Operating 
revenues 


Operating 
expenses 


Cleveland, Cincinnati, Chicago & St. Louis— 


1928 21,581,994 
1927  22,854/962 


Elgin, Joliet & Eastern— 
1928 


1927 928 
Long Island— 

1928 8,469,124 

1927 8,477,724 
Pennsylvania— 

1928 147,740,574 

1927 164,358,253 
Reading— 


1928 21,065,979 
1927 23,368,841 


Pocahontas Region: 


Chesapeake & Ohio— 
1928 29,772,362 
1927 33,412,342 
Norfolk & Western— 
1928 24,189,326 
1927 27,402,970 


Southern Region: 


Atlantic Coast Line— 
1928 20,988,979 


1927 23,909,629 
Central of Georgia— 

1928 6,553,428 

1927 7,244,771 
Illinois Central— 

1928 38,336,490 

1927, 38,638,954 
Louisville & Nashville— 

1928 34,208,213 


1927 35,396,119 
Seaboard Air Line— 
1928 15,773,511 
1927 17,570,212 
Southern— 
1928 35,006,844 
1927 36,104,750 
Yazoo & Mississippi Valley— 
1928 6,387,461 
1927 6,639,690 


Chicago & North Western— 
1928 33,478,839 
1927 33,626,952 


Northwestern Region: 


16,579,713 
17,448,663 


7,230,206 
7,604,906 


115,049,618 
131,334,912 


17,291,978 
18,262,217 


21,593,132 
22,831,483 


16,221,647 
17,964,449 


15,460,069 
17,013,526 


4,939,174 
5,387,564 


28,961,403 
28,680,494 


27,211,732 
28,478,995 


11,603,558 
13,121,645 


50,026 
99,475 


25,5 
26,8 
5,295,926 
5,301,592 


27,114,563 
27,639,507 


Chicago, Milwaukee, St. Paul & Pacific— 


1928 38,894,359 
1927 36,591,361 


28,157,791 
30,308,434 


Chicago, St. Paul, seeenan & Omaha— 


928 6,523,675 
1927 6,202,138 


1928 22,998,174 
1927 21,204,669 
Minneapolis, St. Paul & Sault Ste. 
1928 10,285,249 
1927 9,905,444 


1928 21,298,724 
1927 19,368,390 


Great Northern— 


Northern Pacific— 


5,449,024 
5,246,527 


17,820,177 
17,167,527 
Marie— 
8,605,552 
8,363,094 


16,229,578 
16,034,256 


Oregon-Washington R. R. & Navigation Co.— 
1 


928 6,584,952 
1927 6,064,972 


Central Western Region: 


Atchison, Topeka & Santa Fe— 
1928 45,215,994 
1927 48,047,819 
Chicago & Alton— 
1928 6,931,314 
1927 7,423,108 
Chicago, Burlington & Quincy— 
1928 39,031,578 
1927 36,823,228 
Chicago, Rock Island & Pacific— 
1928 31,349,827 
1927 32,306,873 
Denver & Rio Grande Western— 
1928 7,443,978 
1927 7,434,156 
Oregon Short Line— 
1928 8,695,896 
1927 7,783,898 
Southern Pacific Company*— 
1928 51,102,812 
1927 50,939,966 


1928 25,077,239 
1927 22,558,814 


Gulf, Colorado & Santa Fe— 
1928 6,279,076 
1927 9,547,514 
Missouri-Kansas-Texas Lines— 
: 1928 12,744,744 
1927 14,075,381 


1928 31,266,411 

1927 31,887,221 
St. Louis-San Francisco— 

1928 19,188,876 


1927 20,517,010 
Texas & New Orleans— 

1928 16,210,916 

1927 16,940,472 

1928 11,626,050 

1927 9,432,820 


Union Pacific— 


Southwestern Region: 


Missouri Pacific— 





*Includes returns for Atlantic Steamship Lines. 


Texas & Pacific— 
d Deficit. 


5,721,355 
5,175,036 


33,893,203 
33,565,107 


5,556,222 
5,568,424 


25,620,459 
25,580,309 


23,635,481 
24,998,610 


5,651,437 
5,687,419 


6,090,207 
5,493,343 


38,214,680 
38,893,199 


16,856,026 
15,804,035 


8,957,215 
9,750,444 


23,984,383 
24,428,902 


13,718,494 
14,343,721 


13,580,699 
14,759,411 
8,099,752 
7,103,255 
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Net 


per- 


railway ating 
operating ratio 


income 


3,201,734 
3,881,178 


1,298,604 
1,779,823 


648,930 
200,555 


22,007,698 
22,354,653 


2,968,025 
3,958,671 


6,727,569 
8,837,478 


6,174,167 
7,523,520 


3,830,317 
5,162,461 


1,133,898 
1,362,524 


584,880 
488,967 


2,982,682 
1,998,600 


686,101 
551,278 


4,160,531 
2,291,055 


d 119,083 
75,188 


7,692,860 
10,240,490 


495,177 
987,357 


9,273,135 
7,294,894 


4,641,756 
4,187,702 


1,418,812 
1,399,415 


1,543,189 
1,354,412 


8,626,390 
7,534,236 


5,575,066 
4,334,897 
142,464 
1,551,932 


2,548,459 
3,105,717 


4,693;534 
4,925,179 


4,518,844 
5,224,844 


953,006 
590,390 
2,182,875 
1,444,797 


% 


76.8 
76.3 
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70.3 
69.3 


76.7 
76.6 


71.5 
69.9 


83.8 
87.1 
69.7 
75.3 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a»-member of our legal department, 
will give his opinion in answer to any simple quéstion relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions dee practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. . 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
















Delivery by and to Carrier—What Constitutes 


Washington.—Question: We would be pleased to have you 
furnish us your opinion regarding the liability of the rail lines 
on shipments that may be damaged by fire while at the con- 
signee’s warehouse or elevator. 

We would also be pleased to have you include the liability 
for cars under load to be switched out and forwarded to points 
located on the line of the rail line performing the switching 
services at the loading warehouse or mill. Also please advise 
if the rail lines are exempt from any liability while cars are 
in transit—this would be from damages caused by fire other 
than railroad negligence. 

Answer: With respect to the liability of a carrier for goods 
placed on a shipper’s private siding see Missouri Pacific R. 
Co. vs. Wichita Grocery Co. (Kansas), 40 Pac. 899; Jolly vs. 
A. T. & S. F. R. Co. (Calif.), 131 Pac. 1057; Bianchi & Sons vs. 
M. & W. R. Co. (Vt.), 104 Atl. 144; Arkansas Midland R. Co. 
vs. Premier Cotton Mills (Ark.), 158 S. W. 159; Weyl vs. South- 
ern Pacific, 156 Ill. App. 193; Kingman St. Louis Implement 
Co. vs. Southern Railway Co., 112 S. W. 721. 

Under these cases the liability of the carrier is dependent 
upon whether or not delivery has been made to the consignee. 
If delivery has been made its liability ceases, but until such 
delivery has been made, it is liable as a common carrier. The 
cases, however, are not in entire agreement as to what con- 
stitutes delivery. In the first case cited above, it was held that 
two cars which were placed on a consignee’s siding on Saturday 
but which burned before business on the following Monday, had 
not been delivered, and that the carrier was liable for the loss. 
In Bianchi & Sons vs. M. & W. R. Co., 104 Atl. 144, it was 
held that a car delivered on a private switch, without notice 
to the consignee, and without surrender of a straight bill of 
lading, had been properly delivered and the carrier was not 
liable for loss of goods therefrom. It was held that the mere 
piacing of the car upon the consignee’s sidetrack constituted 
delivery by the carrier and acceptance by the consignee. See 
also, to the same effect, Ward vs. Pere Marquette (Mich.), 204 
N. W. 120. In Jenckes Spinning Co. vs. N. Y. N. H: & H. R. 
Co., 126 Atl. 7538, it was held that a condition in the bill of 
private sidings did not relieve a carrier from liability for partial 
loss of cotton shipment where the siding involved, though built 
for convenience of a particular plant, was not strictly private. 

In order that a carrier may be charged with the custody, 
care and transportation of goods, it is essential that as bailee 
it shall have come into possession of the goods, which, of course, 
involves a delivery by the shipper and an acceptance by the 
carrier, and until there has been such delivery and acceptance, 
by which the possession of the goods has been transferred from 
the shipper to the carrier, no liability of the carrier with ref- 
erence to such goods arises. Brown vs. Payne, 107 S. E. 310; 
R. Co. vs. Mills, etc., Co., 184 Pac. 373; Knapp vs. R. Co., 159 
N. W. 81; R. Co. vs. Tolica, etc., 204 S. W 1016; Mo. Pac. R. 
Co. vs. McFadden, 154 U. S. 155; St. Louis, etc., R. Co. vs. Com- 
mercial Union Insurance Co., 139 U. S. 223; Pitlock vs. Wells, 
109 Mass. 452; T. N. W. & B. C. vs. Tomson, 250 S. W. 757; 
Shore vs. N. Y. N. H. & H., 121 Atl. 344; Texarkana & Ft Smith 
Ry. vs. Brass, 245 S. W. 457; Cent. of Ga. Ry. Co. vs. Smith, 
120 S. E. 30. 

In the absence of special contract, custom, or usage, it is 
not sufficient that the property is delivered on the carrier’s 
premises or placed in a position from which it might readily 
be taken by the carrier or its agent, but there must be notice 
to it or its agent of the delivery, and intention to place the 
goods in the care and custody of the carrier for transportation. 
R. Co. vs. Blocker, 184 Pac. 584; Belerman vs. A. C. L., 109 
S. E. 397; Howell vs. S. A. L., 119 S. E. 198; American Fruit 
Growers vs. King, 114 S. E. 861; The Willie vs. Sandhovel, 92 
Fed. 286; Standard Combed Thread Co. vs. P. R. R., 95 Atl. 
1002; Cooperage Co. vs. R. Co., 215 S. W. 897; Merriam vs. Hart- 
ford, etc., R. Co., 52 Am. Dec. 344. 

With respect to deliveries to carriers on team tracks of the 
carrier, the decision of the Supreme Court of the United States 
in Y. & M. V. R. Co. vs. Nichols & Co., 256 U. S. 540, is deter- 
minative of the question so far as deliveries to a carrier at 
agency stations is concerned, at least, this case is determinative 
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“THE ARROW’ is one of the great fleet of 60 named 
Pennsylvania freight trains that have set remarkable 
records for regularity and dependability of on time arrival. 





THE ARROW’ 


a straight shot from East to West 


ANY men havewon undying fame 

by relying on arrows. A few of 
the more notable examples of gentle- 
men who were proficient in their use 
are Robin Hood, Sitting Bull and Big 
Chief Rain-in-the-Face. In addition 
to this collection there was a Mr. Wil- 
liam Tell, who used to spend his leisure 
hours halving apples with arrows. 


The point of all this is that arrows 
have long been famous for prompt 
departure and on time arrival. And 
when properly handled they go straight 
to the mark. In this respect ‘The 
Arrow” of the Pennsylvania is a real 
honest-to-goodness member of the 
arrow family. 


“The Arrow” is a big freight train 
with a cargo of general merchandise 
that runs from Eastern Seaboard Cities 
to Toledo and Detroit, serving through 


them as gateways the important cen- 
ters in Ohio and Michigan. 

In “The Arrow’s” cargo you will 
find large quantities of automobile 
parts and equipment used by the in- 


Here are three other Penn- 
sylvaniafreight trains whose 
regular on time arrivals 
have earned them distinctive 
names: 


**THE COMET’’ 
Perishable—Merchandise 


Seaboard Cities to St. Louis 


‘““MAN O’ WAR’”’ 
Live Stock 
Chicago to Seaboard Cities 


‘*THE CHAMPION’’ 
Perishable— Merchandise 
Pittsburgh to Wilkes-Barre 





dustries in this mid-west territory. 
Thus “The Arrow” performs a definite 
service to car manufacturers and con- 
tributes, in its own way, to making the 
world travel on wheels. 


This train’s arrival in Toledo is con- 
veniently arranged so as to permit 
connections being made with trains of 
other railroads leaving that Terminal 
on the evening of arrival. 


Regularity and dependability of on 
time arrival is a distinctive character- 
istic of “The Arrow.” Shippers and 
receivers who use this train have found 
that it holds to its schedule consist- 
ently. This is due to the wonderful 
cooperation of the train crew, and to 
the thousands of men along the route 
who have been responsible for the fine 
records that the train sets regularly 
month after month. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA R aAILROAD 
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of the fact that, so far as deliveries to a carrier at an agency 
station is concerned, the liability of a carrier is not dependent 
upon whether or not the loaded car has been attached to a train, 
as the carrier contended in this case, in view of the provision 
which was formerly carried in the bill of lading, but which was 
modified by the Commission’s opinion in docket 4844, 64 I. C. C. 
357, which modified provision has been carried in the bill of 
lading since March 15, 1922. 

So far as deliveries to a carrier on private or semi-private 
industry tracks is concerned, there are no recent decisions of 
the courts, that is, decisions which pass upon this question since 
the modification in the bill of lading referred to above, by which 
the provisions of paragraph 4 of section 4 of the bill of lading 
in use prior to March 15, 1922, was modified so as to provide 
that property destined to or from a station, wharf or landing 
at which there is no regularly appointed freight agent shall be 
entirely at risk of owner after unloaded from cars or vessels 
or until loaded into cars or vessels, eliminating that portion 
of the provision which read “and when received or delivered 
on private or other sidings, wharves or landings shall be at 
owner’s risk until the cars are attached to or after they are 
detached from trains.” The following decisions hold that the 
clause last quoted was applicable and the carrier, therefore, not 
liable for loss or damage. Bers vs. Erie R. Co., 163 N. Y. S. 
114, 122 N. E. 456; Chickasaw Cooperage Co. vs. Y. & M. V., 
216 S. W. 897 (Ark); Standard Combed Thread Co. vs. Pa. Co., 
95 Atl. 1002 (N. J.); Siebert vs. Erie R. Co., 163 N. Y. S. 114; 
Bainbridge Grocery Co. vs. A. C. L., 70 S. E. 145 (La.). 

However, in McClure vs. N. & W., 98 S. E. 14 (W. Va.), it 
was held that a carrie? was liable for the loss of goods loaded 
into a car standing on a private siding at an agency station, 
while in C. C. C. & St. L. vs. American Tobacco Co., 104 S. W. 
277, it was held that a carrier was liable for a loss by fire of 
a carload of tobacco loaded on a private sidetrack where the 
car had been loaded and bill of lading issued and signed by the 
carrier’s agent, although notice had not been given that the 
car was loaded, the bill of lading having been issued shortly 
before the loading was completed. See also L. & N. R. R. Co. 
vs. Long, 105 Sou. 890). 

In so far as shipments en route to destination are concerned, 
the carrier is liable as a common carrier, and liable for the loss 
of or damage to the goods, subject to the qualification that it 
is not liable where the loss or damage results from an act of 
God, the public enemy, the fault of the shipper, or inherent 
nature of the goods. Where loss or damage is caused by fire, 
the carrier is liable, regardless of whether resulting from the 
carrier’s negligence or not. The above applies to shipments 
if export also. See Missouri Pacific R. R. Co. vs. Porter, 273 

. S. 341. 


Routing and Misrouting—Rate Determines Route in Absence of 
Routing Instructions 


Kansas.—Question: Please refer to your answer to “Vir- 
ginia,” on page 1000, of the April 21 Traffic World. It is pos- 
sible that you have in your files information concerning this 
particular shipment, which makes your answer correct; how- 
ever, your answer, as it reads, without modification, is, I think, 
liable to mislead those who read it. 


As to whether or not the answer is correct, depends upon 
whether the cheaper rate via another route was in connection 
with the carrier to which the shipment was tendered at origin; 
or whether the cheaper rate was applicable only via another 
route of which the carrier to which the shipment was tendered 
was not a part. 


In other words, if there were two carriers at point of origin 
and the cheaper rate were only applicable via the carrier to 
which the shipment was not tendered, the shipper would not, 
according to the many decisions of the Commission, be entitled 
to that lower rate, but only to the lowest rate which could be 
made via any route in connection with the carrier to which the 
shipment was tendered. 


Answer: Our answer was based upon the assumption that 
the shipment was forwarded via a route to which the initial 
carrier was a party and via which the 53% cent rate applied. 

If, however, the carrier to whom the shipment was deliv- 
ered was not a party to a route via which the 5314 cent rate 
applied, its only duty, under the principle of the Commission’s 
opinion in McLean Lumber Co. vs. L. & N. R. R. Co., 22 I. C. C. 
349, was to forward the shipment via the cheapest reasonable 
route of which its line formed a part, there being no obligation 
on its part to turn the shipment over to another carrier via 
which the 53% cent rate applied, nor to apply that rate on the 
shipment, assuming that there was a route via which the 53% 
cent rate applied. 


Damages—Trade Discounts es 


Illinois —Question: We have filed loss and damage claims 
against a railroad on merchandise which was received in a dam- 
aged condition in the state of Texas, which was unsalable and 
was returned to a carrier in Texas. Now, we are having con- 
siderable correspondence relative to these claims, and the rail 
carriers claim they are entitled to a 15 per cent trade discount, 
which I believe they are not entitled to. 
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Will you kindly furnish me with references to a case similar 
to mine, so I may quote the rail carriers? 

We handle all kinds of trade whose discounts run from list 
to 16% per cent, or an average of 9 per cent, and in order to 
enjoy a certain trade discount they have to guarantee to take 
out a certain number of rolls of merchandise over a period of 
six months and, as there is a considerable amount of money 
involved in these claims, I would like to have your decision on 
same at the earliest possible date. 

Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination, less 
freight charges, if not paid. In numerous cases this principle 
is laid down, among which are the following: Y. & M. V. R. 
Co. vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 253; 
Orange National Bank vs. Sou. Pac. Co., 110 Sou. 329; Waters 
vs. Beckers, 186 N. W. 167; Forest Green Farmers Elec. Co. 
vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at time and place 
of shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 154; 
N. E. 831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; 
Y. & M. V. vs. Delta Grocery Co., 98 Sou. 777; Heidritter Lum- 
ber Co. C. R. R. Co. of N. J., 122 Atl. 691; Hazlehood Cotton 
Co., 131 S. E. 283; Crail vs. Ill. Cent., 12 Fed. (2d) 459. 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. R. Co. vs. Delta Grocery Co., 98 Sou. 777; L. & N. 
R. Co. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 2038 N. Y. S. 
807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; PD & SVP 
R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not, in itself, constitute market value. See M. 
& M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & N. R. 
Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. W. 708; 
Collins & G. R. Co. vs. Beasley, 136 S. E. 167; Feelyater vs. C. 
M. & St. P., 190 N. W. 193; The Cabo Villano, 18 Fed. (2d) 
220; Sou. Ry. Co. vs. Northwestern Fruit Exchange, 98 Sou. 382; 
A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; The Asuarca, 
13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. Bundick-Taylor-Corbin- 
Handy Co., 122 S. E. 261; Davis, Director-General, vs. Zimmern, 
99 Sou. 307. 

In the voluntary settlement of claims the invoice price is 
a convenient basis for determining the amount of the claim. 

We cannot, of course locate cases which lay down a rule 
for the voluntary settlement of claims, nor do we locate any 
case in which the matter of a trade discount was involved. 
However, it is our opinion that if the invoice price, subject to 
a trade discount, is used as the basis for the settlement of a 
claim, the trade discount is a proper deduction, assuming, of 
course, that the discount is allowed with respect to the particular 
shipment. 

Reparation—Long-and-Short-Haul Violation 

Texas.—Question: Will you please advise us whether a 
claim would be in order on cut soles (leather) on shipments 
moving from Corry, Pa., by the Morgan or Mallory Line to Texas 
common points on account of the transcontinental rate from 
Corry to Deming, N. M., being $2.07 per hundredweight, while 
the rail and water rate from Corry to Texas common points is 
$2.391%4. It seems that the Morgan & Mallory are parties to the 
transcontinental tariff and they would haul the leather goods 
from Corry to Deming on the transcontinental rate of $2.07, but 
assessed $2.39%, per hundredeweight to Texas common points. 

This is intermediate, and we believe the carrier should 
reimburse us for the difference. 

Answer: With respect to this question, see James C. Davis 
vs. Portland Seed Co., 264 U. S. 403. In this case the court 
held that the published tariff rate must be applied from an 
intermediate point, even though higher than from the more 
distant point and that the question of reparation for the dif- 
ference between the two points was a matter to be determined 
by the Interstate Commerce Commission and not by the courts. 
You are no doubt familiar with the views of the Interstate Com- 
merce Commission on this question, the Commission holding 
that reparation may not be awarded merely because of a viola- 
tion of the long-and-short-haul provision of the fourth section 
of the interstate commerce act. In this connection see Iten 
Biscuit Co. vs..C. B. & Q., 50 I. C. C. 724; Ohio Farm Bureau 
Federation vs. N. Y. C. R. R. Co., 104 I. C. C. 490; Northeast 
Mississippi Traffic Bureau vs. N. & O., 109 I. C. C. 246. 

See, however, Traffic Bureau, Chamber of Commerce (Lynch- 
burg, Va.), 104 I. C. C. 293, in which case the Commission said: 

By the way of the route designated by the complainant, River- 
mont is intermediate to Lynchburg. Complainant, therefore, contends 
that the rate charged was unreasonable and in violation of the long- 
and-short-haul provision of the Fourth Section in that it exceeded the 
251% cent rate to Lynchburg. The record indicates that at the time 
of movement, the departure was protected by an appropriate ap- 
plication, and, as previously stated, subsequent to the movement, 
Rivermont was accorded the Lynchburg rate. While evidence of 4 
departure from the long-and-short-haul provision of the Fourth Sec- 
tion: of the act does not establish the unreasonableness of the inter- 


mediate rate it is evidence tending in that direction, particularly when 
accompanied by the subsequent establishment of the lower rate. In 
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THE SPEED OF EXPRESS 


Traction 
Routing 


When you insist upon Traction Freight 
Service you get more for your money. 
Traction Shipments travel in small units 
- - and at frequent intervals. That’s 
why Traction Freight Service is from 
two to FIFTEEN times faster between 


NEWARK ZANESVILLE 


(OHIO) (OHIO) 
and the 


39000 


Miles of Electric Railway Territory in 
OHIO — IND. — MICH. 


The new coordinated Steam and Elec- 
tric service between Newark and Zanes- 
ville and Chicago and other Monon 
Points is proving exceptionally popular. 
Through rates and through way-billing 
are also in effect between “Southern | 
Ohio” points and the southern states. 


Traction Service 
is 2 to 15 times faster 


Southern Ohio 
PUBLIC SERVICE 


@ayitersuine 


1) 


SOUTHERN OHIO 
PUBLIC SERVICE CO. 


LLYLE E. BLAND 
Director of Public Relations 
Richards Building Zanesville; Ohio 
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For Your Information 


Here Are a Few of the 


Industries Located on 
Deep Water at 


HOUSTON 


Carnegie Steel Company 
Anderson-Clayton Compress & Wharves 
Alexander Sprunt & Sons Compress & Wharves 
Texas Chemical Company 

Deepwater Oil Refineries 

Magnolia Petroleum Company 

Texas Portland Cement Co. 
Manchester Municipal Wharf 

American Maid Flour Mills & Elevator 
Southern Pacific Wharves 

Sinclair Refinery 

The Texas Company 

Municipal Grain Elevator 

B. H. Elliott Shipbuilding Company 

_W. D. Haden Shell Plant 

Harrisburg Machine & Foundry Company 
Armour Fertilizer Company 

Humble Oil & Refining Co. 

Peden Iron & Steel Company 

Houston Compress Company 
Galena-Signal Oil Refinery 

Houston Lighting & Power Company 
Channel Fuel Company 


Ideal sites are to be had for those industries 
looking for an outlet to the sea, where the 
finest weather conditions prevail the year 
through, where there is plenty of labor and 
where the cost of fuel is low—natural gas, oil, 
electricity. The finest of rail facilities—18 
railroads serving Houston, and an inland har- 
bor with over fifty miles of available deep 
water frontage. 


——? 
Write TODAY for FREE Copy of the 


PORT BOOK 


It tells all about 


Ohe 
Port of Houston 


=— 
Address 


DIRECTOR OF THE PORT 
' 5th Floor, Courthouse 
HOUSTON 
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the instant case defendants introduced no evidence bearing, upon the 
issue of unreasonableness. 


Freight Charges—Regulations for Payment of 

Michigan.—Question: Please advise as to computing time 
under the forty-eight hour credit extended to patrons taking 
private track delivery. Do you figure forty-eight hour credit 
from the time car is placed on private siding or from the time 
that unloading has been completed? Also, the ruling on public 
delivery track delivery, whether forty-eight hours’ free time 
should be computeed from the time car is actually placed on 
siding, or the time consignee accepts delivery and starts un- 
loading, or after unloading has been completed. 

Answer: In Ex Parte Docket No. 73, Regulations for Pay- 
ment of Rates and Charges, as modified in subsequent orders, 
57 I. C. C. 591, the Interstate Commerce Commission prescribed 
rules and regulations for the prompt payment of transportation 
rates and charges. In accordance therewith, credit may be 
extended to a shipper for a period of not exceeding ninety-six 
hours, to be computed as specified therein. Paragraphs 1-A and 
B, 2, 3, 4 and 5 of the Commission’s order, which are in point, 
read; 


1. Where retention of possession of any freight by the carrier 
until the tariff rates and charges thereon have been paid, will re- 
tard prompt delivery, or will retard prompt release of equipment or 
station facilities, the carrier, upon taking precautions deemed by it 
to be sufficient to insure payment of the tariff charges within the 
period of credit herein specified, may relinquish possession of the 
freight in advance of payment of the tariff charges thereon and 
may extend credit in the amount of such charges to those who under- 
take to pay such charges, such persons being called shippers, for 
a period of ninety-six hours to be computed as follows: 

(A) Where the freight bill is presented to the shipper prior to, 
or at the time of delivery of the freight, the ninety-six hours of 
= shall run from the first 4:00 P. M. following the delivery of the 
reight. 


(B) Where the freight bill is presented to the shipper subsequent 
to the time the freight is delivered, the ninety-six hours of credit 
shall run from the first 4:00 P. M., following the presentation of the 
freight bill. 


2. Every such carrier shall present freight bills to shippers not 
later than the first 4:00 P. M. following delivery of the freight, ex- 
cept that when information sufficient to enable the carrier to com- 
pute the tariff charges is not then available to the carrier at the 
delivery point, the freight bills shall be presented not later than 
the first 4:00 P. M. following the day upon which sufficient infgrma- 
tion becomes available to the delivering agent of the carrier. 

3. Shippers may’ elect to have their freight bills presented by 
means of the United States mails, and--when the mail service is 
so used the time of mailing by the carrier shall be deemed to be 
the time of presentation of the bills. In case of dispute as to the 
time of mailing, the postmark shall be accepted as showing such time. 

4. Sundays and legal holidays, other than Saturday half-holidays, 
may be excluded from the computation of the period of credit. 

5. The mailing by the shipper of valid checks, drafts, or money 
orders which are satisfactory to the carrier in payment of the tariff 
charges, within the period of credit prescribed above, may be deemed 
to be payment of the tariff charges within the period of ninety-six 
hours of credit. In case of dispute as to the time of mailing the 
postmark shall be accepted as showing such time. 


Routing and Misrouting—Initial Carrier Not Required to Use 
Third and Intervening Carrier Where Its Line, in Connec- 
tion with Carrier Specified by Shipper, Forms Complete 
Route , 


New York.—Question: There are through published inter- 
state rates between point of origin and destination over a 
direct and usual route. When shipment is made the bill of 
lading merely shows the initial and terminal carrier, not specify- 
ing one of the intermediate carriers which are a party to the 
rate. 

The initial carrier routes the shipment over a longer route 
via which there are no through rates in effect, using the com- 
bination of local rates, claiming as its authority that, inasmuch 
as they have no physical connection with the terminal carrier 
via the route over which the through rate applies and there is 
no intermediate carrier shown on the bill of lading, that they 
have the right and are bound to make delivery to the terminal 
carrier at a point where they have physical connection, regard- 
less of the through rate. 

They deny that they are obliged to protect the published 
through rate under the circumstances, and we would be pleased 
if you would publish any decisions by the Interstate Commerce 
Commission to the effect that the through published rate is not 
the lawful rate to apply. 

Answer: In Stebbins vs. D. L. & W. R. R., 42 I. C. C. 150, 
the Commission held that where the consignor specifies the 
routing that he desires his shipment to take by naming a carrier, 
which, in connection with the originating line, forms a through 
route from point of origin to destination, the initial carrier can- 
not be charged with having misrouted the shipment if it bills 
over that route instead of selecting a cheaper route in which 
those carriers participated but with a third carrier intervening. 
Tariff Interpretation—Compliance with Tariff Provisions by 

Shipper—Condition Precedent to Application of Rates 

Nebraska.—Question: Kindly refer to the Consolidated 
Freight Classification No. 5, rule 41, sectioa 8-C, which provides 
as follows: 


(c) When shipments are tendered for transportation in fiber 
boxes conforming to the requirements and specifications of this 
rule, the shipper must certify on shipping orders and bills of 
lading as follows: 
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“The fiber boxes used for this shipment conform to the specifi- 
cations set forth in the box makers’s certificate thereon, and all 
other requirements of rule 41 of the Consolidated Freight Classi- 
fication.” 


We received a shipment in fiber boxes which did conform 
to rule 41 in all respects. However, the shipper, through error, 
failed to certify on shipping order that the fiber boxes did con- 
form with the specifications provided for under rule 41. We 
have filed claim and supported same with an affidavit that the 
containers used actually did conform with the specifications 
provided for in rule 41. 

Carriers contend that they are unable to pay claim, due to 
the shipper’s failure to make the proper notation on the bill of 
lading. As a penalty the rate was set up one class higher. 
We do not feel, under the circumstances, that the carriers are 
justified in refusing to pay our claim, in view of the fact that 
the shipment did actually conform with the aforesaid rule. 

Will you give us your views on this matter and any deci- 
sions you may have on this point? 

Answer: In American Licorice Co. vs. C. M. & St. P., 95 
I. C. C. 525, the Interstate Commerce Commission held that the 
failure of the shipper to comply with a tariff provision requiring 
a certification on the bill of lading that the fiber boxes used 
for the shipment covered thereby, conformed to the specifica- 
tions set forth in the box makers’ certificate thereon and other 
requirements of rule 41 of the Consolidated Freight Classifica- 
tion, subjected the shipment to the penalty provided for in the 
governing tariff. 

Transit—Fourth Section Violation 

Arkansas.—Question: Please refer to your answer to “Ar- 
kansas,” on page 1132 of the May 5, 1928 Traffic World. The 
question was: Is the fourth section of the interstate com- 
merce act violated where carrier’s transit circular does not 
provide transit privilege at all intermediate points between point 
of origin and final destination and where combination on some 
intermediate point would result in higher charges than would 
apply on a shipment forwarded from the transit point under 
such transit privilege, the point of origin and the ultimate 
destination of both shipments being the same? 

I do not understand that, in the quoted decisions of the 
Commission, this question was passed upon. For illustration: 
In I. and S. docket No. 3034, Transit Arrangement on Points 
on the M. K. & T. Ry. Co. of Texas (mimeographed), decided 
March 26, 1928, carrier sought to cancel its transit privilege, 
one of its reasons being that, as transit was not accorded at 
any point on the Rock Island south of Terrell, Okla., there 
will be fourth section violation in a combination made on 
such Rock Island points south of Terrell, Okla. It does not 
seem that the Commission passed upon this particular point 
as to whether there would be fourth section departures, but 
ruled that such considerations would not justify the carrier’s 
proposal to cancel its transit circular. 


In your answer, you advised that the arguments advanced 
by the carriers do not, in themselves, warrant a denial of the 
transit privilege desired, but you do not reply to the question 
as to whether there would be fourth section violation if the 
privilege was not made available at all intermediate points. 

Won’t you please let us have the benefit of your opinion, 
pointing out such decisions of the court or Commission as you 
may be aware of, in which the question has been passed upon? 

Answer: With respect to your inquiry, see the Commis- 
sion’s opinion in Strasburg Steam Flouring Mills vs. Southern 
Railway Co., 58 I. C. C. 337. In this case, the Commission, on 
pages 339, 340, 341 and 342, said: 


If defendants provide for transit at Lynchburg and Danville 
on the basis of the through rates on the products from Chicago, 
plus a reasonable transit charge, they should be required to 
provide for transit on the same basis at Strasburg and other 
milling points on the direct through route. The fact that Lynch- 
burg and Danville take a different basis affords no justification 
for the maintenance by defendants of rates and regulations which 
result in lower through charges on traffic milled at those points 
than on like traffic moving over the same route when milled at 
Charlestown, Winchester, or Strasburg. The rates to and from 
Lynchburg are essentially parts of through rates, not applicable 
on local traffic, and by providing for the movement of traffic over 
the route through Charlestown, Winchester, Strasburg, and Lynch- 
burg, defendants have established a through route just as effec- 
tively as if they had publish joint rates. By according lower 
total charges on wheat milled at Lynchburg than on wheat milled 
at Charlestown, Winchester, and Strasburg defendants are sub- 
jecting millers located at Charlestown, Winchester, and Stras- 
burg to undue prejudice and disadvantage. * * * 

There were heard with this case portions of the above-num- 
bered fourth section applications by which the carriers named 
as parties thereto seek authority to continue to charge rates for 
the transportation of grain from and to the points concerned in 
this case when milled in transit at Broadway, Daphna, [Front 
Royal, Linville, Mount Jackson, Riverton, Timberville, New Market, 
Edinburg, Woodstock, Harrisonburg, and Lynchburg, Va., which 
result in lower through charges on the grain or products thereo 
than the through charges on like traffic milled in transit at 
Strasburg, Va., or other intermediate points, and moved to di- 
rectly intermediate points of destination. E 

We have found herein that the present adjustment subjects 
Strasburg, Winchester, and Charlestown to undue prejudice. The 
removal of that undue prejudice will eliminate any fourth = 
tion departures that may now exist with respect to the throug 
charges applicable on shipments moving by way of Strasburs 
Junction and the Southern and milled in transit at CharlestowD, 
Winchester, Strasburg and Lynchburg. As no justification }§ 
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Acetylene Gas Cylinders 


BRANCH OFFICES IN 
ALL PRINCIPAL CITIES 


2840 ARCHER AVENUE, CHICAGO 


THE TRAFFIC WORLD 


WHAT IS ACME UNIT-LOAD? 


The modern method of bracing loads (in units) 
in the box car with cold rolled steel bands. These 
bands, having a tensile strength of 100,000 pounds 
per square inch, are drawn tightly around the lading 
and sealed, creating units of great mass. These units 
do not resist but absorb the shocks of transportation. 
Safe delivery of goods is assured for shippers, who 
formerly lost customers and money as a result of 
damaged shipments. Visualize Acme “Unit-Load”’ 
by directing your attention to the three illustrations 
to the left. 


WHAT IS THE COST OF ACME 
UNIT-LOAD?. 


No skilled labor or power of any kind is re- 
quired. An ordinary workman can brace a carload 
shipment in 30 minutes or less at an average cost for 
labor and material of $2.00. What are you paying 
for this work and how long does it take now? Then, 
too, there is a considerable saving on freight charges 
since the usual heavy and inefficient wooden dunnage 
is eliminated. 


WHO CAN USE ACME .- 
UNIT-LOAD? 


Acme “Unit Load” is applicable to practically 
every commodity shipped in freight cars. Tell us 
what and how you ship. Our engineers will then 
advise you as to what Acme “Unit-Load” can do to 
save you time and money, and assure safe shipment 
of your goods. No obligation for this free service. 


PROMPT SERVICE 
ON ACME PRODUCTS 
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shown for applying a different basis on shipments milled at other 
intermediate points north of Lynchburg, or for the maintenance 
of rates which would result in lower through charges on ship- 
ments milled at points south of Strasburg Junction than when 
milled at Strasburg, fourth section relief will be denied. 


Proof of Loss or Damage—Wagon Scale Weights of Consignee 

Michigan.—Question: Kindly give us your opinion as to 
what redress shippers would have in regard to refund of over- 
charge and amount of loss and damage claim under the fol- 
lowing circumstances: 

A shipper loads car of scrap iron and invoices consignee 
on point of origin railroad scale weights. Car arrives at des- 
tination and is weighed by consignee’s certified weighmaster, 
which results in 3,000 pounds less than railroad scale weights. 
Consignee settles with shipper on outturn weights. However, 
railroads assessed freight charges on railroad scale weights, 
which the shipper is compelled to pay, and the railroads will 
not entertain shortage claim unless there is sufficient evidence 
to show cause for shortage. 

Answer: While the Commission has held that a carrier 
should not be required to accept weights ascertained by shippers 
on their private scales (Providence Fruit and Produce Exchange 
vs. Director-General, 66 I. C. C. 300; S. C. Schenck vs. N. & W. 
Ry. Co., 29 I. C. C. 125), it has, where a carrier’s weights were 
questioned, given consideration to weights found by consignee 
on his scales at point of destination. Keystone Wood Co. vs. 
Pennsylvania R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co. 
vs. P. R. R. Co., 44 I. C. C. 5380; Aetna Portland Cement Co. vs. 
D. G. H. & M. Ry. Co., 46 I. C. C. 407. We locate no decision 
of the courts in which the question of the probative value of 
the consignee’s wagon scale weights as proof of loss of goods 
in transit was involved, but it is our opinion that such evidence 
would be considered in determining the liability of the carrier 
for loss of coal, the weight of such evidence depending upon 
the circumstances surrounding the handling of the shipment. 

A carrier is liable for the loss of goods resulting from its 
negligence in transporting the shipment and proof of the fact 
that a certain amount of coal was delivered to the carrier at 
a point of erigin and that a lesser amount was received at 
destination, ordinarly makes a prima facie case, the burden 
being upon the carrier to show that the loss occurred from 
some caus¢e for the consequences of which the carrier is not 
liable. See, in this connection, Smith vs. L. & N. R. R. Co., 
209 N. W. 465; Davis vs. Zimmern, 99 Sou. 307; Baker vs. 
Dittlinger Roller Mills Co., 203 S. W. 798; and Nye-Schneider- 
Fowler Co. vs. C. & N. W., 282 N. W. 967. 

The latter case, while covering a shipment of grain, con- 
tains a statement of the principles which are applicable in 
the case of loss of coal. 

In the final analysis it is a matter of proof as to whether 
or not there was in fact a difference between the origin and 
destination weights, the carrier being liable upon proof of this 
fact, unless it can show that the shortage was the result of 
shrinkage or some other cause for the consequences of which 
it is not responsible. 

Tariff Interpretation—Exception to Application of Export De- 
murrage Rules 

Oregon.—Question: North Pacific Coast Freight Bureau 
10-E, I. C. C. 222, names two rates, on page 88, from Oregon 
Trunk Line points. The lower of these two rates is referenced 
at the foot of the page to preclude the application of export 
demurrage tariff 28-M, I. C. C. 208. 

Tariff 28-M, however, provides that it will apply on “cars 
held at ports of interchange in Washington and Oregon for de- 
livery to water carriers,” excepting certain transcontinental 
traffic. 

Would you consider the application of 28-M contradictory 
in so far as it makes no provision (either specific or general) 
for the exemption of such export traffic as that moving on 
the lower of the two rates shown on page 88 of Tariff 10-E? 

Is it sufficient that rate tariff 10-E be specific in its exemp- 
tion of this traffic from export demurrage tariff 28-M, while 
the latter tariff, providing as it does, for transcontinental ex- 
emptions, is silent as to any other traffic exemption? 

Shall the domestic demurrage rules apply? Has the Inter- 
state Coommerce Commission ever ruled on a similar situation; 
if so, will you kindly give me the facts and citations? 

Answer: The reference mark on page 88 of Agent S. J. 
Henry’s I. C. C. No. 222, to which you refer, reads, in part: 

Not subject to milling-in-transit privileges authorized in 
S. P. & S. Ry. Tariff 542-L, I. C. C. No. 492, nor demurrage rules 
and charges authorized in S. J. Henry’s Tariff 28-M, I. C. C. No. 
208 and reissues thereof * * *,” The exception in S. J. Hen- 
ry’s I. C. C. No. 208, reads: ‘These rules do not apply on freight, 
subjeet to demurrage rules and charges shown in item No. 72 
of Transcontinental Freight Bureau Tariff No. 29-Q (I. C. C. No. 
1188 of H. G. Toll, agent), supplements thereto and _ reissues 
thereof.” 

It is true that the demurrage tariff, S. J. Henry’s I. C. C. 
No. 208, does not except from its application the traffic covered 
by the exception carried in S. J. Henry’s I. C. C. No. 222, quoted 
above, but it is our opinion that the exception in the latter 
tariff is sufficient to make inapplicable the provisions of Agent 
S. J. Henry’s I. C. C. No. 208, notwithstanding the lack of an 
exception in that tariff. 

Furthermore, it is our opinion that the rules published in 
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Agent B. T. Jones’ Tariff No. 2003, are applicable to the traffic 
covered within the exception carried in Agent Henry’s I. C. C. 
No. 222, under the ground that the general demurrage rules 
apply to all traffic except where, by a specific application, other 
and special demurrage rules such as export rules, published in 
Agent S. J. Henry’s I. C. C. No. 208, are made applicable thereto. 
Sufficient cross reference to the demurrage rules is made 
through the so-called Omnibus Clause. In this connection, we 
direct your attention to item 1 (c), under the caption, ‘Applica- 
tion in Agent B. T. Jones’ I. C. C. No. 2003,” which reads: 


These rules and charges will not apply at the ports on cars 
containing freight for transshipment to or from vessels when 
rules and charges applicable thereto are provided in the tariffs 
of the individual carriers lawfully on file with the Interstate 
Commerce Commission. 


This rule inferentially shows that the general demurrage 
rules are applicable in the absence of rules specifically ap- 
plicable to export traffic. 

We can locate no opinions of the Commission which relate 
to this question. 

Interstate Commerce Commission Reports—Findings of Fact Not 
Required to Be Stated Except Where Damages Are Awarded 

Missouri.—Question: Please advise the rule with reference 
to the following: 

The Commission renders a decision and gives one citation 
to support its conclusions. The complainant asks for a rehear- 
ing or reargument and gives citations to eight cases where the 
Commission had taken a different view. 

The Commission, in replying, simply said “petition denied” 
and made no further comment or even states where the cita- 
tions were irrelevant. Is that the usual practice in such pro- 
ceedings? 

Answer: Section 14, paragraph 1 thereof, of the interstate 
commerce act, provides that whenever an investigation shall 
be made by said Commission, it shall be its duty to make a 
report in writing in respect thereto, which shall state the con- 
clusions of the Commission, together with its decision, order, or 
requirement in the premises; and in case damages are awarded 
such report shall include the findings of fact on which the award 
is made. : 

Respecting this provision of the act, the Supreme Court 
of the United States, in Manufacturers’ Railway Co. vs. United 
States, 246 U. S. 457, on page 490, said: 


Nevertheless, correct practice requires that, in ordinary cases, 
and where the opportunity is opein, all the pertinent evidence 
shall be submitted, in the first instance, to the Commission, and 


that a suit to set aside or annul its order shall be resorted to . 


only where the Commission acts in disregard of the rights of 
the parties. This was recognized before the amendment of 1906, 
and when by sections 16 15 and 16, of the original act of Feb- 


ruary 4, 1887, ch. 104, 24 Stat. 379, 384, as amended by act of 


March 2, 1889, ch. 382, 25 Stat. 855, the findings made by the 
Commission upon questions of fact were limited in their effect to 
that of prima facie evidence in all cases, and not only, as now, 
in reparation cases. Cincinnati, N. O. & Texas Pac. Ry. vs. Inter- 
state Commerce Commission, 162 U. S. 184, 196; Texas & Pac. 
Ry. Co. vs. Interstate Commerce Commission, 162 U. S. 197, 235, 
238; Louisville, etc., R. Co. vs. Behlmer, 175 U. S._ 648, 675; East 
Tennessee, etc., Ry. Co. vs. Interstate Commerce Commission, 181 
U. S. 1, 27; Illinois Central R. R. Co. vs. Interstate Commerce 
Commission, 206 U. S. 441, 454. The 1906 amendment, in modify- 
ing section 14, so as to dispense with the necessity of formal 
findings of fact, except in cases where damages (or reparation) 
are awarded, and sections 15 and 16 so as to give a greater effect 
than before to the orders of the Commission other than those 
requiring the payment of money, renders it not less but more 
appropriate that, so far as practicable, all pertinent objections 
to action proposed by the Commission and the evidence to sus- 
tain them shall first be submitted to that body. 


Liability of Carrier for Sale or Other Disposition of Refused 
- Goods Without Notice to Consignor 


Kansas.—Question: In our business we make a great many 
shipments, in what we term as route or peddler- cars and oft- 
times experience losses on account of product arriving at des- 
tination out of condition, and the shipment or part of it is 
refused by the consignee at the station on account of condition. 

The agent gives consignee notation to that effect on the 
expense bill and proceeds to destroy the shipment by either 
having it burned or buried. 

In other cases condition of the shipment is not noted until 
it is examined at consignee’s store. When the agent is called 
to make examination, he, finding the shipment, in his opinion, 
to be spoiled, orders the consignee to dump it. Does this 
place any liability on the carrier when the agent takes this 
initiative? 

In case where shipment makes schedule time and records 
show that car is re-iced in transit according to shipper’s instruc- 
tions, we would like to ask if you will refer us to any cases 
you may have -passed on as to the liability of the carrier in 
such case where the agent takes consignee’s word that the ship- 
ment is spoiled and disposes of it without notifying the shipper 
in accordance with instructions which are printed on the re 
verse side of our shipping tags, which read as follows: 


To ee: If for any reason whatever this shipment is 
refused, please notify us at once by wire at our expense. 


In investigating such cases with the agents we have had 
them advise that the shipment was in no condition to be sold 
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The new, through, all-Frisco line to Pensacola 
will soon be open. The necessary construction 
work has been almost completed. Excellent 
terminal and wharfage facilities are ready— 
waiting. Pensacola’s wonderful harbor beckons. 


Watch for the announcement of the opening of 
this new through freight service from Kansas 
City, St. Louis and Memphis to Pensacola via 
an all-Frisco route. 


Through freight service to Mobile 
via Aliceville, Ala., and the Ala- 
bama, Tennessee & Northern R.R. 


Frisco freight for Mobile may now be handled 
over the Frisco Lines as far south as Aliceville, 
Ala., and thence by 
way of the A. T. & N. 
R. R. to destination. 
Fast and dependable 
schedules now in 
effect. 


J. M. KURN 
President, Frisco Lines 










to Pensacola 


For you northern shippers who trade with South 
America, Central America and countries across 
the sea, the Frisco Lines have an important 
announcement. 


Announcement 
regarding 
through passen- 
er service to 
ensacola will 
be made shortly 
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and, on account of the consignee refusing it as spoiled, they 
disposing of it as above mentioned, without taking any further 
action. 

Answer: In Merchants and Miners Transportation Com- 
pany vs. Branch, 282 Federal 494, the court said: 


The carrier’s obligation to deliver goods according to the 
bill of lading is qualified by his right and duty to sell perishable 
goods which cannot be delivered as required by the bill of lading. 
But sale, or other disposition, without notice to the owner or 
other person concerned, when notice can be given, makes the 
carrier liable for the value of the goods. 4 R. C. L. 307; 10 
Cc. J. 107; 45 L. R. A. (N. S.) 18, note. We do not think the car- 
rier is ordinarily excused from the duty to give.the owner notice 
by the fact, known to the carrier, that the intended purchaser 
of the goods has himself given notice to the owner of the neces- 
sity of disposition, for the purchaser may be interested to mis- 
represent. But these rules are not inflexible. They are based 
on the fact that, when goods cannot be delivered as directed, 
the carrier becomes a trustee for the owner, charged with ¢he 
duty to use all reasonable efforts to protect him from loss. As 
soon as the owner has credible evidence that the contract of 
carriage cannot be carried out, it is his duty to relieve the carrier 
of responsibility by giving new directions. 

The above is, in our opinion, a comprehensive statement of 
the duty of the carrier in instances such as those referred to 
by you, and the decision of the court is in accord with the 
provisions of paragraph C of section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions. See, also, with respect 
to this question, Payne, Director-General, vs. Roe (Md.), 122 
Atl. 322, in which it was held that a carrier may sell goods 
shipped when necessary because of their perishable nature, 
which makes preservation for their owner impracticable, if im- 
possible, to notify. the owner; that whether the carrier was 
justified in selling is a question for the jury. 

This same principle should govern the destruction of per- 
ishable goods which, because of their condition, cannot be sold 
by the carrier. 

Proof of Loss or Damage 

New York.—Question: We would appreciate it very much 
if you would advise the writer if there is a ruling covering the 
following question; and, if it is not a ruling, would you let me 
have your opinion? 

“A” loaded a ferry car at his private siding containing a 
number of less-carload shipments of merchandise and tendered 
the same to the carrier along with the bills of lading. The 
carrier will not sign the bills of lading until the car is switched 
to their transfer house and check of the contents made. A 
shortage develops and the carrier refuses to sign the bill of 
lading covering the shipment, which is short. The shipper’s 
record, however, indicates that the full amount stated in the 
bills of lading was loaded in the car. The shipper is in no posi- 
tion to file claim, as he has no original bill of lading, but has 
proven on several occasions that the carrier’s check is not in- 
fallible, as we have proven where shortages which they claim 
to have existed later showed up on their line. Has the shipper 
any recourse against the carrier in such a case? 

Answer: Whether the amount alleged by the shipper to 
have been delivered to the carrier for transportation was deliv- 
ered, is a question of fact, to be determined from the evidence 
submitted by the plaintiff, subject to rebuttal by the defendant 
carrier. 

The statement in the bill of lading or shipping receipt, of 
the amount received for transportation, is not conclusive and 
the carrier may submit evidence to prove that the entire amount 
was not received for transportation. 

It has also been held that the person beneficially inter- 
ested, although not in possession of the bill of lading for an 
interstate shipment, may recover for loss of or injury to the 
goods shipped. Norfolk Southern R. Co. vs. Norfolk Truckers 
Exchange (Va.), 88 S. E. 318. 

Unless the carrier will pay your claim, your only recourse 
against the carrier is to bring suit, and, by a preponderance of 
evidence, show a delivery to the carrier of the full amount 
stated in the bill of lading and,a delivery of a lesser amount 
at destination, the burden being upon the shipper to show a 
delivery to the carrier of the amount specified in the bill of 
lading and a delivery of a lesser amount at point of destination, 
in order to recover for a shortage. 

The bill of lading is the best evidence of the contract of 
shipment. Louisville, etc., R. Co. vs. Mooer (Ala.), 70 Sou. 
2774 Tallassee Falls Mfg. Co. vs. Western R. Co. (Ala.), 23 Sou. 
139; Kauffman vs. R. Co., 201 Ill. A. 491. 

However, bills of lading, waybills or shipping receipts are 
competent evidence to prove delivery for shipment of the 
articles therein described. Ill. Cent. R. Co. vs. Doughty (Ga.), 
73 S. E. 541, Harrison vs. Hixon, 4 Blackf. (Ind.), 226; Chicago, 
etc., R. Co. vs. Johnston (Neb.), 78 N. W. 499. : 

Likewise, in an action for injury tq a shipment, the con- 
tract of shipment may be proved by circumstantial evidence. 
St. Louis, etc., R. Co. vs. Watkins (Tex.), 100 S. W. 162. Fur- 
thermore, in an action of tort the bill of lading may, but need 
not, be introduced. A. C. L. R. Company vs. Stovall-Pace Com- 
pany, 118 S. E. 62. 

Tariff Interpretation—Application of Rule 77 in Agent Speiden’s 
I. C. C. No. 978 : 


Louisiana.—Question: F. L. Speiden’s 16-M, I. C. C. No. 
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978, publishes a rate of 32% cents on petroleum from Cairo, 
Ill., and Jackson, Tenn., to North Baton Rouge, La. Destination 
point in this case shows reference to character Z, which refers 
to item 273: 

This item provides that rates from Cairo, IIl., to destinations 
named in pages 75 through 166, showing reference to character 
Z, having origin on the M. & O., are subject to rule 77 of 
I. C. C. Tariff Circular 18-A. 

Humbolt, Tenn., is a point on the M. & O. intermediate to 
Cairo, Ill., and Jackson, Tenn., and we would like to have your 
opinion as to whether or not item 273 would restrict the inter. 
mediate application as provided in item 506 or if this was 
merely intended to restrict the application to intermediate 
destination points. 

If this question has been ruled on by the Interstate Com. 
merce Commission, kindly quote feference to their decision. 

Answer: It is our opinion that under the application of 
item 273 referred to in reference mark “Z,” the provisions of 
item 1 are applicable at both point of origin and destination, 
in so far as the rate of 3214 cents published in Agent Speiden’s 
I. C. C. No. 978, from Carol, Ill., to North Baton Rouge, La., is 
concerned. Item 1 provides that— 


By authority of rule 77 of Interstate Commerce Commission 
Tariff Circular 18-A, the commodity rates made subject to this 
rule (as referred to in items 3 through 375) are not made ap- 
Plicable from (or to) all intermediate points. Commodity rates 
not exceeding those from (or to) the next more distant point to 
which a commodity rate, subject to rule 77, is named, either in 
this or other tariffs lawfully on file with the Commission, will 
to the extent indicated in (items 3 through 375), be established 
under this rule, upon one day’s notice to the Commission and to 
the public from (or to) intermediate points as follows: 


It is to be observed that where the application of the pro- 
visions of item 1 are limited to either the points of origin or 
the points of destination, the qualifying clause reading “as to 
points of origin” or “as to points of destination,” is carried in 
the last column of item 3 through 375. See, for instance, items 
132 and 204, which are so limited in their application. 


CARS FOR WHEAT CROP 


Prompt return of western box cars to their owners to 
facilitate the handling of the Kansas-Oklahoma wheat crop is 
urged by L. M. Betts, manager of the closed car section of the 
car service division of the American Railway Association. In 
a crc to railroads on the subject, Mr. Betts, in part, 
said: 


Unusual conditions prevailing this year in the distribution of 
productive winter wheat acreage are likely to affect the transporta- 
tion situation this summer when the crop is harvested. 

The first government report, just issued, estimating the probable 
yields by individual states as of May 1 confirms private advices of 
heavy abandonment and low condition of the crop in the soft winter 
wheat production area north of the Ohio River; but the report also 
shows relatively favorable prospects for the yield of hard winter wheat 
in the belt of heavy production north of Texas and west of the 
ye River. The Pacific Coast states show a fairly normal con- 

on. 

From a railroad transportation standpoint, the Kansas-Oklahoma 
production is the most important. The May 1 forecast of approxi- 
mately 195 million bushels for these two states is an increase of 50 
million bushels, or 34.5 per cent over last year. While this is meas- 
urably less than the 224 million bushels produced in 1926, methods 
employed in harvesting the crop have undergone a radical change 
since that year. As of January 1 this year, the number of ‘‘combine 
harvester-thresher machines in these two states was 18,528, an in- 
crease of 61 per cent in one year and figures are not yet available 
as to further substantial increase that is certain to occur before har- 
vest date this year. In 1926, with a much smaller number of machines 
in operation, the heavy crop was dumped on local elevators and 
railroads so fast as to tax their facilities to the utmost. In some 
cases it was utterly impossible to keep up with the avalanche of grain 
that poured from the harvesters seeking room in elevators and cars. 
The probable combination this year of another heavy crop with 4 
further marked increase in combines in operation, and the possible 
conjunction of a favorable market price (owing to the severe reduc- 
tion in production elsewhere) will produce a situation that will re- 
quits os best efforts of the roads serving this territory to meet suc- 
cessfully. 

An item of major importance in which every road can cooperate 
in preparation for this crop movement is the prompt return of 
western box cars to their owners. 


It would be proper also to renew the customary seasonal instruc- 
tions calculated to conserve the box car supply: rst, by urging box 
car users to (a) order in advance of requirements so as to perm! 
selection of proper route cars; (b) load to full carrying capacity, 
with special reference to “load limit’? marking; (c) release cars 
bce gy whether loading, unloading or reconsigning; second, DY 
ining up local forces to (a) fill promptly orders for box cars from 
connecting lines; (b) supply, when possible, grain fit cars for loadiné 
to western territory; (c) avoid placing, or permitting industries 2 
load new or freshly conditioned box cars with commodities th4 
will leave strong odors, or a residue of oil, grease, tar, etc., on . 
— or sides, thus unfitting the cars for ‘grain and food products 
oading. 


Roads in western territory should give particular attention = 
the prompt return of box cars belonging to lines involved in fon 
grain movement, enforcing strictly the observance of the Junction 
Rule, especially at the large grain terminals where diversion of 8f “ 
cars from grain-loading lines is likely to cause shortage of cars 
loading territory. 

The uniform cooperation between all roads that has been so — 
dent in the grain loading season the past several years we feel sul 


will again result in a successful and creditable performance this sea- 
son, 


May 1 
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BEAUMONT, TEX., 
Beaumont Hotel 
F. H. Strong, Gen. Agt. 
CHICAGO, ILL., 
1103-4-5 Marquette Bldg. 
Henry Brown, Gen. Agt. 
DALLAS, TEX., 
609 Mercantile Bank Bldg. 
G. H. Dougherty, Gen. Agt. 
DETROIT, MICH., 
2-225 General Motors Bldg. 
E. J. Glaeser, Gen. Agt. 
FORT SMITH, ARK., 
706-7 First National Bank 
H. N. Hall, Gen. Agt. 
FORT WORTH, TEX., 
610A Fort Werth Nat’! Bank Bldg. 
W. H. Larsen, Comm’! Agt. 
HOUSTON, TEX., 
829 Bankers Mortgage Bldg. 
H. H. Scott, Gen. Agt. 
JOPLIN, MO., 
212 Joplin Nat’] Bank Bldg. 
E. W. Trott, Gen. Agt. 
KANSAS CITY, MO., 
K. C, S. Ry. Bldg. 
C. P. Wilson, Gen. Agt. 
LAKE CHARLES, LA., 
Majestic Hotel Bldg. 
F. E. Farr, Gen. Agt. 
LOS ANGELES, CALIF., 
801 San Fernando Bldg. 
H. J. Snyder, Gen. Agt. 
MINNEAPOLIS, MINN., 


205 Met. Life Bldg. 
E. C. Worthley, Gen. Agt. 


OS ANGELES OKLAHOMA CITY 


FORT WORTH 


With GeneralZAgents in the Following Cities: 
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Its Service Nation Wide 


MINNEAPOLIS 


NEW ORLEANS, LA., 
702-04 United Fruit Co. Bldg. 


J. S. Houston, Dist. Freight & Pass. 


Ast. 
F. Heinberger, Comm’! Agt. 
NEW YORK, N. Y., 


Room 1428 Woolworth Bldg. 
C. P. Hoch, Gen. Agt. 


OKLAHOMA CITY, OKLA., 


609 Colcord Bldg. 
L. S. Wickes, Comm’! Agt. 


PITTSBURGH, PA., 
1521 Oliver Bldg. 
G. J. Wadlinger, Gen. Agt. 
SAN ANTONIO, TEX., 


205 Houston Bldg. 
C. M. Wilkinson, Gen. Agt. 


SAN FRANCISCO, CALIF., 


773 Monadnoch Bldg. 
H. J. Snyder, Gen. Agt. 


ST. LOUIS, MO., 


912 Chemical Bldg. 
C. W. Wheeler, Gen. Agt. 


SEATTLE, WASH., 
514 Colman Bldg. 
I. W. Dudley, Gen. Agt. 
SHREVEPORT, LA., 
202-203-204 Ardis Bldg. 
J. C. Walker, Gen. Agt. 
TEXARKANA, TEX., 
Cosmopolitan Hotel Bldg. 
George Helme, Gen. Agt. 
TULSA, OKLA., 


305 Mayo Bldg. 
J. B. Blanton, Gen. Agt. 


PITTSBURGH 
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PRESIDENT HAS MARINE BILL | 


The Trafic World Washington Bureau 


The Senate May 16 adopted the conference report on the 
Jones-White merchant marine bill by a-vote of 51 to 20. The 
measure, having been previously. approved by the House, by 
adoption of the conference report, was expected to be signed 
by President Coolidge. 

Although the House, as a routine matter, approved the con- 
ference report on the Jones-White merchant marine bill, the 
report met with opposition in the Senate when it was called up 
by Senator Jones, chairman of the Senate commerce committee. 

Senator Blaine, of Wisconsin, declaring the conference re- 
port should not be approved, blocked plans of Chairman Jones 
to have the report speedily approved. Opposition on the part 
of the Wisconsin senator resulted in protracted debate on the 
conference report. 

President Coolidge, it is understood, feels there are provi- 
sions in the bill that would tend to benefit the shipping interests 
of the country, although there are some things in the bill he 
does not like. On the whole, however, the President, it was 
explained, felt that the bill would prove beneficial. 

Senate and House conferees on the Jones-White merchant 
marine bill unanimously agreed May 12 on a report on the bill. 

The conferees accepted the House amendment providing, in 
effect, that government ships and lines of ships might be sold 
if five members of the Shipping Board so voted. The Senate 
provision in the Jones bill required unanimous affirmative action 
by the entire board of seven members. 

As the bill passed the House, it contained a provision that 
a vessel employed in ocean mail service under the act, on each 


departure from the United States, should have a crew, exclusive . 


of licensed officers retired by law and exclusive of the 
steward’s department, three-fourths of which were Ameri- 
can citizens. The conferees eliminated the language with ref- 
erence to the steward’s department and provided that, exclusive 
of officers, who must be American citizens, 50 per cent of the 
crews of vessels must be Americans for the first four years 
after the passage of the act and that thereafter two-thirds of 
the crews must be Americans. The amendment adopted by the 
House excluding Filipinos from classification as aliens in the 
matter of ship crews was eliminated by the conferees. 

The provisions in the bill as it passed the House with 
respect to creation of a naval reserve were eliminated by the 
conferees. 

The conferees accepted the provisions of the bill with re- 
spect to the ship construction loan fund of $250,000,000, to 
ocean mail contracts and payments thereunder, and to insurance. 
As to the latter feature, some slight changes in language were 
made. 

Senator Jones, chairman of the Senate commerce committee, 
in announcing the decision of the conferees, said the House was 
to be congratulated on the splendid work done by it—that the 
work had been done in a non-partisan way, and was a long 
step in the right direction. He said the impression obtained 
in some quarters that the Senate bill was not included in the 
bill as passed by the House. He wished to emphasize that the 
House bill included the provisions in the Senate bill with respect 
to continued government operation of lines and for replacement 
of government vessels. 


OVERSEAS FREIGHT RATES 
The Traffic World New York Bureau 


The overseas freight market has continued in the last week 
without any material increase in business and with only slight 
changes in rates. No break from the present dullness is in 
sight. Shipowners refuse to place their vessels at current rates 
until it is apparent that no better terms can be obtained, and 
charterers, likewise, are holding off until the last hour in con- 
fidence that space can be secured without raising their offers. 

Another break in wheat prices has discouraged purchasers 
abroad, with the result that the anticipated improvement in 
outward shipments has not developed. Activity in the grain 
trade has been confined largely to the Mediterranean, with 
fixtures at 1544 cents not east of the west coast of Italy for 
loading the last half of May or the first half of June. Charters 
have been closed to the Spanish Mediterranean at 16% to 17c 
per 100 pounds. 


Coal vessels have been fixed from Hampton Roads to west 
Italy at a reported raté of $2.50 a ton.. Shippers to South 
America are still offering $3.15 a ton to the River Plate or Rio, 
and $3.25 to Santos for June loading. Lumber fixtures are re- 
ported from the Gulf to the River Plate at $13.75 per thousand 
feet and additional vessels can be placed at the same figure 
for June or July loading. 


Grain rates from Montreal average as follows: May and 
June loading to the United Kingdom, 2s 6d to 2s 744d per quar- 
ter; to Antwerp-Rotterdam, 12c per 100 pounds; to Hamburg- 
Bremen, 12% to 13c; to the Mediterranean 15%%c. 

Ocean freight rates on cotton from Texas ports to the west 
coast of Italy and the Adriatic have been extended through 
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September at the present rate of 50c per 100 pounds on second 
class vessels. 


The following changes in conference rates are reported: 


Great Britain and Ireland—Effective May 3 rate of 70 cents per 
100 pounds has been established on cotton flocks, in compressed bales, 
Contract rate of $5.50 per 2,240 pounds has been established on coal 
tar pitch in satisfactory iron drums and 60 cents per 100 pounds 
on blue, red, white or litharge lead (not in oil). 

Levant, Black Sea and Adriatic—Tariff rates have been extended 
through December 31, 1928. The next meeting of this conference will 
be held on May 22. 

Far East—Effective May 3 the Atlantic and Gulf Far East Con- 
ference reduced rate on carbon black from $10 to $6 per ton of 
2,000 pounds or 40 cubic feet ship’s. option. The reduction was re- 
quested by Gulf lines to enable them to meet competition of non- 
conference steamers. This rate had only previously been reduced 
at the joint meeting of the Atlantic and Pacific Far East conferences 
at Victoria, B. C., from $14 to $10 per ton of 2,000 pounds or 40 cubic 
feet ship’s option, effective April 16. Rate on scrap steel is now open. 

Argentina and Uruguay—Doors (fire, except safe and vault), $12 
per ton of 2,240 pounds or 40 cubic feet ship’s option on freight steam- 
ers and $13.50 per ton of 2,240 pounds or 40 cubic feet ship’s option 
on passenger steamers. 

Rio de Janeiro and Santos—Doors (fire, except safe and vault) 
to Rio de Janeiro, $13 and $14.50 per ton of 2,240 pounds, or 40 
cubic feet ship’s option on freight and passenger steamers, respec- 
tively; to Santos $14 and $15.50 per ton of 2,240 pounds, or 40 cubic 
feet ship’s option on freight and passenger steamers, respectively. 

West Coast South America—At meeting of this conference held 
on May 7 the following changes in rates were made: On and after 
May 14 the 25 per cent surcharge to Buenaventura, Colombia, will 
be eliminated. 

Effective May 14, shipments to Coronel, Corral, Ancud, Puerto 
Montt and Magallanos (formerly Punta Arenas) will take the same 
rates as to Guayaquil, Pimentel, Payta, Pacasmayo, Salaverry, Pisco, 
Callao, Mollendo, Arica, Iquique, Valparaiso, San Antonio, Talcahuano 
and Antofagasta, plus the following arbitrary charges: 19 cents per 
cubic foot or 38 cents per 100 pounds ship’s option to Coronel, Ancud, 
Puerto Montt and Magallanos and 12% cents per cubic foot or 25 
cents per 100 pounds ship’s option to Corral. 

Effective May 14, drinking fountains will take the following 
rates: 35 cents per cubic foot or 63 cents per 100 pounds ship’s option 
to Guayaquil, Pimentel, Payta, Pacasmayo, Salaverry, Pisco, Callao, 
Mollendo, Arica, Iquique, Valparaiso, San Antonio, Talcahuano, Anto- 
fagasta, Coronel, Corral, Puerto Montt, Ancud and Magallanus; 45 
cents per cubic foot or 80 cents per 100 pounds ship’s option to 
Gatico, Lota, Calita Buena, Penco and Tome, and 53 cents per cubic 
foot or 95 cents per 100 pounds ship’s option to Buenaventura, 
Tumaco, Esmeraldas, Bahia de Caraquez and Manta. 

Australia, New Zealand and Oceania—Direct port of call rate on 
rubber goods consisting of boots, shoes, belting, tires, tubes, etc., 
to Australia has been reduced from $12 per ton of 2,240 pounds, or 
40 cubic feet ship’s option, to $9 per ton of 2,240 pounds, or 40 cubic 
feet ship’s option, effective immediately. 

Hayti-Santo Domingo—Effective May 16 the landing charge at 
Cape Haiti will be as follows: Up to 1 ton, $3; 1 to 2 tons, $5; 2 to 
2% tons, $5.50; 21% to 4 tons, $7.50; over 4 tons, special charge. 

Mexico and Central America—At meeting of this conference held 
on May 8 the following changes in rates were made, effective May 
14: Tank material knocked down, not including valves, 60 cents per 
100 pounds to all west coast, Mexican and Central American ports. 
Pipe and pipe fittings, not coiled or stove (note over 8 inches in dia- 
meter) and not including valves, 60 cents per 100 pounds to all west 
coast, Mexican and Central American ports. Pipe and pipe fittings, 
not coiled or stove (over 8 inches in diameter) and not including 
valves, 30 cents per cubic foot, or 60 cents per 100 pounds to all west 
coast, Mexican and Central American ports. 


At the request of fresh fruit shippers in the Oriental trade 
the Pacific Westbound Conference has changed its refrigerator 
rates on citrus fruits and grapes from a weight or measurement 
basis to a tariff based on shipping units. Effective June 1, the 
following quotations will apply: Grapefruit, $1.55 a standard 
box in chillroom; lemons, $1.70 a standard box and 95 cents a 
standard half box in chillroom and $1.40 a standard box and 
75 cents a standard half box in ventilation; oranges, $1.50 
a standard box in chillroom and $1.25 in ventilation; grapes, 
in kegs, thirty-two pounds net, $1.55, and in boxes twenty-four 
pounds net, 80 cents. The rate on grapes, for example, was 
formerly $25 W-M. 

Similar action was taken with regard to canned sardines 
to Japan, China and the Philippines. Effective from July 1 
to June 30, 1929, the contract rate will be 45 cents a standard 
case of forty-eight one-pound tins and 60 cents non-contract. 
This compares with present rates of $12 W-M and $15 W-M 
non-contract. 

The conference has extended existing contract rates on all 
commodities falling in this class, excepting sardines, as above 
noted, until the end of 1928. This includes rice, scrap rubber, 
scrap brass and copper, tanning bark and tanning extracts, 
roofing paper and old newspapers (to certain ports; rate is 
open to some ports). os 

Following the May 3 reduction in the rate on crude rubber 
from Singapore to the north Atlantic, the rate on this com- 
modity to the Pacifié coast was similarly reduced this week 
from $15 to $14 for fifty cubic feet. The Pacific coast-overland 
rate also was cut from $10 to $9. 

The Gulf-Pacific Line has withdrawn its resignation from 
the Gulf Intercoastal Conference, which was to have become 
effective July 10. The resignation was based on the failure of 
the Redwood Line to attend conference meetings and its entry 
into negotiations with the Illinois Central for through rates from 
the middle west to Pacific ports via the Gulf on parity with 
those from eastern territory via Atlantic coast ports. With 
drawal of the resignation is understood to have been brought 
about through representations of the other lines in the Gulf 
conference group. 

The following eastbound intercoastal rate changes have 


May ° 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


A DEPENDABLE COMPANY 


CHICAGO : BIRMINGHAM 
R. F. Thompson H. B. Rox 
2118, 105 W. Adams St. 201 Brokers Bldg. 
Phone Franklin 3774 Phone 4-4362 


DIRECT SAILINGS BETWEEN THE GULF 
AND CALIFORNIA PORTS 


INSURANCE RATES ARE THE LOWEST 
AVAILABLE ON A-1 SHIPS 


SHIPPING DOCUMENTS ARE HANDLED 
WITHOUT DELAY 


ALL INQUIRIES ARE ACCORDED PROMPT 
AND CAREFUL ATTENTION 


ST. LOUIS MOBILE 


Fred D. Royce : Munson S§.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 
Phone GArfield 2287 GULFPORT Phone 4097 
The Redwood Line 
West Pier 
Phone 468 


‘GENERAL PACIFIC COAST AGEN TS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


General and Local Offices Located: 
1421 New Orleans Bank Building ‘ A NEW ORLEANS 
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been made by the San Francisco committee of the Intercoastal 
Conference meeting at San Francisco: 


Effective June 1—New entry to Item 215, carriers-rolls, cordage 
or fabric, wooden, with steel ends, in crates, 65 cents AQ; add to 
Item 230—caskets, K. D. or casket stock, domestic woods, in the 
white, in crates, $1.25 AQ; new Item 509—glue, dry, ground or flaked, 
in bags L. C. L., 85 cents, minimum C. L. weight 30,000 Ps Cre. 
55 cents; new Item 776—shooks, caskets, soft wood, in bundles, L, C. 
L., $1.15; C. L., 75e; effective May 15—add to Item 1195—wood pur 
board,- in rolls or in bundles, C. L., 50 cents; minimum 40,000 ponds, 
expires December 31, 1928. 


Probability of the former transpacific Shipping Board lines, 
now under private ownership, joining the Pacific Westbound 
Conference, is still the topic of consideration and debate. The 
Oceanic & Oriental Navigation Co., plying out of San Francisco 
to the Far East and Australasia, has replied to the proposal 
of the conference, presenting a doctrine related to its particular 
position. The position, af the Columbia River and Puget Sound 
also has been indicated, but it is predicted that considerable 
additional ironing out of ideas must be gone through before 
all interests are reconciled. 





PITTSBURGH STEEL PROTESTS 


The Illinois Central, in answer to the protests of Pittsburgh 
and other eastern iron and steel interests against the equaliza- 
tion of Chicago with the east, by means of joint rail-and-water 
rates via its rails to New Orleans and the Redwood Line be- 
yond, lays down two major propositions. The first is that in- 
asmuch as the Commission has no power to establish such rates 
it should not suspend them. The second is that the Illinois 
Central, in proposing the rates against which protests have 
been made, is not doing anything arbitrary or undertaking to 
give the territory from which the rates will apply an advantage 
but, on the contrary, is merely undertaking to restore that terri- 
tory to its place in the markets on the Pacific coast it once -held. 

The company says it has no objection to and, in fact, wel- 
comes, a full hearing at which all parties interested may ap- 
pear and show how their interest would be affected by this 
tariff. But it suggests that such a hearing should be held be- 
fore there was any consideration by the Commission of an 
application for a suspension of the tariff. It suggested that if 
such a hearing were ordered that it be held in the week begin- 
ning May 20. All parties which could possibly have any direct 
or even remote interest, the Illinois Central said, had been 
fully informed in regard to it for months past and were as 
fully prepared now as they ever could be to go to a hearing. 

“It is of the greatest significance,” says the Illinois Cen- 
tral answer, “that the protesting carriers (eastern lines) have 
not alleged that the Illinois Central if it establishes the rates 
named in the tariff in question, would violate any section or 
provision of the act to regulate commerce. The fact of the 
matter is that these protesting carriers were not able to lay 
their hands upon any provision or section of the act to regu- 
late commerce that would be violated if the rates named in the 
tariff in question take effect. They have not done so and can- 
not do so. The protest is addressed to the traffic policies of 
the Illinois Central and not to violation of law on the part of 
the Illinois. Central.” 

The proposing carrier points out that the law specifically 
exempts from the minimum rate power of the Commission joint 
rates where one of the carriers is a water line. It points out 
that in Rail-and-Water Rates from Atlantic Seaboard Territory 
to Texas Points, 63 I. C. C., and in I. and S. No. 3031, Salt 
from. Louisiana Producing Points to Philadelphia, the Commis- 
sion set forth the fact of the exemption. 

“It is plain from these decisions that the Commission 
would have no power to suspend the Illinois Central tariff in 
question on the ground that the proposed rates were so low 
as to cast a burden on other traffic,” says the answer, “even if 
it were conceded that this was the fact. But it is not the fact, 
as we shall later show... . \ 

“The eastern lines are raising a bogey-man and their idea 
is of course to retain for themselves, east of Buffalo and Pitts- 
burgh, the preponderance of the California commerce which 
they have enjoyed for years past.” 


In conclusion the Illinois Central, which showed figures to 
indicate that the rates could not be said to be so low as to 
east a burden on other traffic, said “we feel not only as a mat- 
ter of law but also as a matter of equity that the tariff should 
not be suspended.” 


The American Sheet & Tin Plate Co., the Carnegie Steel 
Co., the American Bridge Co., and the National Tube Co., sub- 
sidiaries of the United States Steel Corporation, in separate 
protests, have asked for the suspension of the tariff. The sheet 
and tin plate company argued that the proposed rate of 56 
cents on tin place from Chicago to the Pacific ports covered 
by the Illinois Central tariff, unless balanced by a contempo- 
raneous reduction from Pittsburgh and adjacent territory to 
the Atlantic ports, would result in depriving the eastern areas 
of their geographic advantage. 

The Carnegie company said that the proposed rates were 
equivalent to deflating the mileage, 912 Chicago to New Orleans, 
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.to 310 miles, the distance from Pittsburgh to Baltimore. It 


said that it had, at great expense and labor, established a sub. 
stantial market for its goods with the affected California ports 
and that the proposed rates would deprive it of its proper nat- 
ural advantage. 

Similar declarations were made by the National Metal 
Molding Co., with a plant at Economy, Pa., as to the proposed 
61-cent rate on wrought iron pipe. : 

The Bethlehem Steel Co. declared that the existing basis 
of rates from Chicago to the coast was already more favorable 
than that accorded to it and that if the proposed rates were 
allowed to become operative Chicago would be accorded a 
still further preferential basis, in violation of the principle the 
Commission laid down in the lake cargo coal rate case. The 
proposed rates, it said, would give Chicago producers advan- 
tages to which they were not entitled. 


SPLIT DELIVERY CASE 


In a reply brief as intervener in No. 45, Associated Jobbers 
of Los Angeles vs. Argonaut Steamship Line et al., the San 
Francisco Chamber of Commerce, by Seth Mann, opposes the 
motion of the Argonaut line asking the Shipping Board to dis- 
miss the complaint. The intervener says it has been permitted 
to intervene in the proceeding by the board and “is properly 
so allowed to intervene.” It also says it concurs in the reply 
brief of the complainant. -(See Traffic World, May 5, p. 1101.) 

As to the constitutionality of the shipping act of 1916, the 
intervener says the board “will certainly not construe its charter 
or authority as unconstitutional. The authority of Congress, 
under the commerce clause of the Constitution, to regulate 
interstate and foreign commerce, is too well settled to require 
citations.” 

Time has been allowed to the respondent to reply to the 
briefs of the complainant and intervener. When the reply has 
been received, if the respondent wishes to reply, the board will 
pass on the motion to dismiss. 


COASTWISE LOAD LINE BILL 


Senator King, of Utah, has introduced S.. 4446, a bill to 
establish load lines for vessels in the coastwise trade. 





VESSELS FOR EXPORT COAL 


Exporters of coal who were successful in getting Congress 
to provide $1,000,000 or as much thereof as might be necessary 
for placing Shipping Board vessels in the export coal trade, 
effective July 1, have urged Vice-President Dalton, of the Fleet 
Corporation, through Arthur Hale, their representative, to put 
such vessels in service before July 1, if possible. 

“You can count on the cooperation of the coal exporters 
to the extent that they are willing to ship their coal at prices 
which will give them practically nothing for overhead expenses, 
as they believe that this sacrifice will establish or preserve their 
trade, and give them a chance of a moderate profit in the 
future,” said Mr. Hale in a letter to Mr. Dalton. ‘ 

Statistics were submitted showing that in 1927 coal exports 
to South America and Mediterranean countries from the United 
States were a little over a million tons while England exported 
seventeen million and Germany nearly five million tons. 

“Inasmuch as our production of coal is twice that of Eng- 
land, and many times that of Germany, it would seem that with 
the assistance afforded by Congress, we should at least double 
our shipments of coal, the first year, and continue with the 
increases indefinitely, if assured of competitive and stable 
rates,” said Mr. Hale. “The quality of our coal is equal or 
superior to foreign coals, our coals cost much less to produce, 
and the only handicap to the export of coal is the transpor- 
tation cost.” 


TRANSCONTINENTAL FREIGHT SCHEDULES 


Effective May 15, the Chicago & North Western, in connec- 
tion with the Union Pacific, have reduced their fast freight 
schedules from Chicago to Los Angeles by 24 hours and are 
now making eighth morning delivery at destination instead of 
ninth morning, as heretofore.. 


TRANSCONTINENTAL !RON AND STEEL 


The Commission has refused to suspend toll tariffs I. C. C. 
1192, 1194, and 1198, reducing the minimum on iron and steel 
articles from transcontinental group J (Colorado) to destinations 
dn the Pacific coast and Montana from eighty to forty thousand 
pounds. Eastern and Chicago iron and steel interests pro 
tested that the reduction would be unduly prejudicial to them. 
They became effective May 15. 





CONE FOR SHIPPING BOARD 


President Coolidge May 16 nominated Rear Admiral Hutch- 
inson I. Cone, retired, as a member of the Shipping Board to 
succeed Commissioner Benson, who has been a member of the 
board since 1919. There had been rumors to the effect that 
the latter would not be reappointed. 

Admiral Cone was vice-president and general manager of 
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the Fleet Corporation when Admiral L. C. Palmer was president 
of the corporation in 1924 and 1925, He resigned in October, 
1925, when Mr. Palmer left the corporation. Admiral Cone is 
a graduate of the U. S. Naval Academy and was a naval officer 
from 1890 to 1922. He was born in Brooklyn in 1871. He is 
now a resident of White Springs, Fla. Commissioner Benson’s 
term will expire June 8. 

Failure of President Coolidge to reappoint Commissioner 
Benson as a member of the Shipping Board is believed to have 
resulted from the attitude of the commissioner toward sales of 
lines of the board. The commissioner has been recorded in 
opposition to sale of several of the board’s important lines. He 
has not opposed the sale of individual ships. 

In connection with the provision in the Jones marine bill, 
as it originally passed the Senate, requiring unanimous action 
by the board with respect to sale of ships or lines of ships, 
President Coolidge was represented as having been advised 
that one member of the board had an almost perfect record 
as to opposing sales of lines. The member the President had in 
mind was not named. The President favors the sale of Shipping 
Board lines as provided by the merchant marine act. 

The Senate committee ordered a favorable report on the 
nomination of Admiral Cone to be a member of the Shipping 
Board. Confirmation was expected. 


FARRELL FOR COMMISSION 


The Trafic World Washington Bureau 


President Coolidge May 17 nominated P. J. Farrell, chief 
counsel of the Commission, as successor to Commissioner Esch. 
Although Commissioner Esch is a Republican and Mr. Far- 
rell is a Democrat, the President is within the law in appointing 
a Democrat. The law provides that not more than six com- 
missioners shall be appointed from the same political party. 





P. J. FARRELL 


If the appointment of Mr. Farrell is confirmed by the Senate, 
there will be five Republicans, five Democrats, and one inde- 
pendent on the Commission. 

The appointment was recommended by Senators Dale and 
Greene, of Vermont, Mr. Farrell’s home state. The President 
seriously considered appointing Mr. Farrell as a successor to 
former Commissioner Hall. The appointment is for a full term 
of seven years from January 1, 1928. 

A biographical sketch of Mr. Farrell was published in The 
Traffic World, October 29, 1927, page 976. i 


Personal Notes 





E. H. Schmidt, formerly of Indianapolis, Ind., treasurer of 
the Merchant Fleet Corporation, died at his home in Washing. 
ton, D. C., May 14. 

Homer P. Martin has been appointed commercial agent, 
C. & E. 1, at Cleveland, succeeding A. M. Tesnow, resigned to 
accept service with another company. Arnold R. Bruce has 
been appointed commercial agent at Little Rock, Ark., succeed. 
ing T. D. Fox, promoted. 

A. B. Sutton has been appointed commercial agent, Missis. 
sippi Central and Louisiana & Arkansas, at Detroit. 

The following appointments have been made at Chicago 
by the New York Central: W. J. Keller, general freight agent, 
succeeding B. J. Torbron, promoted; M. S. O’Connor, assistant 
general freight agent, succeeding Mr. Keller; W. T. Tannehill, 
chief of tariff bureau, succeeding Mr. O’Connor. Mr. Torbron 
has been appointed general coal and ore agent at Cleveland, 
succeeding C. A. Washer, transferred. J. R. O’Malia has been 
appointed assistant general coal and ore agent at Cleveland. 
The position of coal and ore agent has been abolished. 

The report that Robert Warden had been appointed secre- 
tary of the Illinois Commerce Commission (see Traffic World, 
May 12, p. 1184) was erroneous. Julius Johnson retains that 
position. Mr..Warden was appointed secretary to P. H. Moyni- 
han, newly appointed chairman of the commission. 

W. L. Trammell has been elected vice-president of the 
Arizona Southern railroad, with headquarters at New York. 

G. V. Sullivan has been appointed manager, Universal Car- 
loading and Distributing Company, at Hartford, Conn. R. £, 
Smith has been appointed manager at Buffalo, N. Y. 

W. E. Freeman has been appointed general agent, Atlantic 
Coast Line, at Norfolk, Va., and H. L. King has been appointed 
assistant to general agent at Norfolk. 

L. A. Goodrich, formerly secretary and traffic manager of 
the Grand Rapids, Grand Haven & Muskegon railway, has been 
appointed district traffic manager for the Motor Transit Manage- 
ment Company, operators of the Greyhound bus lines. His 
district includes the entire state of Michigan and his head- 
quarters are at Grand Rapids. 

Indiana University, through its extension division, will con- 
tinue its night classes next fall at Indianapolis in elementary 
traffic management. In addition thereto, a class in advanced 
traffic management will be instituted. F. A. Doebber, traffic 
manager of the Citizens Gas Company and secretary of the 
Associated Traffic Clubs of America, will be the instructor. 

A complete reorganization of the freight traffic department 
of the Reading railroad, due to numerous promotions, has been 
announced by E. D. Hilleary, vice-president in charge of freight 
traffic. Harry C. Stauffer has been appointed general freight 
traffic manager and placed in full supervision of all freight and 
coal traffic, directly under Mr. Hilleary. He formerly was freight 
traffic manager. John W. Hewitt, assistant freight traffic 
manager, has beén advanced to freight traffic manager. William 
B. Gheen has been appointed assistant freight traffic manager. 
L. Rowland Jones, former assistant general freight agent, has 
been appointed general freight agent. Barton M. Croll has heen 
appointed assistant general freight agent. The position of 
division freight agent, formerly held by Mr. Croll, has been 
abolished. Joseph A. Fisher, formerly foreign freight agent, 
has been promoted to assistant general freight agent. Howard 
Albright, formerly general agent at Detroit, has been appointed 
foreign freight agent, with offices in Reading Terminal. Rufus 
D. Heusner, formerly coal freight agent, succeeds Charles C. 
Rambo, retired, as general coal freight agent. Harry B. Light, 
general agent in New York, has been advanced to coal freight 
agent. Don Y. Smith succeeds Mr. Light as general agent in 
New York. Harold H. Bauer has been appointed assistant gel 
eral dgent. Herbert H. Clatur succeeds J. C. Beene, promoted, 
as general agent, freight traffic department, with offices at 
Cincinnati, Ohio. James C. Beene, formerly general agent at 
Cincinnati, is advanced to general agent at Detroit. 


DOINGS OF THE TRAFFIC CLUBS 


The first of the resumed open forum meetings of the Traf- 
fic Club of Chicago will be held the evening of Tuesday, May 
22, in the dining room of the club. Chicago switching rates 
will be the subject for discussion. Several well-informed 42 
prominent carrier and shipper representatives will lead the dis- 
cussion, which will then be thrown open for the expression of 
opinion and the asking of questions. Members of the Junior 
Traffic Club of Chicago have been invited to attend. 





The application of the Oakland Traffic Club for member 
ship in the Associated Traffic Clubs of America has been 4P 
proved by the board of directors of the association. At a meet: 
ing of the club May 15, at the Athens Athletic Club, a program 
was presented by the foreign trade committee of the Oaklan 
Chamber of Commerce. The speakers and their subjects be 
as follows: “Financing Foreign Trade,” by J. J. Flynn, assist 
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ant cashier of the Central National Bank; “The Department of 
Commerce and Foreign Trade,” by Wesley O. Ash, agent of the 
Bureau of Foreign and Domestic Commerce (Department. of 
Commerce), and “The Outlook for Trade with China,” by Dr. 
Ng Poong Chew, noted Chinese lecturer and writer. 





There were about 100 present at a meeting of the Traffic 
Club of Atlanta at the Atlanta Athletic Club May 7. The pro- 
gram was provided by the Atlanta and West Point-Georgia. 
W. H. Vincent, comptroller of that road, discussed the early 
history of railroad accounting and developments to date. S. R. 
Young, assistant chief engineer of the road, discussed the new 
viaducts. T. B. Curtis, general agent, Charleston and Western 
Carolina, will represent the club at the annual meeting of the 
Associated Traffic Clubs of America at San Francisco. 





The Traffic Club of New York will hold a meeting at the 
Waldorf-Astoria May 23. James H. Scarr, meteorologist, in 
charge of the local government weather bureau, will be the 
speaker. The usual club dinner will be served prior to the 
meeting. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its “Summer Outing” aboard a steamer of the 
Merchants & Miners Transportation Company and the Fall 
River Line June 16-20. The steamer Fairfax will. leave from 
Pier 2, Northern Avenue, June 16, arriving at Norfolk, Va., the 
morning of June 18. A special trip has been arranged, through 
the courtesy of the Norfolk Southern, for a circle tour to Cape 
Henry and Virginia Beach. Stops will be made at Baltimore 
and New York on the return. 





The Oklahoma City Traffic Club will hold a “Public Utility 
Night Banquet” at the Skirvin Hotel May 24. The principal 
address will be made by Judge Crittenden, chairman, speakers’ 
bureau, Oklahoma Utilities Association, on “American and 
Foreign Utilities and Traffic.” The Rev. E. C. Mobley, of the 
First Christian Church, will give the invocation, and C. A. Birge, 
vice-president, O. C. A. & A. railroad, will be toastmaster. An 
address of welcome will be made by W. W. Bangs, president 
of the club, and T. B. Hendrick, Collins-Deitz-Morris Company, 
will review accomplishments of the club. There will be a 
program of entertainment. 





At the next monthly meeting of the Pacific Traffic Associa- 
tion, June 5, an amendment, which has been approved by the 
board of directors, with relation to the procedure to be adopted 
in acting on transportation questions of interest will be pre- 
sented. 





The Motor City Traffic Club of Detroit will hold a dinner- 
meeting at the Fort Shelby Hotel May 21. Maurice Howard, 
of the Narcotic Educational Association, will be the speaker. 
This will be the last indoor meeting until September. Arrange- 
ments for summer outings will be discussed. 





At the business meeting of the Traffic Club Kalamazoo at 
the Chamber of Commerce May 1, the educational committee 
presented George J. Bolender, traffic manager, Western Paper 
Makers Chemical Company, who spoke on the subject of tank 
cars. A dinner-meeting was held at the Columbia Hotel May 
15. The Goodrich Transit Company had charge of the pro- 
gram. J. T. Johnson, division freight agent, Holland, Mich., 
was toastmaster, and Harry Meyering, freight traffic manager, 
Chicago, was the speaker. Nine officials of the Goodrich com- 
pany were present. There was a program of entertainment. 





The Columbus Transportation Club held a dinner meeting 
at the Fort Hayes Hotel May 14. There was a large attend- 
ance, including a number of out of town guests. Following a 
brief business session a program of entertainment, including a 
mock trial, was presented. Ira W. Morris, president of the 
club, was appointed the delegate to the San Francisco conven- 
tion of the Associated Traffic Clubs of America. 





The new officers of the Shreveport Traffic Club are as fol- 
lows: H. B. Hearne, president, Shreveport Railways Company; 
John Rieves, first vice-president, Southwestern Gas & Electric 
Company; P. E. Furlow, second vice-president, Wray Dicken- 
son Motor Company; H. S. McCall, treasurer, Caddo Transfer 
Company, and C. E. Booth, secretary, The Long-Bell Lumber 
Company. 





The Transportation Club of St. Paul held its weékly lunch- 
eon at the Saint Paul Hotel May 15. The third annual “Grid- 
iron Dinner” was held at the Masonic Temple May 17. 





The Traffic Study Club of Philadelphia will hold a meeting 
May 25 in the State Fencible Infantry’s Armory. J. E. Barrett, 
from the Springfield. agency of the Aetna Insurance Company, 
Hartford, Conn., will talk on “Inland and Marine Insurance.” 
George Scheifele, from the George W. Bush & Sons Company, 
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Philadelphia, will discuss the “Barge Line Expansion Case.” 
J. Donald Lawson, from the Pennsylvania, Ardmore, Pa., will 
discuss “Motor Vehicle Legislation.” 





The Junior Traffic Club of St. Louis held a meeting at the 
Warwick Hotel May 15. W. E. Rosenbaum, consulting traffic 
manager, spoke on “Rules and Practice Before the I. C. C.” A 
“Boowlers’ Banquet” will be held at the Warwick Hotel May 
28. The speakers and guests will be F. B. Grodski, president, 
St. Louis Bowling Association, and J. C. Ameling, secretary, St. 
Louis Bowling Association. There will be music, refreshments 
and other entertainment. The prize money will be distributed. 





The Traffic Club of Minneapolis held “Twin City Women’s 
Traffic Club Day” at the Hotel Radisson May 16. Miss Myrtle 
Miles, supervisor, women’s branch, department of agricultural 
relations, New York Central, New York, spoke on “The Woman 
at the Throttle.” There was a program of music, with Miss 
Selma Erickson, as soloist, and Miss Evelyn Hansen at the 
piano. The Off Line Representatives’ Orchestra played, with 
Lem Williams as soloist. 





The Knoxville Traffic Club has ratified the resolutions per- 
taining to consolidation of the railroads and the Hoch-Smith 
resolution adopted by the Associated Traffic Clubs of America 
at the Richmond meeting. 





C. E. Norris, general agent, C. & A., will take the place of 
W. E. Alderson as a representative of the Traffic Club of Kan- 
sas City at the annual meeting of the Associated Traffic Clubs 
of America at San Francisco, as Mr. Alderson will not be able 
to attend. B. L. Glover, of Reed & Glover, will also attend 
the annual meeting of the association as a representative of 
the Kansas City club. 





D. C. Odell, district freight agent, B. & O., Springfield, IIL, 
and M. W. Trott, traffic manager, Mueller Company, have been 
selected as delegates to the meeting of the Associated Traffic 
Clubs of America at San Francisco by the Transportation Club 
of Decatur. Z. C. Snell, agent, Illinois Central, and M. M. 
Cooper, traffic manager, Mississippi Valley Structural Steel Com- 
pany, have been appointed alternates. 





O. H. Thomas, general agent, Santa Fe, and S. M. Russell, 
traffic representative, Pennsylvania, will represent the Trans- 
portation Club of Peoria at the annual meeting of the Associated 
Traffic Clubs of America at San Francisco. 





The Traffic Club of Houston has ratified the resolutions 
pertaining to consolidation of the railroads and the Hoch-Smith 
resolution adopted by the Associated Traffic Clubs of America 
at the Richmond meeting. The secretary of the club was in- 
structed to write the Texas representatives in Congress asking 
them to support H. R. 12620, Committee Report No. 1264, in- 
troduced by Congressman Parker. C. P. Drake, traffic manager, 
W. D. Cleveland & Sons Company, and H. T. Bornefeld, district 
freight agent, Santa Fe, will represent the club at the annual 
meeting of the Associated Traffic Clubs of America at San 
Francisco. 





The Traffic Club of Memphis will be represented at the 
annual meeting of the Associated Traffic Clubs of America at 
San Francisco by B. F. McCamey, district manager, Southern 
Hardwood Traffic Association and president of the club, and 
H. Mendow, traffic manager, Southern Cotton Oil Company. 





The San Antonio Traffic Club held a “Mother’s Day” meet- 
ing at the Y. M. C. A. May 14, The Rev. Paul B. Kern, pastor 
of Travis Park Methodist Church, was the speaker. The pro- 
gram included dinner and entertainment. 





The Traffic Club of Philadelphia will hold a “River Outing” 
on the Wilson Line steamboat City of Chester June 4. 





The nominating committee of the Bridgeport Traffic Asso- 
ciation has made the following selection of candidates to be 
voted on in June: President, S. E. Sanford, Harvey Hubbell, 
Inc.; vice-president, J. M. Stuart, American Tube and Stamping 
Company; secretary, Alpheus Winter, Manufacturers’ Associa 
tion; treasurer, S. J. Heneghan, Bpt. Hardware Manufacturing 
Corporation; executive committee, H. J. Benzie, General Elec 
tric Company; L. R. Ahern, Columbia Phonograph Company; 
C. J. Huntting, American Chain Company; W. H. Skinner, Rem- 
ington Arms Company, and Harold DeLacour, Bullard Machine 
Tool Company. An invitation has been received from the Mat- 
ufacturers’ Association of Connecticut to participate with its 
members as guests of the United States Shipping Board on 4 
cruise aboard the steamship America around Manhattan Island, 
June 1, inspecting piers and vessels and observing the process 
of handling the tonnage that daily leaves and enters the port. 
Luncheon aboard the ship will be followed by an address by 
General A. C. Dalton, president of the Merchant Fleet Cor 
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poration. A special car from up-state will leave Bridgeport at 
9:17 a.m. A meeting will be held at the Stratfield Hotel May 
21. J. M. Hamilton, general traffic agent of the Connecticut 
Company, will discuss the freight and express service of his 
company, and there will be a general business program. 





The Traffic Club of Denver held its final dinner meeting 
prior to the summer vacation at the Daniels and Fisher dining 
room May 11. In addition to a musical and vocal program, 
talks on the tourist travel business were given by H. N. Bur- 
hans, director of the tourist bureau of the Denver Chamber of 
Commerce, and by Roe Emory, president of the Rocky Mountain 
Parks Transportation Company. A committee has been ap- 
pointed to formulate programs in connection with the educa- 
tional movement sponsored by the Associated Traffic Clubs of 
America. 





The second annual outing of the Fort Wayne Transportation 
Club will be held at the Elks Country Club June 4. The day 
will be given over to amusements and in the evening a 6 o’clock 
dinner will be served. 





The following officers were elected by the Women’s Traffic 
Club of Los Angeles May 19: President, Helen C. Hughes, 
Santa Fe; first vice-president, Grace Dewey, Westland Ware- 
houses, Inc.; second vice-president, Elizabeth Connelly, Sierra 
Tale Company; recording secretary, Evelyn Ripley, Weifenbach 
Marble Company; corresponding secretary, Carrie Hellyer, Lyon 
Fireproof & Storage Company; secretry-treasurer, Marion Gem- 
mell, Luckenbach Steamship Company; sergeant-at-arms, Sara 
Meredith, Spohn, Cook & Boynton. The club is planning to 
entertain delegates to the national convention June 6, and 
would like to hear from member clubs as to how many dele- 
gates will be in Los Angeles on that date. Delegates selected 
to the national convention are: President Hughes; Dessie M. 
Phipps, of Norton, Lilly Company; and, alternates, Charlotte 
Harding, of Hollywood Storage Company, and Elizabeth Porter, 
Santa Fe. 





The Transportation Club of Evansville held its regular 
monthly meeting May 16 at the Chamber of Commerce. It was 
designated “Out-of-Town Members’ Night,” in appreciation of 
the regular attendance of these members. The principal ad- 
dress was given by W. B. Carleton, former state senator. It was 
announced that the “Club Outing” will be held June 20. About 
75 were present, including 25 members from out of the city. 





There was an attendance of 241 at the last luncheon of 
the Traffic Club of St. Louis. The next meeting will be held 
at the Chamber of Commerce May 21. Francis Bloy, rector 
of Grace Church, Kirkwood, Mo., will be the speaker. 

The Women’s Traffic Club of San Francisco held a meeting 
at Women’s City Club May 17. Albert J. Porter, editor of the 
Shipping Register, spoke on ‘‘Women of the Sea.” 


NEW MO.-PAC. BUILDING 


Despite the fact that a considerable amoynt of interior con- 
struction work yet remains to be done, more than 3,500 employes 
of the Missouri Pacific Lines have settled down to work in the 
handsome new 22-story office building just completed as a home 
for that railroad system at Pine, Olive, and Thirteenth streets, 
St. Louis. The operation of removing all Missouri Pacific offices 
from the Railroad Exchange building to the new $2,000,000 struc- 
ture near the site of the proposed civic center was completed in 
record time. 

The new building, which has been declared one of the most 
modern business and office structures in St. Louis, was started 
on Thanksgiving Day, 1926, when President L. W. Baldwin 
turned the first earth in construction of the basement. It is built 
of hollow tile, brick and terra cotta, and embodies the latest 
ideas, both in interior arrangement and architectural design, its 
entire construction carrying out in detail the most advanced 
thought in structures of this nature so as to provide the maxi- 
mum of space as well as the maximum of operating efficiency. 
From the basement, which also includes a sub-basement, to 
the twenty-second floor, it is fireproof thorughout, the absolute 
minimum cf inflammable materials having gone into its con- 
struction. The framework of the structure is entirely of steel 
extending from the surface to the top floor, officials of the 
company said. 

The building faces 112 feet on Pine and Olive streets and 
193 feet on Thirteenth, entrances having been arranged on all 
three sides, with the main entrances, however, on Olive and 
Thirteenth. The buff terra cotta, of which the exterior is con- 
structed, following out the modern conception of Gothic archi- 
tecture, makes it one of the outstanding office buildings in the 
downtown section. Its proximity to the proposed civic center 
also give it added significance, in view of the fact that it is 
near enough to be semi-included in this arrangement for the 
beautification of that particular part of the city, plans for the 
completion of which are going forward. 
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All general offices of the Missouri Pacific Lines will be 
housed in the new structure. This, it is pointed out, will bring 
about a centralization of activity, contributing to both the econ. 
omy and efficiency of operation. 

A battery of eight elevators connect the ground floor with 
all of the 22 floors above the surface, although at the present 
time this service is being somewhat handicapped by reason of 
the activity connected with moving and assembling materials 
and fixtures brought over from the former location. 

The largest P. A. X. telephone board in St. Louis and one 
of the largest west of the Mississippi River has been completed 
in the new building. This board, from which and to which 
radiate more than 600 telephones, is automatic in all operations 
and embodies the latest ideas in every phase of construction. 
Nine trunk lines, through which the general offices can be kept 
constantly in contact with all other offices over more than 14,000 
miles of rail in eleven different states, also extend from this 
board, this being characterized as the “Nervous System” of the 
railroad through which practically all phases of operation are 
carried on, especially the work connected with transportation 
and the proper and efficient handling of trains. 

To the new board have been added more than 400 individual 
telephone sets, this, coupled with a system of light signals in 
several departments, to do away with the nuisance of bells. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
May 1-7, inclusive, was 301,897 cars, according to the car serv- 
ice division of the American Railway Association. The shortage 
was 62 gondolas. The surplus was made up as follows: 


Box, 109,713; ventilated box, 2,045; auto and furniture, 16,337; 
total box, 128,095; flat, 6,734; gondola, 66,428; hopper, 59,200; total 
coal, 125,628; coke, 1,203; S. D. stock, 18,706; D. D. stock, 3,310; re- 
frigerator, 16,356; tank, 498; miscellaneous, 1,367. 


Canadian roads reported a surplus of 11,500 box, 350 S. D. 
stock, 525 refrigerator and 400 miscellaneous cars. 


LUMBER SHIPMENTS 


Lumber production, shipments and orders the week ended 
May 12 were apparently about the same as for the preceding 
week, according to telegraphic reports received by the National 
Lumber Manufacturers’ Association from 785 of the country’s 
largest softwood and hardwood mills. Reported production was 
off 16,000,000 feet, shipments dropped 17,300,000 feet and new 
business receded to the extent of about 40,,000,000 feet; but 
these recessions were mostly apparent, being accounted for 
by the fewer reporting mills. 

The softwood branch of the industry accounted for most of 
the apparent recessions. Figures are not comparable with those 
of a year ago because of the greatly larger number of mills now 
reporting. 

The hardwood mills, 396 units reporting, recorded a gain 
of 1,000,000 feet in production; a drop of 2,000,000 feet in ship- 
ments and a falling off of about 2,900,000 feet in orders. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two hard- 
wood, regional associatinons, for the three weeks indicated; 
000’s omitted: ‘ : 


Corresponding Preceding Wk., 


Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 

Mills (or 
Units*) .... 389 396 296 174 416 403 
Production ....254,889 47,945 195,311 18,117 271,304 46,947 
Shipments .....277,172 55,696 212,413 24,208 292,303 57,893 


Orders (New 
2 ere 265,554 53,998 204,372 26,266 


*A unit is 35,000 feet of daily production capacity. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended May 5 was esti- 
mated at 8,183,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented a decrease of 9,000 
tons as compared with the output in the preceding week. A 
thracite production was estimated. at 1,825,000 net tons, 4 
decrease of 64,000 tons as compared with the output in the 
preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended May 6 totaled 547,217 net tons. Anthracite 
shipped from Lake Erie ports the week ended May 6 totaled 
11,490 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended May 5 totaled 336,953 net tons of which 202,820 
tons were for New England delivery. ; 

Cars of coal forwarded over the Hudson to eastern NeW 
York and New England the week ended April 21 were reported 
as follows: Bituminous, 2,168 cars; anthracite, 2,951 cars. 


302,387 56,885 





PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for March, 
1928, shows 20,066 cars held overtime—a percentage of 07.40— 
as against 20,888. cars for March, 1927—a percentage of 08.35. 








May 1 





lo. 20 


ll be 
bring 
econ- 


with 
esent 
on of 
erials 


1 one 
leted 
V hich 
tions 
ction. 
kept 
4,000 
this 
f the 
1 are 
ation 


‘idual 
Is in 


ye 


eriod 
serv- 
rtage 


6,337; 
total 
}; Tee 


esti- 
the 
),000 


3, a 
the 


orts 
cite 
aled 


ads 
820 


New 
rted 


rch, 
10— 
8.35. 














May 19, 1928 THE TRAFFIC) WORLD 1265 






Traffic Manager 


Attend the Sixth An- 
nual Meeting of the Asso- 
ciated Traffic Clubs of 
America to Be Held at San 
Francisco, June 12 and 13 








| Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 
Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsturgh, Pa. Norfolk, Va. 
39 Scuth St. Drexel Bldg. Oliver Bldg. Law Building 


And at our Branch Offices at ports of call, etc. 


Sixth Annual Meeting Associated Traffic Clubs of America, 
San Francisco, June 12th and 13th 


=—s 


“Send Your Mail 
Care of 


Panama MailS.S.Co. 


2 Pine St. 
San Francisco 







You will find the P. & P. U. Railway rendering extremely 
efficient service and cooperation to shippers who appreciate 


rapid transit of their merchandise. Route your 


ae ; - ; P Bills of Ladin 
Peoria is also a rate breaking point which give it con- , Son . 


siderable advantage over other cities in the mid-west in the Peoria Iimeois 
9 


matter of freight rates. 
SWITCHING SERVICE BETWEEN THESE FIFTEEN RAILROADS 


Peoria and Pekin Union Railway Company Chicago, Rock Island & Pacific Railway Company Minneapolis & St. Louis Railroad Company 
Atchison, Topeka & Santa Fe Railway Co. Cleveland, Cincinnati, Chicago & St. Louis Rail- New York, Chicago & St. L. R. R. Co. 
Chicago & Alton Railroad Company way Company € (L. E. & W. Dist.) 

Chicago & Northwestern Railway Co. Illinois Central Railroad Company Pennsylvania Railroad 

Chicago, Burlington & Quincy Railroad Co. Illinois Traction System Peoria Company Terminal 

Chicago and Illinois Midland Ry. Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Illinois 
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SUPPORTS I. C. TARIFFS 


A petition in support of the proposed joint rates on certain 
commodities published by the Illinois Central in connection 
with the Redwood Line from middle west points to the Pacific 
coast (see Traffic World, May 12, page 1174) was presented to 
the Commission by J. P. Haynes, traffic director of the Chicago 
Association of Commerce, in behalf of the association and a 
large number of other interests May 18. 

“The manufacturers, shippers and commercial interests of 
the middle west are hopeful this tariff will be allowed to take 
effect without suspension, as it will place the industries involved 
in a position to compete on more favorable terms with other 
shippers using the Panama Canal,”..the petition states. It de- 
clares that the “situation which confronts the Commission in 
this proceeding is markedly different from any suspension pro- 
ceeding heretofore considered,” and holds that under section 
15 of the interstate commerce act, the Commission only has 
power to prescribe maximum rates in connection with joint 
through rail and water rates. Asiide from that phase of the 
matter, it says, the petitioners believe that the rates sought 
are “fully adequate to the carriers and are free from discrimi- 
nation and undue preference and prejudice.” 

The protests against the tariff from commercial and ship- 
ping interests have been almost entirely limited to Pennsylvania 
and Ohio, according to the petition, and such protests as have 
originated in that territory have principally had to do with the 
rates on iron and steel. Replying to those protestants, in part, 
the petition says: . 


Protestants are basing their objections entirely upon the re- 
lationship in length of haul, Chicago to New Orleans, a distance of 
912 miles, in contrast with a haul from Pittsburgh to Baltimore of 
310 miles, ignoring the average hauls from the origin territory cov- 
ered by the Illinois Central tariff ‘which shows an average haul of 
760.1 miles, as shown in Appendix “A,’’ compared with an average 
haul of 366.1 miles, as shown in Appendix “B,’”’ from Pittsburgh 
to Baltimore, Philadelphia and New York. 

Protesting shippers failed to mention the equalization of rates 
now accorded them on traffic moving through Philadelphia and 
New York which is done by steamship lines absorbing the difference 
in the inland rail rate to the respective ports. It will be noted that 
eastern shippers are now enjoying an equalized rate through any of 
the Atlantic ports and yet they vigorously Sphose carriers operating 
through New Orleans in their endeavor to make a similar equalization 
where the total haul is considerably less from middle western points 
of origin than from Pittsburgh through the said Atlantic ports. For 
illustration: The distance from Chicago to San Francisco via New 
Orleans is 6,315 miles, while the distance from Pittsburgh via Balti- 
more is 6,298 miles. From Pittsburgh via Philadelphia the mileage 
is 6,384, and from Pittsburgh via New York the mileage is 6,507; or 
an average mileage from Pittsburgh via Baltimore, Philadelphia and 
New York of 6,396 miles; while the average distance from the middle 
west origin territory involved in this tariff via New Orleans is 
6,154.1 miles. It will thus be. seen that the average mileage via 
New Orleans as compared with the north Atlantic ports is 242 miles 
in favor of the middle west industries. 


The proposed rates hold out the first ray of hope the mid- 
dle western manufacturer has had for retrieving a loss occa- 
sioned by the construction of the, Panama Canal, the petition 
goes on to say. Considerable emphasis is. placed on the fact 
that distance has not been the prevailing consideration with 
respect to the adjustment of transcontinental rail rates and 
that, in so far as the Pittsburgh iron and steel interests are 
concerned, the proposed schedules will leave the middle western 
interests at a considerable price disadvantage in competing on 
the Pacific coast. Ss 

The petition was signed by the following commercial or- 
ganizations and associations other than the Chicago association, 
as well as by a-considerable number of representatives of in- 
dustries: Peoria Association of Commerce, Rockford Manufac- 
turers’ & Shippers’ Association, Bloomington Association of 
Commerce, Louisville Board of Trade, Evansville Chamber of 
Commerce, Indiana State Chamber of Commerce, Springfield 
Saal of Commerce, and the Illinois Manufacturers’ Asso- 
ciation. 


CANAL TRAFFIC STATISTICS 


In April, 531 commercial vessels transited the Panama Canal 


and paid tolls of $2,187,607, according to the Panama Canal 
Record. 


Consul John L. Bouchal, of Port Said, Egypt, in a report 
made public by the Department of Commerce, said traffic through 
the Suez Canal in February was the heaviest ever recorded for 
that month in the history of the canal. Transits in February 
totaled 451. Cargo totaled 2,451,000 deadweight tons of bulk 
and general cargo. 


AIR MAIL ANNIVERSARY . 


The tenth anniversary of air mail flying was celebrated on 
the afternoon of May 10 at a meeting of the National Association 
of Commercial Organization Secretaries held in conjunction with 
the annual meeting of the Chamber of Commerce of the United 
States. 

Summarizing the accomplishments in building up a network 
of air mail lines, Postmaster-General New said: 


Sixty-three of the most important commercial cities of the nation 
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are within the confines of this network, leaving only a very few of 
any prominence to hooked up later. 

Twenty-two routes in operation, and five others under contract 
and scheduled for operation during the current year, bring the total] 
mileage of the air mail system up to 12,550. Two additional routes 
with a mileage of 1,350 are under advertisement and contracts yi] 
probably be let during the year. 

At the present time air mail pilots are flying every day a total 
distance of 22,110 miles and carrying on an average 5,700 pounds of 
air mail —_. Several thousand miles will be added when the other 
routes are placed in operation so that the end of the year will find 
pilots flying with mail close to 30,000 miles every day of the year. 

Viewed from every angle, including the fact that most of the mail 
lines are self-supperting and are growing on their own~merits, and 
the fact that it has required only ten years to reach this condition, 
the aspect of commercial aviation is extremely gratifying. 


Evidence of business cooperation in promoting aviation was 
presented by John G. Lonsdale, of St. Louis, chairman of the 
aeronautics committee of the national chamber. “Business men 
are realizing,” he said, “more and more the benefits to be derived 
from the quicker delivery of mail and important articles and are 
insisting that their cities shall have adequate facilities for mak. 
ing possible their inclusion in the network of air mail and aerial] 
transport lines.” 


WATER LINES AND GUARANTY 


A. D. Stebbins, president of the Merchants and Miners 
Transportation Company, and Otis B. Kent, counsel for the 
company, were heard May 17 by a subcommittee of the House 
committee on interstate and foreign commerce in support oj 
S. 3723, the bill passed by the Senate providing for amendment 
of section 209 of the transportation act so that the Merchants 
and Miners company could press a claim for a guaranty pay. 
ment for the six months after the end of federal control. Rep. 
resentative Newton, of Minnesota, is chairman of the sub 
committee. 


GREAT LAKES CHANNEL 


Provision for a Great Lakes’ channel of 24 feet deep, in. 
stead of 23 feet, as advocated by Major General Jadwin, chief of 
engineers, has been approved by the House committee on rivers 
and harbors. The cost of a 24-foot channel is estimated at 
$31,000,000, as against $24,000,000 for a 23-foot channel. The 
provision will be included in the annual rivers and harbors bill. 


GREAT LAKES’ BILLS 


The Senate has passed H. R. 13032 and H. R. 13037, the bills 
previously passed by the House providing for changes in the 
law as to lights on vessels on the Great Lakes. 


AIR MAIL BILL PASSED 


The Senate has passed H. R. 8337, a bill amending the air 
mail act of February 2, 1925, as amended by the act of June 3, 
1926, authorizing the Postmaster General to reduce rates of 
postage on air mail to not less than 5 cents for each ounce or 
fraction thereof and to revise contracts with air mail carriers. 


. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 12 totaled 17,347 cars, as compared with 17,626 cars 
(revised) the preceding week, and 15,643 cars in the correspond- 
ing period of 1927, according to the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. Shipments were 
reported as follows: : 


Apples, 372 cars; asparagus, 193 cars; carrots, 164 cars; cabbage, 
1,042 cars; cantaloupes, 122 cars; imports, 22 cars; cauliflower, 10 
cars; celery, 419 cars; imports, 27 cars; cherries, 79 cars; cucumbers, 
205 cars; eggplant, 2 cars; imports, 3 cars; grapefruit, 266 cars; im- 
ports, 19 cars; green peas, 231 cars; lemons, 394 cars; lettuce, 1,844 
cars; miscellaneous melons, imports, 12 cars; mixed citrus fruit, 1” 
cars; mixed vegetables, 853 cars; imports, 9 cars; onions, 1,124 cars; 
oranges, 1,256 cars; imports, 9 cars; pears, 2 cars; peppers, 71 cars; 
imports, 26 cars; spinach, 364 cars; strawberries, 1,735 cars; string 
beans, 256 cars; sweet tatoes, 149 cars; tomatoes, 976 cars; im- 
ports, 117 cars; watermelons, 9 cars; imports, 3 cars; potatoes, 3,24 
cars; imports, 83 cars. 


POSTAL RATE BILL 


Senate and House conferees on the Griest postal rate re 
vision bill (H. R. 12030) have been unable to reach an agree 
ment. Senator Moses submitted to the Senate a conference 
report showing that the conferees had not reached agreement 
on nineteen amendments. 


NEW COMPLAINTS FILED 


No. 20633. Sub. No. 4. John J. Quinn Co., Miami, Fla., vs. A. C. 
et al. ; 
Illegal and inapplicable rate from Jacksonville to Miami, Fis 
on road rollers and road sprinkler originating at Harvey, *™ 
Asks cease and desist order and refund. ot 
20833. Sub. No. 5. Virginia Engineering Co., Newpo 
News, Va., vs. Seaboard Air Line. . h- 
Same complaint and prayer as to power shovel with at F 
ments, originating at Ravenna, O., for part of haul from /@ 
sonville to West Palm Beach, Fla. rorida 
No. 20833. Sub. No. 6. S. A. Ryan Motor Co., Miami, Fla., vs. Flo 
East Coast. 


Same complaint and prayer as to rigid rail tractor and grader, 


Inc., 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 








Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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TRANSMARINE LINES 
Direct Service 


LOS ANGELES (wWitmington—Berth 188) 
SAN FRANCISCO 
OAKLAND 


ile Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 
Served b: pe 


rv y: 
Pennsylvania Railroad 
Central Railroad of New Jersey 


Lehigh Valley Railroad Steamer 


tno Sheps -54= ee SUSCOLANCO 
tae Resta pass Dep eee SURAILCO 





Site Gulf-Intercoastal 

Mobile New Orleans Steamer 
May 27 Oe nee SUPORTCO 
June 6 RI Nfs. B. euvce sed SUGILLENCO 


June 16 


TRANSMARINE LINES 


General Offices: 


Port Newark Terminal 
Telephone Mulberry 4300 ‘ie ie 


Agencies: Buffalo, Chicago, Los Angeles, Mobile, New Orleans, 
Oakland, Pittsburgh, tinne Heaaneinee, Seattle 


Ship to Mexico 


By Steamer 


= a 


RVICE 


a 


FAST WEEKLY SE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York AND CusBaA Maiz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 
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originating at Bucyrus, O., for part of haul from Jacksonville 
to Miami, Fla. ‘ 
. 20833. Sub. No. 7. Harrison Construction Co., Miami, Fla., vs. 
Florida East Coast et al. 

Same complaint and prayer as to power crane and turntable 
originating at Trenton, Mo., for part of haul from Jacksonville 
to Miami, Fla. 


No. 20833. Sub. No. 8. I. E. Schilling Co., Miami, Fla., vs. Florida 


East Coast. 
Same complaint and prayer as to cranes and Parts, originating 
at points in Ohio, for hauls from Jacksonville to Miami, Fla. 


No. 20833. Sub. No. 9. Virginia Engineering Co., Inc., Newport News, 


Va., vs. Florida East Coast. 

Same complaint and prayer as to cranes and other articles 
originating at points in Virginia, for hauls from Jacksonville 
to West Palm Beach, Fla. 


No. 20880. Sub. No. 7. Memphis Cotton Linter Co., Memphis, Tenn., 


vs. Illinois Central. 

Rates and charges in .violation of sections 1 and 6 of the act, 
on cottonseed shavings, from Dyersburg, Tenn., to Louisville, Ky. 
Asks cease and desist order and refund. 


No. 20880. Sub. No. 8. National Cotton Products Co., Inc., Atlanta, 


Ga., vs. A. G. S. et al. 

Same complaint and prayer as to cottonseed shavings, from 
points in Mississippi, Georgia and Alabama to points in Con- 
necticut, Pennsylvania and Mississippi. 


No. 20880. Sub. No. 5. Dixie Cotton Products Co., Atlanta, Ga., vs. 


Central of Georgia et al. 

Rate in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from Greenville, Ga., to Wilkes-Barre, Pa. Asks cease 
and desist order and refund. 


No. 20880. Sub. No. 6. Trammell, Early & Co., Memphis, Tenn., vs. 


A. G. S. et al. 

Same complaint and prayer as to cottonseed shavings, from 
Mississippi points to points in Illinois, New York, Kentucky, Penn- 
sylvania and Tennessee. 


No. 20961. Rockland & Rockport Lime Corporation, Rockland, Me., 


vs. Maine Central et al. 

Alleges violation of sections 1, 3 and 15 of the act, on ship- 
ments of various commodities because of practices of defendants 
in limiting application of the Rockland district rates to the Lime 
Rock railroad junction; that defendants not only charge higher 
rates from and to points on Lime Rock railroad than applicable 
to and from Rockland rate district, but also refuse to extend 
their interstate rates to and from industries located on the Lime 
Rock. Asks establishment of through routes and just and rea- 
sonable and nondiscriminatory rates for transportation of com- 
modities and classes between places on Lime Rock railroad and 
interstate places on lines of defendants, cease and desist orders 
and reparation. 


No. 20962. Sub. No. 3. W. E. Austin Machinery Co., Atlanta, Ga., vs. 


A... G.. dc Ot Ol. 

Illegal and inapplicable rate on excavator originating at In- 
dianapolis, Ind., for part of haul from Jacksonville to Sorrento, 
Fla. Asks cease and desist order and reparation. 


No. 20963. Muscle Shoals Grain Dealers’ Association, Florence, Ala., 


vs. Santa Fe et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on grain and grain products, from points in Illinois, Tennessee, 
Indiana, Nebraska, Missouri, Colorado, and Kentucky to Florence, 
Sheffield and Tuscumbia, Ala. Asks rates, rules, regulations and 
practices for future and reparation. 


No. 20964. The Baird Machine Co. et al., Bridgeport, Conn., vs. New 


Haven. 

Unreasonable rates and charges on fire, sea and core sand, from 
Provincetown, Wareham and Onset, Mass., Pontiac and other 
Rhode Island points, to points in Connecticut, Rhode Island and 
New York. Asks reparation. 


No. 20965. Frank B. Clinton et al., Paris, Ill., vs. B. & O. et al. 


Unreasonable rates on bituminous coal, from Indiana mines to 
Paris and other Illinois points. Asks rates for future and rep- 
aration. 


No. 20966. B. Mifflin Hood Brick Co., Atlanta, Ga., vs. Central of 


Georgia et al. 
Unreasonable rates and charges on face brick, from Gordon, Ga., 
to Beaumont, Tex. Asks reparation. 


No. 20967. The Procter & Gamble Co., Cincinnati, O., vs. A. G. S. 


et al. 
Unreasonable rates on red oil, from Ivorydale (Cincinnati), O., 
to Dallas, Tex. Asks rates for future and reparation. 


No. 20968. James Gallagher et al., Philadelphia, Pa., vs. Pennsylvania. 


Rates and charges in violation of sections 2 and 8 of the act 
on shipments from interstate points to Philadelphia because de- 
fendant gave allowances of 50 cents per ton and of other amounts 
per ton to competing warehouse companies, referred to in com- 
plaint as ‘‘subsidized warehouse companies,”’ out of its published 
freight rates. Asks cease and desist order and reparation. 


No. 20968. Sub. No. 1. Walter A. Bailey et al., Philadelphia, Pa., vs. 


B. & O. 
Similar complaint and prayer. 


No. 20968. Sub. No. 2. Rex & Co., Inc., et al., Philadelphia, Pa., vs. 


Reading Co. 
Similar complaint and prayer. 


No. 20969. Rates on fertilizers and fertilizer materials within the 


state of Virginia. This is an investigation instituted by the Com- 
mission as result of petitions filed by Atlantic Coast Line and 
other carriers bringing into issue lawfulness of Virginia rates on 
commodities indicated. 


No. 20970. The Orford Soap Co., Inc., New York, N. Y., vs. Canadian 


National et al. 

Unreasonable, discriminatory and preferential rates on ground 
feldspar, from Manchester, Conn., to points in Quebec. Asks 
reparation. 
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No. 20971. Gamble Robinson Co., Minneapolis, Minn., vs. St. L.-S, RF, 


Rate in violation of sections 1, 2, 3, 4 and 6 of the act, on car 
of canned tomatoes, from Sampson, Mo., to Minneapolis, Minn, 
Asks reparation. 


No. 20972. Pittsburgh Plate Glass Co., Linseed Oil Division, Milwau- 


kee, Wis., vs. Santa Fe et al. 

Unreasonable rates on linseed oil, from Red Wing, Minn., to 
Oklahoma, Texas and Louisiana points. Asks rates for future 
and reparation. 


No. 20973. Joseph T. Ryerson & Son, Inc., Chicago, Ill., vs. C. M. & 


St. P. et al. 
Unreasonable rates on electric traveling crane, from West 
Allis, Wis., to Jersey City, N Asks reparation. 


No. 20974. Cushnoc Paper Corporation et al., Augusta, Me., vs. A, ¢, 


& Y. et al. 

Unreasonable rates on newsprint paper, from Augusta and other 
points in Maine to all destinations on defendants’ lines in Vir. 
ginia, Kentucky, Tennessee, the Carolinas, Georgia, Florida, Ala- 
bama, Louisiana east of the Mississippi River, and Mississippi, 
Asks rates for future. 


No. 20975. J. L. Weinberg, New York, N. Y., vs. Santa Fe et al. 


Unreasonaple, prejudicial, and, preferential ratings, rates and 
charges on ‘“‘Liebig Malt-Tonic”’ “in the three classification terrj- 
tories. Asks cease and desist order and classifications for future, 


No. 20877. Rates on salt to and between points in Southern territory. 


This is an investigation instituted by the Commission, after 
consideration of a petition filed on behalf of carriers in South- 
eastern and Carolina territories, into the reasonableness and pro- 
priety of the rates on salt from producing points in Louisiana, 
Ohio, Michigan, Kansas, West Virginia, New York and Chicago, 
Ill., to points in Southern territory and between points in South- 
ern territory, including rates from the ports. 


No. 20976. Phoenix Utility Co., New York, N. Y., vs. Pennsylvania 


et al. 

Rates in violation of sections 1 and 4 of the act, on machinery, 
Pipe and fittings, from Warren, Pittsburgh and Waynesboro, Pa,, 
to points in Florida. Asks reparation. 


No. 20977. Hanley-Fry Co. et al., Beloit, Wis., vs. C. & N. W 


Rates in violation of sections 1, 3 and 6 of the act, on fruits 
and vegetables, from Chicago, Ill., to Beloit and Janesville, Wis, 
Asks cease and desist order and reparation. 


No. 20978. Charles Dennery, Inc., New Orleans, La., vs. H. & T. C¢. 


et al. 

Unreasonable rates and charges on prepared and desiccated 
cocoanut, from New Orleans, La., to Dallas, Tex. Asks rates for 
future and reparation. 


No. 20978. Sub. No. 1. Same vs. Same. 


Same complaint and prayer as to same commodity from Gal- 
veston to Dallas, Tex. 


No. 20979. United States Graphite Co., Saginaw, Mich., vs. Grand 


Trunk Western et al. , 
. Unreasonable fifth class rate on ground mica, from Valparaiso, 
Ind., to Saginaw, Mich. Asks rates for future and reparation. 


No. 20980. E-Z Opener Bag Co., Decatur, Ill., vs. N. C. & St. L. et al. 


Rate in violation of service 6 of the act, on lime, from Burns, 
Tenn., to Braithwaite, La. Asks reparation. 


No. 20982. Perrine-Armstrong Co., Fort Wayne, Ind., vs. N. Y. C. 


& St. L. et al. 

Unreasonable charges on lumber, from Van Buren and other 
Indiana points to points in Michigan, Ohio, Pennsylvania and 
Ontario, in violation of long-and-short-haul clause of section 4 
Asks reparation. 


No. 20983. U. S. Bedding Co. et al., Memphis, Tenn., vs. Mobile & 


Ohio et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on mixed furniture, from Memphis, Tenn., to Tampa, Fla. Asks 
rates for future and furniture and mattresses and reparation. 


No. 20984. G. Caroso & Co., Logansport, Ind., vs. St. L.-S. F. et al. 


Iilegal charges on strawberries, from Arkansas and Missouri 
points to Logansport, Ind. Asks reparation. 


No. 20985. Clark and Henery Construction Co., San Francisco, Calif,, 


vs. Southern Pacific et al. 

Unreasonable and prejudicial rates on asphalt, from Oleum and 
Richmond, Calif., to Reno, Nev., asks rates for future and rep- 
aration. 


No. 20986. Harsh & Chapline Shoe Co., Milwaukee, Wis., vs. C. & N. 


W. et al. 

Rates in violation of first three sections of the act, on green 
— hides, from Boston, Mass., to Milwaukee, Wis. Asks rep- 
aratiom. 


No. 20987. Johnson-Randall Co. et al., Chicago, Ill., vs. Ann Arbor 


et al. 

Rates in violation of sections 1 and 3 of the act, on coal, from 
points in Kentucky, West Virginia and other states to Traverse 
ty Mich. Asks same rates as to Menominee, Mich., and rep- 
aration. 


No. 20662. Sub. No. 1. Albany Perforated Wrapping Paper Co., Al- 


bany, N. Y., vs. D. & H. et al. 
Unreasonable rates on woodpulp, from Philadelphia, Pa., to 
Fallsburg, N. Y. Asks rates for future and reparation. 


No. 20880. Sub. No. 9. Woodson Bros., Inc., Memphis, Tenn., VS. 


A. & V. et al. : 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from points in Tennessee, Mississippi and North Caro- 
lina to points in New York, Wisconsin, Delaware and Pennsyl- 
vania. Asks cease and desist order and reparation. 


No. 20981. Gill-Virden Co., Philadelphia, Pa., vs. A. & R. et al. 


Rates and charges in violation of first four sections of the act, 
on lettered glass lamp globes, from Philadelphia, Pa., to inter- 
state destinations. Asks ratings, rates and minimum weights 4 
= now effective on glass lamp globes n. o. i. b. n. and repara- 

on. 


Docket of the Commission 


NOTE—items in the Decket marked with an asterisk (*) are new, 
fic W. . Cancel- 


having been added singe the last iesue of The Tra orld 
lations and postpone 
this Docket will be noted elsewhere. 


May 21—Lubbock, Tex.—Examiner Davis: 


mente announced too late to shew the change in 


Finance No. 6787—Application Pecos and Northern Tex. R. R. for 
authority to construct a line of railroad from Hale Center to 
Parmerton, Tex. 





May 21—Argument at Washington, D. C.:: 


18295—Geo. Allison & Co. et al. vs. A. C. L. R. R. et al. 
20093—-Simms Oil Co. vs. St. L.-S. F. Ry. et al. 

20094—-Simms Oil Co. vs. H. & T. C. R. R. et al. al. 
17095 (and Sub. 1)—Wm. F. Allen & Co. et al. vs. A. C. L. R. R. et 


May 21—Tampa, Fla.—Examiner Johnson: 


20869—Frank B. Anderson Co., a co-partnership trading and do L 
ig et — the style of Frank B. Anderson Co. vs. A. Cc. 
. R. et al. 


May 19, 
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The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 


The World’s Largest Cotton Port 


§» High Density Compresses, Capacity 6,000 Bales 
Per Day. . 


Eauipped with Sprinkler System Throughout. 


Reiavie Transportation at a Moment’s Notice. 


¥ srious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


[tesrity of Our Warehouse Receipts Is Unques- 
tioned. 


Capacity of Tracks Serving Plants Over 500 Cars. 
EEttablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’! Manage 


GEO. SEALY 
President 








NEWARK, N. J. 
STORAGE 


- 


NEWARK WAREHOUSE co: : 


Located. in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution | 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 
F. W. STOKES, Manager 


NEWARK WAREHOUSE CO., Newark, N. J. 
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| ‘“HARTMAN’S SERVICE’’ 


Freight Rates for Shippers 


Loose Leaf Publications Covering Freight Rates to 
; Eighty Thousand Destinations 


y. (EASTERN FREIGHT RATES 
Hartimall’S WESTERN FREIGHT RATES 
CHICAGO GUIDE———— 
N accurate record of your transportation cost. No guess 
A work. Rates clearly and definately shown. Something 
every traffic department needs. 
What the Books Cover—Rates on classes from the principal 
Cities in the East to destinations in Official and uthern | 
Classification Territories are provided in “Eastern Freight Rates 


Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in “‘Western Freight Rates’’. 

Freight, Parcel Post and Express Rates applying from Chicago 
to destinations in every State; also Provinces of Canada are 
named in the “Chicago Guide”’. 


Any or all of the Publications listed above will be sent on approval 
without obligation. It is only necessary to return this 
coupon properly checked and endorsed. 


§ w.J. HARTMAN, Publisher, 732 Federal St., Chicago ‘ 
: Weare willing to examine your Publications as indicated below with the 
i understanding that within thirty days we will send you the subscription price 
f ‘Or return the book (or books). 5 
a OHartman’s Eastern Freight Rates a 
] OHartman’s Western Freight Rates i 
& OiHartman's Chicago Guide a 
: WOE SIRI oe « coin Saiki 0 0. Rake oe acawek ET eNtAR Rw heehee See CaN eRe E 
- STINE a. wns vcsonavsienssansveranecancheratninishsnnky tise 5 
H cess Seah tiebod bb Mba Ce aath oabtuew cases cease deka f 


We Save Money 


For 6 Out of 8 Shippers 


We save money for six out of every eight shippers 
that adopt the Signode System and provide a safer 
shipment for good measure. 

There is a reasonable chance that we can save for 
you. If we can’t we’ll tell you so. This coupon is 
the easiest way to start action. Please use it, there 
is no obligation. 











CONSOLIDATED STEEL STRAPPING CO., 
2613 North Western Avenue, Chicago, III. | 
0 Please send practical shipper to check up on my packing and 
shipping costs. t 
Send catalog No. 14 containing practical suggestions for 
shipping. 









COOP O HERE HEHEHE HSE HEHEHE THRESH EET ERE EEE ETE HOES E EE EEES 






NS FUND bei 65 5400s Sew che 6 SUR ea nAen weeds Coameaeees 
SE Da olen whee oo eke So Asie oe te ae ean kaetes take ee 


Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, Ill. 


SIGNODE 


dhe Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 
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a St fou City, Ia.—Examiner Fuller: 
Wise The American Fg upon Co. vs. A. T. & S. F. Ry. et al. 
21—Washington, D. C.—Examiner Carter: 
i—Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19797—Columnbas Packing Co. vs. A. C. L. R. R. et al. 
19881—Kinghan & Co. vs. C. C. C. & St. L. Ry. et al. 


May 21—Gunnison, Colo.—Public Utilities Commission of Colo. 

Finance No. 6644—Application of D. & R. G. W. R. R. for authority 
to abandon its Floresta Branch. 1 

May 21—Atlanta, Ga.—Examiner Hosmer: . 

1. & S. 3048 (Ist and 2nd supplements)—Hay, straw, excelsior and 
other commodities between Ill. F. A., Central F. A., Eastern and 
New England Trunk Line Territories and southern points (fur- 
ther hearing). 


ba? 22—New York, N. Y.—Examiner Ames: 
715—Constructive . and Off-Track Railroad Freight Stations on 
Manhattan Island, N. Y. 

l. & S. 3100 (and three supplemental orders)—Constructive sta- 
tions and trucking in lieu of lighterage in New York City and 
vicinity. 

May 22—Chicago, Ill.—Examiner Kerwin: 
19113—Galesburg Horse & Mule Co. et al. vs. C. & N. W. Ry. et al. 


May 22—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 13402, filed by F. E. C. Ry. 


May ~~ Wash.—Commissioner Meyer and Examiners Mackley 
an 
20474—-Fisher Flouring Mills Co. et al. vs. Un. Pac. R. R. et al. 


May 22—Argument at Washington, D. C.: 
1 Stauffer Chemical Co. vs. Pac. Elec. Ry. et al. 
19747—Morris Gofnick and Dave Gofnick, co- ys tna, going busi- 
ness as Morris Fruit & Produce Co., vs. C. R. I. & P. 
os” Ween Bedding Alliance of America vs. A. T. & 3. F. Ry. 
et a 
"Fin 22—San Francisco, Calif.—Railroad Commission of California: 
aa No. 6612—Joint Application of Sou. Pac. Co. and A. T. & 
Ss. F, Ry. for — to acquire control of the, Petaluma & 
Santa Rosa R. R..by purchase of capital stock. 
Finance No. 6733—Application Western Pacific R. R. for authority to 
acquire control of the Petaluma & Santa Rosa Railroad by pur- 
chase of capital stock. 


May 22—Boston, Mass.—Examiner Griffin: 
17524—John A. Whittemore’s Sons et al. vs. N. Y. N. H. & H. R. R. 
et al (further hearing). 
22—Jaeksonville, Fla.—Examiner Johnson: 
Meas The ‘Arnold Fruit Co., Inc., et al. vs. B. & O. R. R. et al. 
20577—Standard Export Trading Co. vs. A. C. L. R. R. et al. 


May ea Houston Tex.—Examiner Brown: 
1.a&s 3028—Clean rice and rice flour from points in Ia. and Tex. 
to South Atlantic ports. 


“ay 23—Bellefonte, Pa.—Pennsylvania Public Service Commission: 
inance No. 6596—Application Bellefonte Central R. R. for a cer- 
tificate of public convenience and necessity authorizing the con- 
struction of an extension of its railroad. 
Finance No. 6627—Application Bellefonte Central R. R. for authority 
% aequire control, by purchase, of the Fairbrook Branch of the 
a. R. 
Ma 4 23—Argument at Washington, D. = 
1 ng ig Ae _— — 1 and 2)—Geo. A. Hormel & Co. vs. C. M. & 
y. 
19761—Ault x. | Wiborg Co. of N. Y. vs. B. & O. R. R. et al. 
20123—United States Bung Mfg. Co. vs. B. & O. R. R. et al. 


May 23—Macon, Ga.—Examiner Berry: 
Dodge ‘County Lumber Co. vs. S. A. L. Ry. 


May 23—Sioux Falls, S. D.—Examiner Fuller: 
1. & S. ah aed from Kansas and Missouri to points in Ia., 
Minn, and §S. 
May eae Fla.—Examiner Johnson: 
* 1. & S. 3105—Lumber from Florida points to eastern territory. 


May 24—Boston, Mass.—Examiner aa: 
20622—Nutile Fruit Co. vs. B. & M. R. R. 


es 24—Argument at Washington, D. C.: 
18979—Cascade Timber Co. vs. A. T. = 8. F., Ry. et al. 
19567—Boise Payette Lumber Co. vs. A. & S. Ry. et al. 
19817—Drake Marble & Tile Co. et 2" vs. Sou. y. et al. 
May 24—Columbus, Ga.—Examiner Berry: 

20420—Hardaway Contracting Co. vs. A. C. L. R. R. et al. 

18983 (and Sub. 1)—National Show Case Co. vs. S. A. L. Ry. et al. 
May 24—Washington, D. C.—Examiner Sullivan: 

Finance No. 6799—Application of St. L.-S..F. Ry. for authority to 
— and operate the lines of railroad of its subsidiary com- 
panies. 

25—Bellefonte, Pa.—Special Examiner Rice: 
—Bellefonte Central R. R. vs. Penna. R. R. 


my, 25—Washington, D. C.—Assistant Director Burnside: 
sone No. 5897—Claim of Miss. & Western R. R. under Section 


Ma aR Tex.—Examiner ag 
6—Harding Glass Co. vs. A. & S. F. Ry. et al. 
1. & S. 2899—Window Glass aoa Rough Rolled Glass from, to and 
between points in the southwest. 


ay 25—Argument at Washington, D. C.: 
18034—Chesapeake & Ohio Ry. et al. vs. A. C. R. R. et al. 
May 25—Boston, Mass.—Examiner Griffin: 
Bory tpn Fruit Co. et al. vs. B. & M. R. R. et al. 
25—Columbus, Ga.—-Examiner Berry: 
Tom Huston Peanut Co. vs. Sou. Ry. et al. 
May 26—Boston, Mass.—Examiner Griffin: 
1. & S. 3090—Salt cake, import, Portland to Howland, Me. 


we a oe Island, Ill.—Examiner Fuller: 


or eae of Commerce, Traffic Bureau, et al. vs. B. & A. R. R. 
et al 


May 28—Bloomington, Ind.—Special Examiner Rice: 
* 29699—Alexandria King Stone Co. vs. C. I. & L. Ry. 


May 28—Washington, D. C.—Examiner | eed Nang 

* Finance No. 6706—Application Prince George & Chesterfield Ry. for 
authority to construct a line of railroad in Chesterfield and Prince 
George Counties, Va. 

* Finance No. 6811—Application S. L. Ry. for authority to acquire 
control of the Prince George Poy Chesterfield Ry. by purchase of 
capital stock and to lease the railroad proposed to be constructed 
by that company. (Further hearing.) 
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May 28—Argument at Washington, D. C.: 
17580—W. C. Norris vs. A. C. & Y. Ry. et al. 
17594—United Iron Works, Inc., vs. A. G. S. R. R. et al. 
1 Butler Mfg. Co. vs. A. G. 8. 3 7 et al. 
17719—Black Stee] and Wire Co. vs. A. & S. F. Ry. et al. 
17823—-Kansas City Structural Steel Co. Ri al. vs. A. G. S. R. R. et al, 
19328—Indianapolis Chamber of Commerce vs. C. & N. W. Ry. et al, 
May 28—Nashville, Ga.—Examiner Berry: 
20314—Nashville Traffic Bureau vs. Ga. & Fla. Ry. et al. 
May ye Ill.—Examiner Fuller: 
1. & S. 3093—Sand, gravel and crushed stone from Indiana points 
to destinations in Illinois. 
a ae mem 8 Ill.—Examiner Kerwin: 
77—Escanaba Paper Co. et al. vs. A. & S. Ry. et al. 
20817—Minnesota and Ontario Paper Co. et al. vs. M. P. R. R. et al, 
20917—-Wisconsin Paper & Pulp Manufacturers’ Traffic Assn. vs. (, 
& N. W. Ry. et al. 
May 28—Houston, Tex.—Examiner Money: 
20303—Interstate rates on cement. 
May 31—Harlingen, Tex.—Examiner Brown: 
20763—-E. D. Reed Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
May 31—Argument at Washingon, D. C.: 
Valuation No. 897—In re tentative valuation of the properties of the 
Wabash Ry. et al. 
Valuation No. 776—In re tentative valuation of the property of the 
New Jersey; Ind., and Ill. R. R. 
Mey. 31—Savannah—Examiner Beery: 
14—Atlantic Paper & Pulp Corp. vs. S. & A. Ry. (Charles E, 
Gay, Jr., receiver) et al. 


June 1—Argument at Washington, D. C.: 
16957—Proctor & Gamble Co. vs. A. & V. Ry. et al. 


June 1—Charleston, S. C.—Examiner Berry 
20078 (and 2": ae Port Utilities ” emmmatinalinn of Charleston, 
S. C., vs. B. & C. S. S. Co. of Baltimore City. 


June  ceemiaad Tex.—Examiner Brown: 
20792—-E. A. Boyce Co., Inc., et al. vs. St. L. B. & M. Ry. et al. 
l. & S. 3026—Estimated Weights on Melons and Vegetables from 
Southwestern territory to Interstate points. 


June 1—Boston, Mass.—Examiner Griffin: 
|. & S. 3104—Woolen mill supplies from Mass. to N. H. and Vt. 


June 1—Argument at Washington, D. C.: 
|. & §S. 3063—Restriction in the territorial limits of Kansas City, 
Mo.-Kans., Switching District. 


June 1—Chicago, Ill—Examiner Kerwin: 
20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. et al. 
20702—Midwest Wool Trade Assn. vs. A. & W. Ry. et al. 
ee _ No. 1)—Midwest Wool Trade Assn. vs. A. & R. 
. R: et al. 
20571—-Midwest Wool Trade Assn. vs. A. & E. R. R. et al. 


June 4—Fort Worth, Tex.—Examiners Money and Esch: 

17000—Part 8, Cottonseed, its products and related articles. 

i. & S. 2759—Cottonseed and related vegetable products from 8, W. 
ree | to Central, Eastern and Southern territories. 
“& . S. 2820—Vegetable oils and related articles in Official Classif. 
erritory. 

1. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

3 é&3 . 2995—Vegetable oils and related articles in Official Classif. 
erritory. 

. $ S. 2926—Vegetable oils in Official Classif. territory. 

& S. 3036—Cottonseed hull fibre or shavings from S. W. pts. to 

“Miss. and Ohio River gateways and W. T. L. territory. 

Il. & S. 3067—Cottonseed and other vegetable oils from the S. W. 
to interstate points. 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


Though the northern lines agreed to file lake eargo coal 
tariffs containing a 20 cent reduction from Pittsburgh and Ohio 
districts on May 18, effective June 18, the tariffs were not re- 
ceived in the regular mails. of the Commission on that day. 
It was reported that the Baltimore & Ohio had withdrawn from 
the agreement to make the reduction for the benefit of the 
northern districts. Failure of the other lines to file tariffs 
within the ordinary business day of May 18, it was suggested, 
was due to their uncertainty as to what they should do in view 
of what was supposed to be the determination of the Baltimore 
& .Ohio not to participate in the reductions from the northern 
districts. 





COMPLAINTS IN W. & L. E. CASE 


The Commission has filed Clayton anti-trust complaints 
against the Baltimore & Ohio, the New-York Central, and the 
Nickel Plate, in No. 21012 and two sub-numbers, because of 
acquisition by the lines named of Wheeling & Lake Erie stock. 
The proceeding is set for hearing June 25, at Washington. 





Cc. & O. CONTROL REPORT 

In a report made public May 18 in finance No. 6114 and 
No. 6113, proposed control of the Erie and Pere Marquette by 
the Chesapeake & Ohio, the Commission authorized acquisition 
by the Chesapeake & Ohio of control of the Pere Marquette by 
purchase of capital stock. It denied that part of the appli 
cation asking authority to acquire control of the Erie. Author 
ity was conditionally granted to the C. & O. to issue not ex 
ceeding twenty million dollars of common capital stock to be 
used in connection with acquisition of control of the Pere Mar 
quette or for other purposes. Conditions were prescrib 
Commissioner Porter concurred in part. Chairman Campbell 
and Commissioners Eastman and Woodlock dissented in part. 
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DENVER, COLORADO 





FIREPROOF bags ym = ON TRACK 
Free fecal end post cat to ee We specialize in = ee ae of 


ine res Weicker Transfer & ath 5, Settee 






LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Angeles and San Francisco 

Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (<&¢2,) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 









UTICA, N. Y. 





In the Heart of New York State 


Broad Street Warehouse Corp. 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 
Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 


Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libe La Corinte, — 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 

Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover 8a., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


LITTLE ROCK, ARK. | 
A Modern Warehouse 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 





LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 


President 
Liners 


to the Orient via Seattle and 


the great Circle Route. Regular 
sailings every other Saturday to 
Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 
Through bills of lading to all 
Oriental ports. 


T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 
W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, a: =e a 
Portland, Ore. San Francisco, Cal., Tacoma, Wash. 
Vancouver, B.C., Victoria, B.C. 
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POSITIONS WANTED OR OPEN 





POSITION WANTED—tTraffic manager or assistant, twelve years 
transportation, age 30; alert, ambitious, capable and proficient. Ad- 
dress A. W. L. 106, care Traffic World, Chicago, Ill. 


POSITION WANTED—Party with long railroad traffic experience 
desires to get in touch with railroad or steamship companies with 
view to Chicago representation. Address S. M. L. 104, care Traffic 

World, Chicago, Ill 


ELEVATOR EQUIPMENT FOR SALE 


Grain Elevator at Pier B, Port Richmond, having been replaced by a 
modern concrete plant, is being dismantled. Entire equipment priced to 
insure quick sale. Write us your wants. F. Jaspersen, Manager, The Phila- 
delphia Grain Elevator Company, Port Richmond, Philadelphia, Pa. 


We Bind The Trattic World 


Se a TR 86 
In Best Grade Buckram for $2.25 Per Volume olume (26 Numbers) 
Prompt Service and Quality 
= apne eg Sy nen -o > remem 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


OF a LOFT NeTe 


JOS. STOCKTON TRANSFER CO. 


UTH CANAL STREET 
ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


Chicago’s and Kansas City’s Moet Metieens ‘Wes@llionene 


| MERCHANDISE STORAGE and 
see Grieet POOL CAR DISTRIBUTION | 


Crooks TERMINAL WAREHOUSES | 


eee ILL. KANSAS CITY, MO. 


HAMMOND, IND. 


In the Chicago Switching District 
General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
lm THE GREAT LAKES WHSE. CORP. 
HAMMOND, INDIANA 
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BALTIMORE, MD. 


STORAGE WAREHOUSE 


Cold Storage t<: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO. Phones Vernon 6300 


9 Monument and Fcrrest Sts., 


MEMBERS A.W.A. O.W.A 


a =) =I 
TERMINAL 


SBUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Wareheuses Lacated in Heart of Railroad District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 











C& A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


= 358 W. Harrison St., Chicago 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


SORA — LONER 1727 Penna. Avenue N. W. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 





PHILADELPHIA, PA. |UNION TRANSFER CO. 


DELIVERY 
C. let BREAKING UP 
omptete) FORWARDING 
WAREHOUSING 


Service 


suasipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


1004-26 Spring Garden Street 


Dally Delivery Service in Philadelphia and to 250 Surrounding 


Towns at Lowest Minimum Delivery Charges 
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THE TRAFFIC SERVICE CORPORATION 
WASHINGTON CHICAGO 


MILLS BUILDING 418-430 S. MARKET S&T. 
Phone, Main 3840 
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UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Owned by 
UNITED STATES FREIGHT COMPANY 





REDUCING 
PRODUCTION COST 


Everywhere today, trans- 
portation charges are a - 
vital factor in the cost of 
production. 


On raw material or fin- 
ished product, your less 
than carload freight 
charges are reduced in 
direct proportion to the 
volume shipped. 


THE UNIVERSAL WAY 





For Rates or further intormation apply to our Freight 
Traffic Department in your city or to the 


Terepnone Stave &* ~| FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West, 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 


Chicago switching district freight rates on 
intra-district traffic ; 


Indiana and Illinois coal fields nearby; 
Electric power. 


It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges — 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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Ask- 


E. L. Robison, General 
Livestock and Indus- 
trial Agent, Fullerton 
Building, St. Louis, or 
any Mobile and Ohio 
Agent about advantages 
offered for Industrial 
and Agricultural loca- 
tions in the rich terri- 
tory served by this {.—~.—u.—. 
railroad. 







CHICAGO 


MOBILE and OHIO 
Shortest to Mobile 
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Camnericas Best 
Sreight Service 





Route of the 
‘Gulf Coast Special’’ 
St. Louis— Chicago — Mobile 
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Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 


in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and _ shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 


classification and. new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


For the Manufacturer who is seeking the best location 
for his plant—distinct advantages await him 


in 





THE BALTIMORE AND OHIO SYSTEM 


E BALTIMORE AND OHIO CHICAGO, Superior 
TERMINAL RAILROAD ‘i 
CHICAGO, ILL Transportation 
ree Service. 
Friendly 
F—Henouewdss Co-operation 
RN in Making 
=m neath Your Selection 
: and Assisting 





3 in Overcoming 
GS i ee Your 
La SS NS rest Problems. 
SN : : Our Continued 


<I Policy of 
Good Will. 


1 
} 





Inquiries Cheerfally Solicited and Personal Attention 
Given Each Request 


ADDRESS: 


J. M. MCDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO ; CHICAGO 
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“A Good Story 
about the ERIE” 


Mr. F. G. Marquardt, president of the Marquardt- 
Hewitt Corporation, Dealers in Paper Maker’s Supplies 
at New York, is another Shipper who knows where to find 
Action when he wants it. 


“At 2 o’clock on the afternoon of May 14th,” writes 
Mr. Marquardt, “we placed an order for four cars for a 
shipment arriving on the Steamship Lancastria and 


destined for Chillicothe, Ohio. At 10 o’clock on the morn- 
ing of May 15 we were presented with bills of lading cover- 
ing the same. Three cheers for the Erie Railroad.” — 


Shippers who have had Expensive Experiences getting 
Consignments through the congested Port of New York 
will find the Erie geared for the Job and ready to meet 
their Emergencies as if they were its own. 


CHIP pxTRe 
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Where and When? 


By Mac 
Shippers’ Traffic Man 


Almost every hour of the day someone is 
hurling at me two questions—“Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 
SAULT SAINTE MARIa 
,.”& 


THIEF RIVER FALLS od cite, ' 
. Crcwwoea A 


"HURLEY. 


ALWAYS DEPENDABLE —— MANITOWOC 
FREIGHT SERVICE 


AGENCIES ° 


eos Boston, Mass., 40 Central St. Los Angeles, Cal., 530 a Nuys Bldg. St. Louis, Mo., 2050 Railway CHICAGO 

Buffalo, N. Y., 409-410 Iroquois | Memphis, Tenn., Porter B Exch. Bldg. : 
Milwaukee, Wis., 68 iets: isconsin Ave. St. Paul, in. 1112 Merchants Nat’l 
am. Iil., ar "Standard Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Bank Bidg. 
Chippewa. Falls, Wis. and Marquette Ave. San Francisco, Cal., 681 Market St. 

Cincinnati, O., 709 Traction _ Neenah, Wis. Sault Ste. Marie, Mic 

Cleveland, O., 915 Union Trust Bldg. New York, N. 295’ gotwarth Wye. Seattle, Wash., 5564 Dreatt Bldg. 

Detroit, Mich., 311 Transportation Bldg. Omaha, Neb. 738'2 oO. Spokane, Wash., 1006 Old Nat’l Bank Bidg. 

Duluth, Minn., 408 West Superior St. Passaic, N. 250 OBtoontield Ave. Superior, Wis. 

Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa.. 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 

Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Waukesha, Wis. 

Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT » CARE SOO LINE 
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SOUTHERN PACIFIC LINES 
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i Se You are cordially invited to attend A 
Eo” peet 
ea oe , . Bois 
a PE Sixth Annual Meeting ang 
o 8 2 r) 4 Ay & a 
@@ Associated Traffic Clubs of America Bg 
te * 
3 San Francisco, June 12-13, 1928 © @ 
my 
ae ne oH 
g rE This is an excellent opportunity to visit Even though you are not a member of a ie +i 
Qe Zs the Pacific Coast under most favorable cir- — = —— with the Associated et oc 
“8Ze cumstances. You will be able to attend the pete: oa i. a a aaa ee ee Sey a R 5 
Re Za sessions of the Traffic Clubs, which will be Plan to take the family along too, that Eo 7 
@ oO both interesting and instructive, also have they may share the pleasures of this mo 
@ ® the opportunity of familiarizing yourself wonderful trip. a 
with the physical layout and have something Remember it is always delightfully cool 
at bes more than a ‘‘swivel-chair knowledge’’ of in San Francisco in June. @ ®@ 
2 = conditions, natural advantages, distances Representatives of the Southern Pacific nN w 
=m & and relative locations of the various Pacific Lines will be glad to assist you in planning on of 
at 4 Coast cities. your trip and make the necessary reserva- =o a 
OF ,8 Get first hand information as to what tions for your accommodation. So Se 
ey Za each is doing in its own particular way to Copy of an attractive booklet, entitled 2m is 
I x contribute to the wonderful growth and **How Best to See the Pacific Coast’’, will S 
Ee 2° development of the Industrial West. be mailed you upon request. a * 
® ® 






Write, telegraph or ' phone 
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: **General Agent, Southern Pacific Lines’’ < s 

é The Postman Knows Him Pe Bz 

3 a (Next installment of Southern Pacific history to appear in June oth issue) zs ee 
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